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Forestry Division, Department of AaRicuLTURE, 

Washington J D. C, March 10, 1890. 
Sir : I have the honor herewith to submit a report on the use of 
metal as a substitute for wood in railroad ties, together with a brief 
discussion of other practicable economies in the use of wood material, 
this report being a sequel to Bulletins 1 and 3 of the Forestry Division, 
and forming a part of a continued investigation into the relation of 
railroads to forest supplies. 
Eespectfully, 

B. E. Fernow, 
Chief of Forestry Division. 
Hon. J. M. RtJSK, 

Secretary, 
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INTRODUCTORY. 



It may seem superfluous to justify the publication by this Depart- 
ment of any new and useful information that has, directly or indi- 
rectly, a bearing upon the cultural conditions of the country; yet, 
since it might be questioned whether the investigations which form the 
principal subject matter of this report were germane to the work of the 
Forestry Division, a few words to establish this relation will not be 
considered out of place. 

The value of the report on metal ties, as a compilation of hitherto 
unpublished and inaccessible or scattered information, will be self-evi- 
dent aud needs no argument to the engineer, for whose direct use and 
benefit it has been collated ; but the indirect value to the country' at 
large, and to the forestry interests especially, can only be realized by 
contemplating what effect the application of the information here pre- 
sented may have upon our forest supplies. 

Previous investigations by this division, notably those published in 
Bulletin I, 1887, have shown that the railroads of our country not only 
use a very large amount of forest supplies in their construction — prob- 
ably not less than 20 per cent, of the total consumption of timber — but 
the material represented in this consumption is largely drawn from the 
thrifty young growth, the promise of the future, and thus the timber 
crop is utilized before it has reached the most profitable age and largest 
production per acre. More than that, the most durable and valuable 
timbers only are desired for this use, and, consequently^, the forest 
areas which are culled of these valuable kinds must necessarily deterio- 
rate in quality as regards their composition, the inferior kinds being 
left to dominate and exclude the more valuable kinds, which are placed 
at disadvantage by the unintelligent action of man in this culling 
process. 

How much this is the case becomes apparent when we learn from re- 
liable investigations that in the forests of Kentucky, where white oak 
represents 40 per cent of the natural growth, after it had been culled — 
mostly for railroad purposes — the new growth contains not more than 
5 per cent, of this most valuable railroad timber. 

The bulk of tie material is now largely cut from second growth, es- 
pecially in the Eastern States, and young timber, from trees that will 
make only one tie, or at least only one tie from a cut, is called for by most 
• specifications for ties. 
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This rapid and careless consumptftMi of the best parts of the second 
growth can, of course, only be hurtful to the forestry interests of the 
future ; we draw in this way upon the fund which we should hold in 
trust and allow to accumulate for the use of the next generation ; 
worse, we do all we can to deteriorate the value of the investment by 
injuring its quality. 

It has been shown repeatedly, all assertions to the contrary notwith- 
standing, that our annual consumption of wood products at present 
exceeds double the amount of wood material that can possibly repro- 
duce itselt annually on the area covered with wood growth. It is, there- 
fore, of national interest and within the line of work of this Division to 
call attention to the necessity of husbanding timber supplies, and to 
furnish all and any information that may lead to a more economical use 
of these supplies or a substitution of other material where this is prac- 
ticable. While such economy is desirable in all directions, it is espe- 
cially so in regard to tie-timber, since, as has been stated, for this purpose 
the young promising crop of the future is utilized prematurely — and that 
of the best quality and of the most valuable timbers. Furthermore, it 
should be known that for those who furnish these supplies for the rail- 
road companies there is but small, if any, profit in the trade. The ties are 
in most cases brouglit to the railroads by holders of small wood lots, and 
the price paid is hardly more than fair compensation for labor in making 
and hauling the ties, no value being placed upon the material itself. 
The substitution of metal for wood — even if this were effected readily 
and without delay — would therefore not result, as maybe anticipated by 
some, in a loss to the owner of woodlands. He will only be prevented 
from killing the calf, as it were, before it is full-grown, while it has lit- 
tle or no value, and he is paid only for the slaughtering; in the end his 
crop, by being utilized later, will yield him proportionately more in 
quantity and value. 

It has been suggested that railroads could be induced to substitute 
metal for wood only when it could be shown that an increase in the 
price of wooden ties is imminent. As wilLappear from an investigation 
recorded in this report, enabling us to compare conditions of the pres- 
ent tie market with those existing seven years ago, the price paid for 
ties in many localities is now even lower than it was formerly, notably 
in the northeastern States. Yet it would be a mistake to argue from 
this, as a general proposition, that more timber is in the country than 
before, that forest supplies are in excess of demand, and that prices are 
going to decrease continuously. 

The law of supply and demand as aifecting the price of this com- 
modity is vitiated considerably by other conditions which influence the 
price. It is the eJxcessive offer compared with the requirements, rather 
than excess of actual visible supplies available for the long run, that 
places the purchaser of this commodity in position to dictate the price, 
the offer coming from many holders of small parcels, who have no 



^ 



9 

knowledge of general market conditions, and hence can not take ad- 
vantage of a comparison between actual supplies in view and demand 
for the present and future in adjusting the price. The present tempo- 
rary oversupply with low prices may be followed by a long-continued 
short supply arid higher prices without any i)reconceived action on the 
part of those who market the supplies. 

A timber crop, unlike an agricultural crop, is capable of being har- 
vested at various stages of development. Timber fit for ties may be 
cut at any time, from the twenty -year-old sprout of the coppice to the 
old growth of the virgin forest, and the offer of the crop in this shape 
may be excessive at any time without necessarily indicatinj^ an over- 
abundance of forest supplies in general and for the long run. The acci- 
dental simultaneous arrival at an age when the timber is fit for ties of 
a new growth over a large area may also in a given region make sup- 
plies appear plentiful if offered in that shape, and therefore for a time 
reduce the price 5 but this present oversupply and reduction of price 
must necessarily be at the expense of a future short supply and increase 
of price. Another reason for an apparent oversupply of tie timber 
may be found in the opening up of new sources of supply on such 
roads as are capable of extension, while the old roads, with no new fields, 
to enter, will necessarily experience a constant advance in prices with 
decreased offers, and will be the first to have recourse to metal on ac- 
count of Cheapness. These conditions are apparent from the replies re- 
ceived from various railroad managements, as recorded in the notes 
found in this report. 

It should also be known that, within limits, a railroad management 
has it in its power — and this power is being used — to keep the price 
low by raising freight rates, so as to make the exportation of tie timber 
from its territory unprofitable. The condition of the tie market, then, 
can not be the only, or even the main, criterion as to when the time for 
substituting metal has arrived, even from a financial point of view. 

Bat it is not a consideration of initial cost that makes the substitu- 
tion of metal ties desirable and profitable. It is superiority of track, 
permanence of road-bed, safety, reduced cost of maintenance, and hence 
ultimate saving and economy, that recommend the metal tie, as will be 
seen from a study of the experiences in foreign countries here presented. 
It will be a matter of astonishment to our railroad engineers to find 
that almost 30,000 miles of railroad track lies on metal ties, which 
means over 15 per cent, of the railroad mileage of the world outside of 
the United states and Canada. The claim, then, that metal ties are an 
experiment and their general adoption premature for lack of experi- 
ence, will have to be abandoned, as based simply on ignorance in 
regard to the real state of affairs. 

The report, being primarily intended for the information of railway 
managers and engineers for the purpose of interesting them more di- 
rectly in the introduction of a substitute for wood, is necessarily of a 
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technical character ; it is full of such details as alone can influence the 
judgment of the engineer. The laborious task which Mr. Tratman, 
without any adequate compensation, has performed in comi)iling the 
experience of the world in regard to this subject will, no doubt, be ap- 
preciated and the details welcomed by those most nearly concerned 
in it. 

The general public will be interested only in the ultimate result, 
which bids fair to advance the use of more permanent types of railroad 
construction in the United States, insuring greater safety and speed of 
railroad travel. 

The forestry interests of the country will be subserved by this report 
in a practical manner by spreading this information, which must lead 
to a reduction of the premature and illegitimate drain upon the forest 
resources of the future. 

Perhaps an apology is due to the reader for the bulkiness of this re- 
port, which might possibly have been compressed into more comi)act 
form. The desire to make public as soon as possible the results of the 
investigation, and the fact that Mr. Tratman, leaving for Europe, could 
not devote more time to the literary form, must stand as an excuse for 
the deficiencies in that direction, which a carefully prepared index will 
also tend to alleviate. 

That besides the adoption of metal ties there are other ways open to 
railroad managers for eifecting desirable economies in the us*e of wood 
supplies has been pointed out at length in former publications of this 
division, and is again discussed more briefly in the present publication 
in connection with a canvass recently made in regard to consumption 
of timber supplies by railroads. 

A curious lack of proper financial calculation has been noticeable in 
the writings of engineers when discussing the profitableness and mak- 
ing comparisons of the relative value on the balance sheet of various 
systems of construction. A railroad company that is bound b}^ neces- 
sity to consider only the initial cost can, to be sure, always settle at once 
all financial questions by the limit of cash in hand ; but few corpora* 
tions are in such straitened circumstances, and the question constantly 
arises whether the temporary saving in initial cost is preferable to a 
greater initial expenditure which insures — either or both — decreased 
expenditure for maintenance and deferred expenditure for renewal. 

This question is capable of solution by simple mathematical calcula- 
tion, as will be shown further on in this report. 

From such calculation it will appear, for instance, that a road using 
ties for which it pays 50 cents and which last eight years — like white 
oak, in many sections — can afford to pay $1.20 for a metal tie lasting 
thirty years (the presumed life of such ties) and be sure of saving at 
least the amount required for the renewals of the oak ties during thirty 
years; or, by doubling the life of the oak tie to sixteen years by means 
of preservative processes, we may pay 35 cents for such process and 
would still find an advantage on the balance sheet. 
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In conclusion, I may express the hope that the information here pre- 
sented will not only be found of value and be welcome to railroad man- 
agers and engineers, but that its presentation from this office will bring 
them to a realization of their dutj', as an intelligent and influential class 
of a great community with a future before it, to give thoughtful atten- 
tion to the subject of forestry in general as one of the necessary econo- 
mies in a modern civilized state. 

Railroads, while the carriers of civilization, the promoters of develop- 
ment, have committed many sins for the benefit of the present at the 
expense of the future by needless forest devastation. Being institutions 
of a permanent character, it would seem that their managers^ught to be 
interested in anything that pertains t^ judicious use of natural resources 
and to favorable cultural conditions, at least within the territory which 
their roads traverse. While with their large consumption of wood 
material they are directly concerned in the continuity of forest supplies, 
they must also be indirectly concerned in the prosperous development 
of their territory, and that proper use and recuperation of forest re- 
sources, proper disposition of forest and field areas are essential to 
continual development of prosperity should be recognized by them, and 
their influence to secure both should be brought to bear even were it 
only for their own selfish interest. 

B. E. Feenow. 
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CONSUMPTION OF FOREST SUPPLIES BY RAILROADS AND PRACTICABLE 

ECONOMY IN THEIR USE. 

By B. E. Fernow, 
Chief of Forestry Division. 



The requirements of our railroad system in regard to forest supplies 
iave been discussed several times in i)ublications from this Division. 
A comprehensive canvass in regard to the kinds and quantities of tim- 
ber used for railroad ties and their life was published in Volume IV of 
Forestry Reports, in 1884, and a more extensive discussion and compu- 
tation of the consumption of forest supplies by railroads were given in 
Bulletin 1 from this Division. A canvass, made this year and tabulated 
below, was undertaken to verify some of the conclusions reached and to 
ascertain what, if any, the change in supplies has been during the last 
six years, as far as change in i)rices and personal views of managers 
might indicate. The tabulation by geographical sections will recom- 
mend itself to students of the subject as an improvement on the alpha- 
betical one adopted by Dr. Hough in the first report mentioned, since 
forest and market conditions differ so widely in the various sections of 
the country that the relation of railroads to tie supplies can be proflta- 
bly discussed only from local points of view. 

The larger roads, mainly, have been canvassed as indicating the gen- 
eral and most prevailing practice. In the summary, the percentage of 
mileage to which the report refers compared with that in operation 
within the section is calculated, and upon that basis the amount of for- 
est supplies consumed by the railroad system of the section is com- 
puted. Since the report refers to nearly 60 per cent. — ranging from 
32 to 87 per cent, in the various sections — of the total mileage, such 
basis for computation will furnish a sufficiently close approximation to 
the truth for general discussion. 

The consumption of ties goes for new construction and for renewals. 
Both these uses are, to be sure, exceedingly variable, the latter natu- 
rally being influenced by the increase of new mileage as well as by many 
other causes ; only a general approximation, therefore, is possible. Tlie 
present canvass places the number of ties needed for repairs at 60,000,000 
per annum, the figure which Mr. Dudley estimated in the Bulletin I 
referred to, and somewhat lower than that figured iu Mr. Kern's paper 

13 
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in the same publication.^ To this, as has been there shown, 13,000,000 
ties may be added for new construction, or in round numbers our pres- 
ent railroad system consumes 73,000,000 railroad ties, requiring at least 
365,000,000 cubic feet of raw material. A rough computation of the 
proportion in which the various timbers participate in this consump- 
tion allows the following distribution of material : 

Oak ties : 45,000,000 

Chestnut ties 3,500,000 

Pine ties. 12,500,060 

Cedar ties (red, white, and California) 5, 000, OOO 

Hemlock an^amarack ties 2,500,000 

Cypress ties.™ - 1,500,000 

Redwood ties 2,500,000 

Various 500,000 

The oak, therefore, our most valuable timber, furnishes over 60 per 
cent, of the material, and not onl}- from choice trees mostly, but from 
the young growth, which may make "one tie to the tree'' or "one tie 
to the cut." 

For bridge and trestle timber, etc., another 60,000,000 cubic feet of 
sawed material are to be added ; so that a consumption of 500,000,000 
cubic feet of wood, in the shape of forest-grown (round) timber for rail- 
road purposes, which was claimed in a former publication, stands as a 
reasonable figure. This requires the annual culling of the best timber 
from, probably more than 1,000,000 acres of our natural forest lands; 
and to furnish this amount continually not less than 10,000,000 ta 
15,000,000 acres of well-managed forest would be required, or in the 
absence of management — as at present — the area to be reserved for 
this purpose would have to exceed probabl}'^ 50,000,000 acres, or more 
than 10 per cent, of our present forest area. 

Since the railways are responsible for a very large amount of the 
consumption of timber, it must be one of the problems of a rational 
forest policy, in a country where forest management is not yet practiced^ 
to encourage such economies in the use of timber as are within reason- 
able reach of railroad managers. 

The use of wood and the method of using it are largely matters of 
custom everywhere. In the United States the enormous supplies which 
the native forest yielded have induced not only a very extensive but 
also a very wasteful use of wood, until now we have reached a point 
when the prospect of reduced supplies makes the study of economies a 
matter of national concern, and within a not too distant time private 
interest will also awaken to the need of it. 

As a nation, with our present conception of private property rights^ 
we have but little opportunity to check the wasteful use of our forest 
resources, except so far as this caii be done by disseminating informa- 

*As will be shown further on, this figure is probably over 30 per cent, below actual 
requirements, and a consumption of 80,000,000 ties for renewals nearer the truth. 
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tion which will lead to private economy. As far as the Government 
holdings of timber lands — still some 70,000,000 acres — are concerned, 
certainly a rational management is the need of the hour. The condi- 
tions in which this common property is left at present, even if con- 
sidered merely from a business point of view, are deplorable. They are 
a disgrace to our nation. 

In recognizing the necessity of Government action with regard to 
forest resources, the United States is the most backward of all civilized 
nations. Not only have all the European nations firmly established 
forest administrations, for at least that part of the woodlands held in 
the hands of the Government, but even Japan and China ftte inaugu- 
rating such, and the English colonies in India, Australia, and in Africa 
are fully imbued with this claim on Government supervision. Even in 
Canada the future action of the Government is at least not precluded, 
the Government retaining title to the land which is stripped of its tim- 
ber, from which Canada, in fact, derives its principal revenue. 

The consumption of timber for railway purposes includes ties, fences, 
telegraph poles, bridges, trestles and culverts, station-houses and other 
buildings, rolling stock, fuel. In all of these uses most companies 
would find it to their advantage to study economy. 

Economy in the consumption of timber may be eft'ected in two ways: 
(1) By the use of otber materials as substitutes; (2) by employing 
means to increase the durability and life of the timber used. 

The possibility of substituting metal for ties is fully discussed in Mr. 
Trat man's report and needs no discussion here. 

While it can not be expected that the use of this substttute will 
be brought about by any consideration of the waning forest supplies^ 
it is fortunate that the advantages, direct and indirect, which accrue 
from the use of metal ties are such as to recommend their employment; 
even before the time when tlie initial cost of the metal tie compares 
more favorably with that of the wooden tie and its financial advantage 
becomes palpable. 

Those roads which have a sufficiently permanent and sound financial 
status, to allow them to carry on their operations with a view to ulti- 
mate saving rather than to economy in first cost, and to consider re- 
duction of maintenance expenses the financial aim of a well-managed 
railroad, may even now profitably adopt the higher priced metal tie. 

The use of metal for the construction of rolling stock — not only car- 
fjpames and truck-frames, but of entire cars — has proved quite feasible 
and satisfactory. The economy to the railway company will consist in 
reduced cost of maintenance and repairs, and in longer life. 

A mail car built entirely of steel, on a plan patented by Mr. Green, was put in 
actual service on the Louisville, New Albany and Chicago Railway (Monon route) 
some time in 1888, and Mr. Watkeys, the master mechanic of the road, informed me 
in September last that the car is still in use and has given satisfactory results. 
He stated that up to September 26 it had made about 88,000 miles, and had not cost 
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anythiDg for repairs. The cars on the experimental line of the Meigs Elevated Rail- 
way at Cambridge, Mass., are of metal throughout ; the truck and Hoor frames are of 
iron and steel, and the body has transverse ribs or frames of metal tubes with sheet- 
metal panels. Freight cars with metal frames are already used quite largely. 

The use of stone for buildings, and of stone and metal for bridges, 
trestles, and culverts, suggests itself, and the substitution of these 
materials for lumber is, in fact, gradually progressing on all lines that 
have acquired permanency. Yet this tendency does not seem to have 
made a very great impression when we find that even in Kew England 
and the middle group of roads — leaving out the Pennsylvania Eailroad 
— from 3,g00 to 4,450 feet B. M. of timber per mile is used, while South- 
ern and Northwestern roads, which- are expected to use more wood in 
construction, average hardly any more, and the more western roads, 
with fewer stations, and probably fewer water-crossings, use about 
3,000 feet. 

While bridges are being more or less replaced by stone and iron 
structures, wooden trestles even in permanent and well established 
roads continue the rule, and it is very questionable whether the acci- 
dents resulting every year from burning of wooden bridges and trestles 
or from their collapse and washing out are not more expensive to the 
railroad companies than better structures. Filling in to solid bank 
should be done as fast as possible, or at least preserved timber and 
paint should be employed in the construction of trestles. The substitu- 
tion of iron and cement pipe for wooden culverts, or masonry and arches 
and abutments with iron roof or concrete, would also prove a final 
economy. 

• In regard to station-houses, freight-sheds, shops, round-houses, car- 
sheds, it is again the economy of maintenance which would dictate the 
use"' of stone or brick and iron sheeting. The use of paint at least should 
be insisted upon as long as wood is used. The objection that with in- 
creased needs it is cheaper to replace a small wooden structure by a 
larger one, is not valid when the design for the smaller structure is in 
the first place made with a view to enlargement and addition. 

The use of wood for fuel can hardly be said to be objectionable and 
uneconomical, as far as forestry interests are concerned, if managed with 
proper discrimination. In fact, a very great waste in the American 
forest results from the fact that much of the inferior material can not be 
utilized for firewood, and remains in the woods to feed and make more 
destructive the recurring forest fires. Some two and a half to three mill- 
ion cords of wood are probably consumed for locomotive use. Wood- 
burning locomotives are still found in all sections where fuel supply 
from the forest is plentiful and coal expensive. The only objection that 
can be made to this use is that timber fit for better purposes is largely 
placed in the wood pile. Another objection, perhaps more easily 
avoided, is that wood-burning engines are more likely to set fire to the 
forests through which they pass; on such, therefore, more efiftcient 
spark-arresters than are used in many instances should be employed. 
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In passiiig, I^nay point out the superiority of live hedges along the 
tracks, where such protection is needed, in preference even to wire 
fences. 

But, as we have seen, by all means the largest consumption and of 
the most valuable timber is that for railway ties. 

There are various directions, besides the substitution of metal or other 
material, in which a more economical use of wood in this part of rail- 
road construction can be and ought to be effected. Such economies 
consist : 

(1) In using only the most durable timbers. 

(2) In giving proper attention to the cutting and piltng of ties 

before they are used. 

(3) In paying attention to the drainage and ballast material of 

the road-bed. 

(4) In replacing ties in the road-bed which have rotted from the 

attack of a specific fungus by ties of a kind not liable to 
attack by the same fungus, so as to avoid its spread. 

(5) In boring spike holes and filling the old ones when re-spik- 

ing, and in the use of more permanent rail fastenings. 

(6) In the use of tie-plates in order to reduce flange-cutting 5 

and lastly, 

(7) In the use of preserving processes to lengthen the life of the 

timber. 

These economies, it must not be overlooked, have also a tendency to 
improve other conditions of railway management. They tend to effect 
greater permanency of road-bed and hence greater safety to life and 
rolling stock ; for every improvement made in the track by lengthening 
the life of ties reduces the necessity for frequent disturbance of the road- 
bed, which is a well recognized advantage. 

Duration or life of timber. — Comparative tests of the durability of va- 
rious timbers have never been made, and the experiences of the practice 
give only conditional results, since a comparative account of conditions 
under which the timber is grown, handled, and placed, is rarely made. 
iN'ot only do different species show varying durability, that is, resistance 
to decay, but the same species seems to exhibit a variation according to 
the locality where it is grown, and the part of the tree from which the 
wood is taken, and even its age seems to influence durability. 

An attempt has been made to make the color of the heart- wood a cri- 
terion of the durability of the various timbers, and the following ex- 
hibit might tempt one to accept, at least partially, the propriety of such 
a standard.* That the sap-wood is less durable than the heart is of 
course well known. 



* See Dr. H. Mayr, ** Die Waldnngeii von Nord Amerika, etc." 

22893— Bull, 4 2 
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If we denote by v. d. r= very durable, d. = durable, and n. = not dat- 
able timbers, we find : 



ProDOUDced black, browD, or 
red heart. 


Gray, light brown, light red, 
yellow heart. 


White or slightly colored heart. 


Lignum vitaB v. d. 


Cucumber tree n. d. 




Beech n. 


Mesqnit r. d. 
Catalpa v. d. 


Tulip tree n. a. 
Black locust r. d. 




Birch n. 




Gum n. 


Oeai^e Orange v. d. 


CofTee tree d. 




Maple n. 


Mulberry v. d. 


Honey locust d. 




Linden n. 


Black walnut v. d. 


Sassafras d. 




Hemlock n. 


California Cedar o. d. 


Elmd. 




Spruce n. 
Firn. 


Bed Cedar v. d. 


Oakd. 




Bald Cypress v. d. 


Willow n. 




Torraya v. d. 


Redwood v. d. 


Pine d. 




Lawson's Cypress v. d. 


Tamarack v. d. 


White cedar v. d. 




Port Orford Cedar v. d. 


Douglas fir d. 


Cypress (Cala.) v.d. 







The color of the heart- wood is due probably to the presence of tannin, 
which acts as an antiseptic, by making the albuminates in the sap in- 
soluble; and since the most durable timbers seem to be those of 
southern localities, where therefore intense light and heat favor the 
formation of this antiseptic principle, it would also be reasonable to ex- 
pect that trees grown in open stand would be more durable, and that 
the observed greater durability of second growth is due to the fact that 
it has grown up under full influence of sunlight. 

The three timbers which without coloration of the heart show great 
durability are characterized by a strong smell, which leads to the pre- 
sumption that Athene oils take the place of the tannin and afford pro- 
tection against attacks by fungus growth. 

Some timbers, like the catalpa, begin soon to form heart-wood, 
while others, like the hickory, begin so late that but a small part of the 
trunk yields durable timber. This certainly is noteworthy in growing 
tie timber. 

But the idea that the young wood is more durable because it is young, 
which seems to prevail among railway maaagers, must be considered 
erroneous. On the contrary, young wood, which contains a large 
amount of albuminates, the food of fungi, is more apt to decay, other 
things being equal, than the wood of older timber. Sound, mature, well- 
grown trees yield more durable timber than either young or very old 
trees. It is the rapid growth, exhibited in broad annual rings and due 
to favorable soil and light conditions, which yields the most durable 
timber in hard woods, and only as far as the growth in the virgin forest 
has been slow ought there to be a difference in favor of second-growth 
timber. In conifers, however, slow growth with narrow rings, which 
contain more of the dense summer wood in a given space, yields the 
better timber. The turpentine (pitch) accumulated in the summer 
wood of the conifers acts as a preservative by preventing the penetra- 
tion of water and hindering the development and spread of fungus 
growth. Hence tapped trees ou the tapped side where the pitch hag 
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concentrated itself— 'Might- wood" — is almost indestructible, while the 
rest of the tree, deprived of its turpentine, has lost its durability. In 
all cases within the same species, the heavier and denser wood is the 
most durable. 

Coniferous woods, then, from comparatively poor soils, high altitudes 
and dense forest, and hard woods or deciduous, from rich, deep, warm 
soils and isolated positions, produce the most durable material. 

Without means of determining the exact relative value of the differ- 
ent species, it is only possible to give the following enumeration, which, 
in general, proceeds from the most durable to the less durable ones : 

Eastern Range : 

Conifers: Bald cypress (Tdxodium disiichum, Rich.); Red cedar (Junipems 
Virginiana, L.) ; White cedar (Chamcecyparis aphasroideaf fipacb.) ; Arbor- 
yitsB, White cedar {Thuya occidentaliSf h.); Tamarack {Larix Anierieanaj 
Michx.) ; Long-leaved pine {Pinue palustris, Miller) ; White pine {Pinua 
Strobus, L.); Red -pine {Pinus resinosa, Ait.); Cuban pine (Pinua Cuben- 
918, Griseb.); Short-leaved pine {Pinus eckinata, Miller) ; Hemlock {Teuga 
CanadenHSf Carr.); Spruces (Picea alba. Link., F. nigrat Link.) 

Broad-leaved trees: White oak (Quercu8 alba, L.); Post oak (QuereiM ob- 
tmiloba, Michx.); Basket oak {Quercua Michauxii, Nutt.); Burr oak 
(Quercus macrocarpa^ Michx.) ; Chestnut oak {Quercua prinu^a, L.); Live 
oak (Quercua virena, Ait.); Osage orange (Madura aurantiaca, Nutt.); 
Hardy catalpa {Catalpa apedoaa, Warder.); Black locust (Robinia paeud- 
aoada, L.) ; Honey locust (Gleditachia triacanthoa, L.); Red mulberry 
CMorua rubra, L.) ; Chestnut (Caatanea vulgaria, var. Americana, A. DC.) ; 
Kentucky coffee tree (Gymnocltidua Canadenaia, Lam.) ; White elm 
(Ulmua Americana, L.); Slippery elm ( Ulmuafulva, Michx.) ; "White ash 
(Fraxinua Americana, L.);. Black ash (Fraxinua aambuoifolia, Lam.); 
Green ash (Fraxinua viridia, Michx.) 

Rocky Mountain Region: . • 

Mesquit (Proaopia juliflara, DC), Red cedar (Juniperua Virginiana, L. and J*. 
paohyphlcea, ToTT.) ; Piny on pine ( Pinua edulia,*Enge\m,) ; Fox- tail pine 
( PtntM amtotoy Murray) ; Douglas spruce ( Paeudotauga Douglaaii, Carr.) ; 
WesteTnlskTch (Larix ooddentalia, "Nutt.) ; Burr oak (Quercua macrocarpa, 
Michx.) ; Bull pine (Pinua ponderoaa, Dougl.); Engelmann's spruce (Picea 
Engelmanniy Engelm.). 

Pacific Slope: 

Yew (Taxua brevifolia, Nutt.); Redwood (Sequoia aempervirena, EndXicheT) ; 
Lawson's cypress ( ChamcecypariaLawaoniana, Pari. ); Sitka cypress ( Chamw- 
eyparia Nutkaenaia, Spach.); Canoe cedar (Thuya gigantea, Nutt.) ; White 
cedar (Libocedrua decurrena, Torr.) ; Douglas spruce (Paeudotauga Douglaaii, 
^ Carr. ) ; Western larch (Larix occidentalia, Nutt. ) ; Li v^ oak ( Quercua chryao- 

lepia, Liebm.); Post oak (Quercua Garry an a, Dougl.) ; Sugar pine (Pinua 
Lambertiana, Dougl.) ; Engelmann's spruce (Picea Engelmanni, Engelm. ) ; 
Western hemlock (Tau^a Mertenaiana, Carr.) 

The time of felling has always been thought to influence the dura- 
bility of timber. But while practical considerations will limit the 
choice of time, theoretically, with proper after-treatment no such influ- 
ence can be admitted. 

fiarly winter felling should ba-ve the preference, because, possibly, 
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less fermentable sap is then in the trees ; mainly, however, because the 
timber will season with less care, more slowly and more evenly, and 
before the temperature is warm enough for fermentation to set in. 

If the wood is cut " in the sap'' it is more liable to fermentation and 
to the attacks of insects and more care is necessary in seasoning ; for 
the rapid seasoning, due to the warm dry atmosphere, produces an 
outer seasoned coat which envelopes an unseasoned interior liable to 
decay. When cut in the leaf, as is done when the chestnut oak is cut 
for tanbark, it is advantageous to let the trees lie full length until the 
leaves are thoroughly withered (two or three weeks), before cutting to 
size. With conifers this is a good practice at any season, and if it can 
be done, all winter-felled trees should be left lying to leaf out in spring, 
by which most of the sap is worked out and evaporated, for it is the 
stored up albuminates, the fungus food, which are utilized in the bud- 
ding and leafing. 

After felling, further attention is needed to secure thorough seasoning. 
The idea expressed in some of the reports on the life of ties, that sea- 
soning is of no consequence, contradicts all known facts. Under cer- 
tain conditions of the roadbed this seasoning of the ties may satisfacto- 
rily progress while in place, but by so much as it is imperfect, by so 
much is danger from rot invited. 

The experience of the Delaware and Hudson Canal Company, " that 
ties seasoned one year, being properly piled and the bark taken off, 
would last longer than ties used the same year they are cut and the 
bark left on," is sound and incontrovertible. Unfortunately no experi- 
ments are at hand to show the absolute money value of seasoning, 
because the length of time to which the life of ties is prolonged by 
seasoning is unknown. 

That the careless piling of ties which is so often practiced costs the 
railroad companies thousands of dollars through the earlier deteriora- 
tion of their roadbed, is quite certain. As proper piling does not mean 
extra cost, for it can be almost as easily done as not, it should be 
strictly insisted upon. 

Most roads prescribe in their specifications for ties a method of pil- 
ing, but this is done rather for convenience of inspection and loading 
than for securing proper seasoning. Piling, upon sound principles, is 
shown as the result of the specifications for the New York and New En- 
gland, Pennsylvania, Lake Shore and Michigan, the Cleveland, Dsty- 
ton and Columbus, Kansas City, Fort Scott and Gulf (which shows a 
diagram on its specification card), and a few other roads. The practice 
of these roads can be without difl&culty and should be imitated by all 
others. The requirement is, to pile never more than fifty ties in a neat 
square pile, in such a manner that one tier contains six to nine ties, sep- 
arated from each other by a space equal to about the width of the tie, 
the next tier consisting of one tie placed crosswise at each end of the 
first tier. The bottom tier should consist of two ties, or better, poles. 
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to raise the pile from the ground. The piles to be 5 feet apart. The end 
view of the pile thus : 



The side view thus : 






In this manner a better result at least will be obtained than by the 
indiscriminate close tumbling together of the ties, so often practiced. 

If possible, the piling ground should be somewhere in the woods, or 
at least away from the sun, wind, or rain, so as to secure a slow and 
uniform seasoning. 

If dried too rapidly, the wood warps and splits, the cracks collect 
water, and the timber is then easily attacked and destroyed by rot. 

The best method of obtaining proper seasoning, in a shorter time, 
without costly apparatus, is to immerse the prepared timber in water, 
from one to three weeks, in order to dissolve and leach out the fermenta- 
ble matter nearest the surface. This is best done in running water — 
if such is not at hand, a tank may be substituted, the water of which 
needs, however, frequent change. Timber so treated, like raft timber, 
will season more quickly and is known to be more durable. 

If practicable, the application of boiling water or steam is advanta- 
geous in leaching out the sap. 

The Atchison, Topeka and Santa ¥6 road has made the experiment 
of leaching pine ties for two mouths, with the result of increasing their 
durability to a considerable extent (time not stated). It Tilso reports 
that pine ties cut in summer and placed in track while green last 
three years ; if cut in winter and seasoned before use, they last about 
five years ; if cut in winter and water seasoned, they will last five and 
one-half years. 

In the canvass made in 1883 the question was asked, whether ties 
were preferred from old or young growth, and whether hewn or sawed. 
While in the majority of cases the answer runs '' hewn, and one tie to 
the cut, from smiall trees" or even "one tie to the tree," there are others 
who see no difference in the durability of sawn or hewn, some even pre- 
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ferring the former, especially with coniferous woods and when all heart 
can be secured. 

Some give as reasons for their preference for young timber, that old 
timber is more liable to check, or more difficult to work ** being tougher," 
or, and this is the most likely reason for observed inferiority, because 
poorer timber is furnished in sawed ties, namely, such as is not good 
enough for other purposes. Some use sawed ties because they can be 
had more cheiiply — probably where other roads insist on hewn ties; 
others use hewn ties because they can be had more cheaply-^-probably 
where, saw timber is scarce and coppice growth plenty. 

It has been stated before that there is not necessarily any superiority 
to be found in young growth ; on the contrary, well-grown mature trees 
furnish more durable timber. In fact, the young timber of conifers is 
invariably poor, especially if quickly grown, and the young timber 
from the dense hard-wood forest, where it grows slowly, is also poor. 
It is, therefore, an inexcusable waste and folly to insist indiscrimi- 
nately upon ties cut from trees that will make but one tie or that the 
cut should make but one tie. The excuse for it can be found only in 
the fact that hewn ties do seem to last longer under otherwise unfavor- 
able conditions and can be furnished only from such timber. It is 
claimed by some roads that hewn tics will last 30 per cent., or from one 
to three years, longer that sawn. The reason is obvious. The sawn 
face is more or less rough and collects water, and thus gives opi)ortu- 
nity for fungus growth, while the smoother face of the hewn tie sheds 
the water. With hard woods of good growth, careful manufacture, 
proper seasoning, and with well-drained road-bed, the advantage of the 
hewn tie would probably not be equal to the enormous waste of wood 
necessary in its manufacture. 

Some of the reports of those roads which make no difference between 
sawn and hewn ties, or which prefer the former, are worthy of note. 

The Grand Trunk Railway desires that a tree should average four 
ties, and says "it matters not whether they be hewn or sawn, so long 
as the upper and lower faces are flat and the sides uncut. Oak ties 
are taken when sawn on four faces, but no other kind." The ties tised 
by the road— onk, tamarack, hemlock, and cedar — average six to seven 
years in duration. 

The Detroit, Lansing and Northern Eailroad, using oak with a life of 
eight and hemlock with a life of five years, finds no difference between 
hewn and sawed ties, " if made of similar timber." 

The Kansas City, Fort Scott and Gulf Railroad, using oak with a life 
of eight years, says : ** If made from large timber, no preference is had 
between ties that are sawn and those that are hewn. Large timber is 
deemed best." 

The preference is given to sawn ties, and from large trees, by the 
Oregon and California Railroad, using red fir of eight years life 5 by 
the Bangor and Piscataquis Railroad, with cedar of fourteen and tama- 
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rack of seven years' daratiou (put in track when half seasoned, although 

full seasoning is recognized as preferable) ; by the Mobile and I^orth- 

western Eailroad in Mississippi, ^^ if all heart can be obtained and large 

timber, as it has less sap-wood. The small trees along the line of road 

do not make as good ties as the large timber." 

The Arkansas Midland Eailroad prefers sawed ties, although they 

L, are more costly. ^^Gy press ties should only be sawed from large 

! trees, post oak and white oak ties from small trees are equally as good 

as from large ones. " 

The Alabama Oreat Southern makes a point that the ties should 
^^ not be cut through the heart of the tree,'^ the philosophy of which is, 
probably, that the long-leaf pine ties are liable to have the heart break 
out and sliver. The significant statement is also made that the oak 
from the south end of the road is not as durable as that from the mount- 
ains on the north end. The difierence is probably due to track con- 
ditions rather than to locality of growth. 

Durability or life of ties. — The life of timber in use as ties is reduced 
by two causes, namely, a mechanical one, the breaking of the wood 
fiber by the flange of the rail and by the spikes, and a chemical or 
physiological one, the rot or decay which is due to fungus growth. These 
causes work either in combination or, more rarely, independently., A 
i soft wood may be easily cut into and made useless before rot takes place — 

/ as, for instance, in the case of such otherwise durable woods as redwood, 

chestnut, etc., but the breaking of the fibre in most cases is only the 
antecedent and forms part of the favorable conditions for the fungus 
growth — other timbers may be attacked by rot first, which, of course, 
is followed soon by a breaking of the fiber. 

The exterior conditions favorable to decay have been discussed at 
length in Bulletin 1; the controllable ones consist mainly in the 
drainage conditions of the road-bed. Rock ballast is best drained, 
and hence the best record comes from such road-beds ; gravel is next 
best and clay or loam is about the worst ; on the other hand, where 
soft-wood ties, like chestnut, are used, the hard rock ballast, while un- 
favorable to decay, reduces their life by pounding and cutting. Sand 
ballast seems to vary considerably ; a sharp, coarse silicious (not cal- 
careous) sand with good under-drainage should be next best to gravel, 
while some reports give a heavy black soil and loam as better than sand. 
The reason why sand, although offering good drainage, is favorable to 
decay, may be sought in its great capacity for heat, which induces fer- 
mentation. 

In Louisiana ^' ties on black loamy soil rot out in one-third the time of 
those laid in a clay soil. Ties exposed to the sun all day rot out in less 
time than those which are shaded a part of the day. Shade and a free 
circulation of air are requisite to the best lasting of any timber in our 
climate." 
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From fifteen years' experience on the Cumberland and Pennsylvania 
EailjToad it is stated that ties supported in stone ballast have 20 per 
cent, longer life, as far as rot is concerned. The Eastern Kentucky 
Railroad claims that with slag ballast oak ties will last two years longer 
than in sand, while on the Cleveland, Columbus, Cinncinnati, and In- 
dianapolis Railway such ties were found to last two years less in slag 
ballast than in gravel. The nature of the slag, it should not be for- 
gotten, is very varying, and hence its value for ballast. The East Ten- 
nessee, Virginia and Georgia Railroad allows in rock ballast eighteen 
months longer life than in a soil bed, and notes in sandy soil the most 
rapid decay. 

Experience on the Hannibal and St. Joseph Railroad ranges the va- 
rious kinds of ballast as follows : 3tone ballast best ^ next, coarse gravel ; 
next, soil, and worst, cinder and sand ballast. 

The New York, New Haven and Hartford Railroad, six years ago, 
ballasted its road with broken stone to a depth of 14 inches ; stone of 
not more than 2 inches in size was used, and at the rate of 4,000 cubic 
yards to the mile. It was expected that ties in such a road bed would 
last two years longer than in gravel ballast. Yet now it is found that, 
with the heavy traffic, the high rate of speed, and weight of engines and 
trains and the use of chestnut ties, these do not last more than five 
years, the cutting of the rail on the upper and of the stone on the lower 
side wearing the ties rapidly. 

Even the oak tie will succumb to the pounding it receives from such 
ballast, as the report of the Erie Railroad shows, which, while admit- 
ting that ties are less liable to decay in broken stone ballast, finds this 
ballast "on the heavily used portions of the line hard on the ties, by 
cutting, so that the oak ties are worn out before they rot." 

Thus the life of ties of the same timber varies considerably, not only 
according to climate, and character of the timber, and the treatment 
the ties receive before being laid, but also according to the character of 
the road-bed and the traffic. From the reports of the 283 companies in 
1883 — which, by-the-by, are now so consolidated that the 85 companies 
reporting to this year's inquiry represent almost 50 per cent, more mile- 
age than the former 283 — the following tabulation has been made, show- 
ing the range and average duration of ties of various timbers under 
present usage. The aim of well-managed roads, of course, should be 
so to combine conditions of road-bed, inspection, and handling of ties, 
that the highest average duration at least should be obtained. 

The long life given to honey locust in the table on page 25 is proba- 
bly due to a misnomer, black locust being meant, as honey locust is 
probably not a very lasting timber. The duration of mesquite, if 
sound, is claimed to be interminable. 
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Kind. 



Conifers : 

Hedwood 

Bald cypress 

Bed cedar 

Tamarack 

White cedar 

Pine, lon^-leaf 

Pine, red and white 

Pine, bull (California) 

Pine, ball (Colorado) 

Hemlock 

Spmce 

Broad-leaved trees : 

White oaks ; 

Chcstnat 

Honey locGSt 

Coffee tree 

Cherry, black walnut, locust, Hassafras 

Mulberry 

Mesquite 

Blm 

Black oaks .• 

Ash, beech, maple 



RaniTO. 



8-15 
4-12 



4-12 
4-10 
&-10 
4-8 
6-9 
3-6 
2-8 
3-7 

3-12 
4-12 



7-10 

6-10 

5-S 



4-9 
2-7 
2-7 



Average. 



11-12 

8-10 

10 

7-8 

7 

e-7 

6 
^7 

5 
4-6 

5 

7-8 

7-8 

10 



7 
6 



6-7 
4-5 

4 



The suggestion of Mr P. H. Dudley (see Bulletin I), that ties which 
are attacked by a specific fungus in a given locality be replaced by ties 
of a different species not so attacked, in order to get rid of the infec- 
tion, is worthy of consideration. 

The necessity of employing an expert to determine the fungus caus- 
ing the rot and to designate what kind of timber to substitute in order 
to avoid the specific fungus, would probably form the practical ob- 
jection to this expedient. 

METAL TIE-PLATES AND METHODS OF FASTENING. 

The experience that the more durable timbers can not be utilized to 
the full length of their life, because of the flange cutting which destroys 
them mechanically, suggests at once the use of metal tie- or bed-plates 
or other means for reducing this mechanical destruction. Such bed- 
plates correspond to the rail chairs in use on English roads, but are 
less expensive. Some time ago the use of a hard- wood plate, let into a 
soft-wood tie under the rail- foot, was proposed, but the advantage thus 
gained was probably not proportioned to the labor of inserting the 
plate, for it seems not to have found wide application. 

The use of a sheet of felt, one-quarter of an inch thick, placed between 
tie and rail, has been found quite satisfactory in France with preserved 
ties in preventing flange cutting, the felt lasting five to ten years. The 
experiment of the Baltimore and Ohio Railroad of using lead, sunk into 
the wood, is well known. Though effective to some extent the expense 
was too great. The method of fastening the rail to the tie has also 
mach to do with the wear of the tie. 

That the wear from spiking and frequent respiking must needs reduce 
the life of the tie is obvious ; not only is the fiber destroyed mechan- 
ically, but water collects in the old spike holes and induces rot, while 
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the looseniug of the spike and conseqaently of the rail prodaces a ver- 
tical poaading which accelerates the wear of the rail- foot into the tie. 

That by boring spike holes before the spike is driven the adhesion 
ofthe spike is increased, the track kept longer in safe condition, the 
wear under the rail-foot redaced, and the tie made to last longer has 
been shown in Balletin 1, where experiments in this direction are recited 
at length. The filling of the old spike holes with wooden plags to re- 
duce the liability to rot was reported as satisfactory practice by the care- 
ful manager of the Cleveland, Mount Vernon and Delaware Bailroad, 
who used plugs J by J by 5 inches in size. The New York, Pennsylvania 
and Ohio road also uses such plugs. 

The common spike, now almost exclusively in use, must be consid- 
ered the poorest and most unsatisfactory part of our railroad con- 
struction. Not only is a large part of the reduction in the life of rail- 
road ties to be charged to these imperfect fastenings, but they are 
probably responsible for more damage to rails and rolling-stock, and 
for more accidents than is generally recognized. An improvement, 
therefore, in rail-fastenings is decidedly needed. 

Various changes in the shape of the spikes have been made, which 
do not, however, appear to increase the efficiency of an ordinary well- 
made spike ; tests at the St. Louis bridge having shown that ragging 
and curving even reduce the efficiency below that of the ordinary 
spikes. 

The most promising improvement in spike-fastenings is, perhaps, the 
Davies locking spike, recently come into use, which seemingly obviates 
some of the objections to which all spike fastenings are exposed. 

Its sharp cutting edges reduce the dangers from mechanical destruc- 
tion of the wood-tibre; and as it runs diagonally across the fibre ("S^) it 
will undoubtedly hold more firmly than the straight spike, and thus, 
by keeping rail and tie closely connected and diminishing the necessity 
of frequent respiking, will necessarily save the tie from premature de- 
struction. 

The use of wood screws with washers or screw-bolts would of course 
be superior in every respect to the present spike fastenings, and this 
change alone in the fastening material would make ties last consider- 
ably longer, besides insuring greater safety. Such screw fastenings, 
of various designs, with holes bored to receive them, are now largely 
used in Europe. In this country the Bush interlocking bolts have 
been employed with good results by the New York Central and Penn- 
sylvania railways. Another screw fastening of simple construction is 
designed and used by Mr. M. W. Thomson, engineer of maintenance 
of way, Pennsylvania Railroad. The only objection to the use of such 
fastenings is their greater cost, increased labor, and need of skilled 
labor in their use. But after all, the use of bed-plates in connection 
with proper fastenings alone can satisfy present requirements of track 
where heavy traffic on wooden ties with flange rails is to be safe. 
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The experience with bed-plates in Germany shows that after the plate 
has adjusted itself to the tie, which requires some time and some cutting 
into the wood, "the line which was employed for seven years for the 
purpose of determining this wear, gave hardly any wear to the ties pro- 
tected by plates; in every case showing less than 1 millimeter loss per 
year," while that of oak ties, unprotected, was nearly four times as large 
V, (one-fifth inch). 

Other roads, where bed-plates are used, report considerable increase 
of life not only of spruce ties on the tangent, but also of oak ties which 
were used on the curves, giving in such position the oak ties 16.6 and 
the spruce ties (treated) 16.7 years' life, a very remarkable service. 

Bed-plates are to serve the following objects : 

(1) A more eren distribution of rail pressnre over a greater area of the tie, and 
thereby 

(2) Retardation of the mechanical destruction of the tie by catting, and 

(3) Less danger of tilting of rails ; 

(4) To prevent the lateral bending of spikes or screws and thereby loosening of 
rail; 

(5) To increase resistance of screws and spikes against lateral motion or spread- 
ing of rails. 

To attain these objects the following conditions in the form of the 
plate are necessary : 

k (1) It should be sufficiently large to increase sensibly the bearing surface upon 

I the tie. A length of 5| inches and a width of 4^ inches in addition to tbe 

i width of the rail-foot, or altogether 8i to 9 inches are considered minimum 

dimensions, 
(i) It should be sufficiently thick to take up all pressures without effect on the 
shape of the plate ; the minimum thickness is given as one-half inch. 

(3) It should be so placed that tbe larger bearing surface be on the Inside of the 
rail where the pressure is greatest and resistance therefore most needed, so 
that 2i inches lie inside and 2 inches outside the rails. 

(4) It should increase tbe resistance of spikes or bolts against lateral pressure, by 
projecting shoulders against which the fastenings bear. 

(5) It should relieve the fastenings from lateral pressures by having the rail-foot 
rest directly against projecting shoulders. « 

(6) It should be secured against lateral motion upon the ties by having the lower 
surface provided with short sharp ridges (not deeper than three-sixteenths 
to one-fourth inch, three being used, the inner tooth-rim deeper than the 
outer), or other contrivances which increase the friction between plate and 
wood. 

After considerable experience with other forms, a bed-plate answer- 
ing all these requirements has been designed and used by Mr. Post, 
the well known railroad engineer of the Netherlands Railway. The 
gradual development of the ideal bed-plate is described by him in 
Glaser's"Annalen fiir Gewerbe und Bauwesen,'' 1887, and the first and 
ultimate forms are shown in accompanying cuts. 

He remarks in regard to results : 

(1) After 100 to 500 trains the ridges have sunk into the oak ties ; 
knots must be avoided under the bed-plate. 
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(2) After twenty months the impressions of the ridges were found 
sharply cat and the edges unbattered. 

(3) The gaage was kept almost as jnrell as with metal ties, i. 6., better 
than with oak ties without plates. 

(4) The fastenings showed neither wear nor loss of shape nor loosen- 
ing. 

On the Prussian railways, instead of the parallel sharp ridges a net- 
work of diagonally crossing ribs is cast on the under surface of the 
plate, which reduces expense and has been found entirely satisfactory 
and fully answering the purpose of close adjustment between tie and 
plate. 

In the United States and Canada several roads, among which the In- 
tercolonial, Atlantic and Pacific, and Maine Central, have begun the use 
more or less extensively of a bed-plate weighing 2 pounds, which con- 
sists of a simple steel channel 8 inches long, 3| inches wide, 3-16 inch 
thick, and with flanges turned down on the long sides f inch deep, which 
are driven into the tie parallel with the fiber, two spike holes having 
previously been punched into the plate. While these plates are cer- 
tainly exceedingly simple and easy of application, they can not, of course, 
satisfy all the requirements demanded above ; their bearing surface is 
rather small and the metal thin ; there is also the objection that the 
flanges open new grooves for water to penetrate and collect in, thus pre- 
senting favorable conditions for the rot, which is not the case in the 
above described forms. 

In regard to the brief experience had with this plate, the chief en- 
gineer of the Intercolonial Eailroad says: 

The Servis tie-plate does very good service on cedar ties and at joints, but does not 
appear of sufficient strength, as now manufactured, to resist the heavy traffic pass- 
ing over them, as we have found they very soon become hollow backed. 

Mr. L. B. Bobinson, manager of the Atlantic and Pacific Eailroad 
Company, western division, makes the following statement: 

We bought about 70,000 of 4)hese bed-plates last year for an extension of our line, 
which will, however, not be opened until next month (May), so that we had bat 
little experience with these plates. 

About a year ago I put a few of these plates under rails on our main line. The 
rails were light weight, 50 pounds to the yard ; the ties were California redwood, 
which is a soft timber. We are using on this division engines weighing sixty tons. 
The few plates that we put there have made a very fair showing. Without the plates 
the rails in the same locality have sunk into the tie from one-half to one and one-half 
inches, while rails resting on the bed-plates are simply even with the top of the tie ; in 
a very few instances they have sunk into the tie, say one-eighth of an inch. The 
plates are of too small an area, in my judgment, for such soft timber as California 
redwood. If they had been made an inch and a half longer and an inch wider I 
think much better results would have been obtained. 

As soon as our extension, noted above, is opened, these plates will be subjected to 
heavy traffic, and in the course of the next six months I may be able to give you 
more definite information. 

The manager of the Maine Central Kailroad, using principally cedar 
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ties, expresses his entire satisfaction with the ase of the Servis plate, 
and says : 

Their nse has so thoroughly demonstrated their great benefit, not only as a bed 
plate but also as a rail brace, keeping the track from spreading, that they now re- 
ceive the hearty commendation of all our trackmen. 

From these remarks we may infer that the bed-plate, like all other 
parts of railroad construction, must be adjusted to the special condi- 
tions of track and traffic. What is satisfactory and sufficient in one 
case may not be so under changed conditions. 

The Perkins tie-plate, resting on a thin wooden block placed on the 
tie avoids the cutting into the tie by the rail flanges, but, besides other 
disadvantages, is apt to reduce the efficiency of the fastenings, thereby 
failing in one important office of the ideal plate. 

Other bed-plates which strive to meet more of the requirements made 
by Mr. Post, as stated above, are the Thomson (Pennsylvania Railway), 
the Oox (McOonway and Tooley), the Wrenshall, the Sandberg, and 
the Stuart elastic plates.* 

Lately a " shoulder tie-plate" has been placed on trial on the Penn- 
sylvania lines. This plate, weighing 4 pounds, is stamped out of one 
quarter-inch steel plate, 12 inches in length and 5 inches in width, thus 
giving about three times as much bearing surface as the rail, while along 
the rail-foot on both sides a shoulder of about oue-eighth-iuch depth 
is raised in the process of stamping, which helps to keep the spikes 
from wearing at the neck and to preserve the gauge. 

It is asserted that the use of bed-plates will increase the wear of rails. 
This is conceivable under two conditions, namely, if the fastenings are 
imperfect and loose, allowing the pounding of the rail upon the plate, 
or if the bearing surface is enlarged beyond proper limits, counteract- 
ing the elastic features of the tie, especially upon an unelastic ballast 
(stone). Here, as everywhere in railroad construction, the relation of 
each part to the other and to the service required must be kept in view. 

Even the use of a properly constructed splice-bar, like the ^< Samson," 
must be counted among the means of economizing in the life of ties. 

Preserving processes, — With the adoption of means which secure the 
tie against mechanical destruction the question of preserving it against 
rot assumes at once a new aspect. 

While in France not a tie is laid without subjecting it to a preserv- 
ing process, and while the same practice prevails largely in England 
and in Europe generally, but little has been done in this direction in 
the United States. 

The reasons for this neglect are various, mainly the cheapness of tie 
timber and the expense of preservative processes, and further the ob- 

* See, in this connection, Mr. Rassell Tratman's paper on ** The Improvement of 
Railway and Street Railway Track,^ in Transactions of the American Society of 
Civil Engineers, March, 1890. The Holgate tie-plate, with lugs instead of shoulders, 
iu successful use on the Grand Trunk Bailway, came too late to our notice to be 
noticed in the text. 
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serration that flange cutting proceeds often more rapidl^^^ than rotting. 
Uncertainty in regard to the efficacy of various processes, unsatisfac- 
tory experience with processes improperly applied, and unwillingness 
to spend on initial cost for the sake of a future saving may also have 
had something to do in retarding the introduction of preserving proc- 
esses. 

In railroad building there is such an intimate and mutual relation 
of the different parts of construction that no one can be determined 
upon without keeping in view all the others. As we have seen, the 
use of rock ballast, which promised by its effectual draining a longer 
life to the chestnut tie, by its hard pounding destroyed it sooner than 
it would have been destroyed by rot in a gravel or dirt ballast. So, too, 
preserving processes which soften the wood fiber, as some are apt to 
do, while preventing rot would reduce the life of the tie through me- 
chanical action, while a process that hardens the wood, as claimed for 
the bumettizing, might make even a soft tie last as long as an un- 
treated hard-wood tie. But the combination of bed-plates with pre- 
serving processes promises to make almost as satisfactory and per- 
haps as economical and safe a track as one on metal ties. 

The various processes, their value and their cost, have been atlength 
and admirably set forth in a pamphlet by the Society of Civil En- 
gineers and in more condensed form in a report by Col. Henry Flad, 
civil engineer, contributed to Bulletin 1 of this division. Some new 
processes have come into use since the preparation of that report; but 
as the value of such processes can only be determined by years of ex- 
perimental use, the discussion of these is left to some future time. 

I should, however, mention one new process quite at variance with, 
the conceptions upon which all processes have hitherto been based. 
While those processes attempt to eliminate the sap of the wood and 
substitute in part, at least, an antiseptic, which is to keep out moisture 
and make the germination of fungi impossible, '' vulcanizing'' is carried 
on upon the claim that by pressure and heat such changes in the chemi- 
cal constitution of the sap can be produced as to make it incapable 
henceforth of sustaining a fungus growth. While the argument upon 
which the effect is claimed in the pamphlet of the New York Vulcaniz- 
ing Company is open to criticism and stands upon a rather uncertain 
physiological basis, it is not impossible nor improbable that the claimed 
change in the chemical constitution of the sap is produced, but whether, 
under the influence of atmospheric agencies, bacteria, and fungus 
spores this change will remain permanent and the fungus growth be pre- 
vented remains still to be seen. It is claimed that the teredo has not at- 
tacked vulcanized wood; but this fact does not argue immunity from 
attacks by fungi. 

According to a statement of Mr. F. K. Hain, manager of the elevated 
railroad lines in New York, " yellow pine timbers treated by this pro- 
cess have been in use on the ro^d for the past six years, without show- 
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ing any rot and hardly any wear by catting, where untreated timber 
rapidly decayed. Most of the timber now in use by this company 
has been treated by this process, and all renewals are made with vul- 
canized timber.'^ From an analysis of vulcanized oak, made by Dr. 
G. F. Chandler, it appears that the formation of antiseptics during the 
process has really taken place in the wood, the analysis showing alto- 
gether 11.90 per cent, of such materials, namely, 0.36 per cent, neutral 
oils, turpines, etc.; 0.77 per cent, phenols, and 10.78 per cent, resinous 
acids. 

The process consists simply in subjecting unseasoned wood to dry air, 
heated to from 400 to 600 degrees F., under pressure of 100 to 175 pounds 
per square inch, heat and pressure being regulated according to the na- 
ture of the timber and the result to be obtained. 

The fiber of the wood seems to be hardened, and the color can be kept 
natural or changed at will. 

Altogether, this process is among the most promising of the many 
designed to lengthen the life of timber. Its advantages, besides sim- 
plicity and cheapness — the present charge is $8 per thousand feet B. M., 
which would bring the cost per tie to 3 cents — are, that unseasoned 
timber is preferably used, that the fiber is not weakened, that the 
timber may be worked after treatment without exposing any untreated 
part, for it seems treated through and through, that it seems unaffected 
by atmospheric changes, being thoroughly seasoned by the process. 

A few notes on the status and experience of tie preserving in this 
country which have come to the writer's notice may find insertion here. 

Heavy oil of tar, commonly called creosote (either from wood-tar or 
coal-tar), and chloride of zinc are the most commonly employed mate- 
rials in this country. 

The Chicago Tie Preserving Company, at its own works (which sup- 
ply ties for the Chicago, Eock Island and Pacific Railway under con- 
tract) und at the works erected by it at Laramie, Wyo., for the Union 
Pacific Kailway, and at Las Vegas, N. Mex., for the Atchison, Topeka 
and Santa F6 Railway, uses the zinc tannin process ; the Southern Pa- 
cific Railway has both creosote and zinc plants at its Houston works; 
the Creosote Lumber Construction Company, of Femandina, Fla., and 
the Carolina Oil and Creosote Company, of Wilmington, N. C, use the 
wood creosote oil; the Lehigh Valley Creosoting Company, of Perth 
Amboy, N. J., Bppinger & Russell, of New York, and the Old Dominion 
Creosoting Works, of Norfolk, Va., use dead oil of coal-tar; the Louisville 
and Nashville Railway has a creosoting plant of its own, used tor piles 
and timber; the Boston and Maine Railway has a kyaniziug (corrosive 
sublimate) plant at Portsmouth, N. H., which has been used for treat- 
ing hemlock ties. 

Si^e Louisville and Nashville Railway's creosoting works, situated at 
We^ Pascagoula, have foi? ten years creosoted piles to protect them 
?igainst the teredo^ alsp bpjdge and trei^tt^ tiw^^r? ^^t> have never creo- 
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soted ties, because it is believed that witb ties at 23 to 30 cents apiece 
the additional expense woukl not be justifiable. The chief engineer 
writes that the cost of creosoting them would be about $24 per 1,000 
feet board measure, or $1 per tie, including creosoting, freight, and 
handling, assuming that they take 1^ gallons of oil per cubic foot. 

This reasoning is not quite fair, since ties would not, or need not, 
take up more than one-third of the material stated, and are probably 
more cheaply handled than bridge and trestle timber. The cost with- 
out transportation is stated at 25 cents per tie by Colonel Flad. Creo- 
soting is, no doubt, the most expensive process, and as it is said to 
soften the timber may not even be found as desirable for tie preserving 
as a process using metal salts. 

Mr. F. C. Prindle, of the Carolina Oil and Creosote Company, Wil- 
mington, N. C, writes as follows : 

We are now using only our heavy wood creosote oil for creosoting purposes. I 
suspect that the chief difficulty in introducing creosoted ties in this country lies in 
the fact of their considerable first cost, and the prevailing policy with new roads 
seems to be to build as cheaply as possible at the outset and then each succeeding 
administration is much inclined to .keep the yearly repairs of roadway down to the 
minimum, and the long-run policy of building permanently at first and with very 
much smaller repair bills afterward seems to be iguored. The approximate iucrease 
in cost of a creosoted over a plain tie is about $14 per 1,000 feet board measure when 
creosoted with 10 pounds of oil per cubic foot and $16 when creosoted with 13 pounds 
of oil per cubic foot, or about 60 cents per tie. 

The Newport News and Mississippi Valley Railway had thirty pine 
ties creosoted with dead oil of coal-tar at the Old Dominion Creosoting 
Works, Norfolk, Va., some years ago ; one was taken up in July, 1887, 
after five years' service, and was reported to be in good condition and 
likely to last for fifteen years more. The ties were in track under heavy 
trafiic, but the spikes maintained a firm hold. Mr. S. D. Puller, man- 
ager of the works, states that prices range from 75 to 85 cents per tie at 
the works. Mr. George S. Valentris, manager of the Eppinger & Bus- 
sell Creosoting Works, New York, states that ties treated with dead 
oil of coal-tar have given satisfactory results, but that the first cost 
keeps them from being generally used ; the cost is from 90 cents to $1 
for a tie 8 inches by 6 inches and 8 feet length. 

The Atlantic Coast Line put down some creosoted pine ties three 
years ago, the process costing $10 per M feet, B. M., or 12 cents per 
cubic foot, which would bring the cost per tie to a little over 40 cents. 

The Savannah, Florida and Western Kailroad Company creosotes 
yellow pine piling and bridge timber at $12 per M feet, B. M. 

The Boston and Maine Railroad Company for eight years used hem- 
lock ties kyanized, with bichloride of mercury, at 10 cents per tie, with 
satisfactory results, but when hemlock ties increased in price, and cedar 
ties, lasting eight years, became cheap (33 cents), no advantage seemed 
to accrue from the use of the process and it was abandoned. 



33 

Eveu if we allow the cost of the hemlock tie at 35 cents, if by the 
process it can be made to last twelve years, which seems not unreason- 
able to expect, it woald be cheaper than the cedar ties, since the annual 
charges together with cost of renewal compare as 5.98 to 5.67 cents in 
favor of the preserved hemlock tie. 

The average cost of treatment by the zinc process (bnrnettizing) is 
placed at 20 cents by the Chicago Tie Preserving Company. 

The Chicago, Bock Island and Pacific Eailroad has had such ties in use 
for the last four years, expecting them to last sixteen years. The man- 
ager of the road writes as follows : 

The life of an ordinary hemlock tie is three years; the life of a hemlock tie bur- 
nettizod is sixteen years, twice as great as the life of an oak tie. We would use hem- 
lock ties entirely, treated in this manner, if the facilities for burnettizing were suffi- 
cient to meet the requirements ; and it is probable that in contracts to be made in the 
future we shall demand increased facilities and to an extout to meet all necessities, 
ID which event we would, of course, use no oak ties at all. The hemlock tie costs ^25 
cents and the cost of burnettizing is 20 cents, making the total cost 45 cents, which 
18 also the cost of an oak tie. 

The Atchison, Topeka and Santa ¥6 Railroad Oompany kindly fur- 
nishes the following statement in regard to the cost of burnettizing 
with the Wellhouse piocess at Las Vegas : 

Cents. 

For chemicals . - -^ ^ 11. 7 

For labor 4.3 

For fuel 6 



16.6 

This is almost 50 per cent, higher than the figures of Colonel Flad. 
Mr. A. A. llobiusouy general manager, under date November 21, 1889, 
adds: 

The indications thus far are favorable and satisfactory. In 1885 we placed 305 of 
these treated pine ties in the main track just north of the bridge over the Kansas 
River in North Topeka. A few weeks since I examined these ties and found no evi- 
dence of decay, each tie being apparently as sound as a dollar. 

Since oak ties last year on that road cost 48 cents free on board at 
Kansas City (a low price), and the pine ties 34 cents in New Mexico, 
the oak lasting seven and a half years, the treated pine, even if we in- 
crease its price to 60 cents, would need to last only ten years and yet 
be cheaper. Experience with buruettized ties would allow an assump- 
tion of twice that life as not extravagant. 

In all calculations of the advantage in the use of ties of longer life an 
important one is often overlooked, namely, the reduced necessity of dis- 
turbing the track, with all the advantages which that implies. 

The value of this indirect advantage, to be sure, it is almost impos- 
sible to establish by mathematical calculation, but the direct financial 
superiority of one tie system over another is perfectly capable of being 
figured upon a mathematical basis, and the factors to be used for such 
calculation are not doubtful. 

22893— Bull. 4 3 
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FINANCIAL ECONOMY OF VARIOUS KAILROAD TIE SYSTEMS. 

There has been iiMich difficulty experienced, even by the writers in 
the publication referred to of the Society of Civil Engineers, io getting 
at a proper basis upon which to compare the financial value of two 
tie systems of varying cost and duration, or the eventual saving of one 
over the other. 

For a perpetual concern like a railroad the first cost is not always 
the most important factor of calculation. In fact, the saving of labor 
for renewals and maintenance is now the vital question in the cost of 
railroad management. When this is brought to a minimum by perfec- 
tion of the road, safety and comfort in traveling as well as a safe divi- 
dend will be secured. 

We may dismiss at once as improper in a community with well estab- 
lished financial systems any calculation which does not apply com- 
pound interest. There can be a dispute only as to the rate of interest, 
which in discounting long-standing investments is usually taken at less 
than the current rate of interest. But, while the choice of the rate is 
of importance when the actual amount of saving is to be calculated, if 
the existence only of a saving — no matter of what amount — is to be es- 
tablished, this choice of rate of interest becomes irrelevant as long as 
we use the same rate in all cases which we compare. And, especially 
in the case of two tie systems, the saving which the one of longer dura- 
tion brings, by virtue of greater safety and permanence of road-bed, is 
incalculable, so that to establish its superiority financially we need to 
prove only that it is not more expensive. 

The expenditure for a tie system, which must be renewed at given 
intervals, may be conceived as a series of intermittent rents. In order 
to make them comparable with another series of rents, which are paid 
out at different intervals we must transform both series into annual 
rents. 

The sum total of the amounts represented in the intermittent rents, 
with compound interest discounted to the present date, are to be equal 
to annual rents discounted in the same way. If R = intermittent rent 
or charge, 2> = rate of interest, n = period of payment, r = annual rent 
or charge, we have 

_ R li r r 

^^+ 1.02>» + 1.0/?2» + . . = ijj)^ + 1.0/ + • • 

Summing up both sides, which represent two endless falling geometric 

series, we get 

B l.Op" r 

i:Oi>" — 1 = OMp'y 

or 

This is the only proper way of determiniugtheso-called annual charge, 
and with this formula a table of annual charges has been constructed 
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and appended to thiB report, which allows ready comparison of systems 
of varying cost and duration as to their profitableness. This table is 
calculated for a 5 per cent, rate of interest. 

If a lower rate of interest is used in calculating the annual charges, 
these, to be sure, fall out lower, but the amounts of saviug increase. 
So that it may be assumed that the table calculated npou a 5 per cent, 
basis gives the most cooservative, practically applicable results. 

If the actual amount saved' is to be determined, we need only tiud and 
compare the capitals which produce annually if placed on simple inter- 
est the amounts of the animal charge ; or to arrive at the amount of that 
capital directly, we need only omit in the above formula the multiplica- 
tion with O.Op. Galling + R = S, the sum from which we may take 
the amount B for first construction and have the amount G left to pro- 
duce E at stated intervals of n years, we have 

1.0p* 

TTsing the table of annual charges, we see that a tie costing 30 cents 
and lastsng 5 years involves an annual charge of 6.93 cents, which cor- 
responds to a capital of $1.39. Were we to pay 20 cents more for a tie 
lasting ten years, the annual charge would be 6.47 cents, corresponding 
to a capital of $1.29 ; or use of the latter ties would mean a capital sav- 
ing of 10 cents per tie or $260 per mile of track laid with 2,600 ties. 

This does not include the saving which comes by virtue of the less 
frequent necessity of renewal, and which can be determined in a similar 
manner ; a table of annual renewal charges is also appended. 

If objections should be made to employing indefinite time, as has 
been here done, in the capitalization, and it is desired to relate the cap- 
ital to any given term for which the business is supposed to run, the 
following formulas should be employed, representing the accumulation 
of recurring expenditures, with compound interest at the end of the 
business term : 

B = amount paid out once inn years, 

m = the number of terms of n years, 

V = the total value of the investment at the end of m n years, 

p = the rate of interest ; then 

^=-^ — lu^^-^t: — . ^^^ 

If we consider two systems in which the corresponding values are 
V„ B„ m,y n,j and V,„ R,„ m,,, n„, we have from (1) 

V, = B, l.Op^' ( LOp^'^' — 1 ) 

(2) 
V„ = B,, I .Op ^" { l,Op^"'\ — 1 ) 

l.C)pn// — 1 
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Since for comparison we must have m,n, = m„n,„ the valaes (2) give 

L_»R/l-^i>^"_-h.Oi,n,-n. (3) 

V„-"K„1.0p~'— 1 ^ ^^ 

From this we see that the first or second system will be the more ad- 

V 
vantageous, according as ^^ is less or greater than 1. 

If, for instance, we introduce into these equations the following ele- 
ments, in one case a tie costing 60 cents in the roadbed, lasting eight 
years, in the other case a tie costing the same but lasting sixteen years, 
2,600 ties to the mile, we find for a term of thirty-two years, in the 
first case an expenditure of investment and accumulated interest of 
$18,131.18, and in the other case of $10,836.42, or, since 

V,, 2600 X 60 X 1.05« — 1 x 1.05« ^ ^^ 
V, "" 2600x60x1.0516 — 1 -"'^"j 

the saving of the longer-lived tie amounts to 40 per cent. By discount- 
ing the difference in accumulated expenditures after thirty-two years, 

namely, $7,294.76 to the present year, according to formula E=- ~^ ^ we 

get the present capital saving, namely, $1,531,90. This represents the 

financial advantage of the tie of longer duration for a thirty-two year 
run. For a longer run this amount increases naturally. 

The simplest and most satisfactory way, however, of comparing two 
systems is by taking recourse to a calculation of annual charges. 

ANNUAL OHARaES. 

As we have seen the expenditure E occurring now and recurring 
every n years, like that for the renewal of railroad ties, is changed into 
an annual charge r by the formula as developed above 

j,L0|>~0^ 
I.0i>^-1 

in which j> is the rate of interest and 1.0|?= "^ 

In the following table the fraction ^-/- * p has been comi)uted for 

1.0j>'»— I * 

rate of interest at 5 per centum, and for various terms of n. 

By multiplying the fraction, given for 1 cent expenditure, under the 
term in which the expenditure is to recur, with the actual amount of 
the expenditure in cents the annual charge is found. 

This multiplication is c^.rried out in the table for varying expendi- 
tures from 20 cents to 125 cents. 
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If the expenditure is not now incurred, but becomes first necessary 
after n years and then recurs at intervals of n years, like the cost of 
replacing railroad ties (assuming that first laying is done at a different 
figure), the formula for the annual change is changed into 

_ B O.Op 
^~1.02>«-1 

For this the needful computations are found in Table II. 

Examples. 

(1) A hemlock tie, costing 40 cents in the road-bed, lasts five years; how longmnat 
it last to allow an additional expenditure of 25 cents for a process of impregnation 
without increasing its ultimate cost ? 

Find under column 5 (years) the annual charge for 40 cents = 9.23; find for 
40 -f 25=65 cents the annual charge nearest in amount to 9.23, this, being 9.14, be- 
longs to column 9 (years); so that to justify the expenditure a duration of between, 
eight and nine years must be attained. 

(2) A railroad company is offered hemlock ties at 25 cents which will last five 

years, and oak ties which will last eight years costing 45 cents. Which is cheaper, 

when the cost of replacing is 15 cents? 

Cents. 

Find from Table I for 25 cents under column 5 (years) the annual charge 5. 78 

Add from Table II for cost of replacing every 5 years annual charge for 15 
cents 2.72 

Annual charge for hemlock tie= 8.50 

Find for 45 cents under colum 8 (years) the annnal charge 6. 96 

Add for cost of replacing every 8 years at 15 cents 1.58 

Annual charge for oak tie=: 8.54 

The oak tie under such conditions can only indirectly be cheaper by being more 
easily kept in condition. 

(3) It is proposed to increase the life of the hemlock tie, by means of burnettizing, 
to sixteen years ; how much can be paid for the process in order not to exceed the 
cost of an oak tie, and what is the amount of saving in capital over an oak tie, if the 
process can be kept at 20 cents per tie, when there are 2,600 ties per mile and 15 
cents per tie must be paid for first laying and again for replacing f 

The annual charge for the oak tie having been found, as above, to be 8.54 cents, 
look under column 16 (years) for an annual charge of the same or nearly the same 
Amount ; this is 8.30 cents, corresponding to an expenditure of 90 cents; add to this 
annual charge, that for 1 cent as many times as it is necessary to bring it up to 
6.54 or 2i by 0.09, which brings the annnal charge for the hemlock tie to 8.53, cor- 
responding to an expenditure of 92^ cents ; or since the hemlock tie originally cost 
25 cents we may spend 67^ cents for the preserving process and yet keep the financial 
Talue of the hemlock tie at least equal to that of the untreated oak tie. 

If we can keep the cost of process at 20 cents, making the hemlock tie in the bed 
25 -|- 20 -f- 15 = 60 cents, and the oak tie 45 -|- 15 = 60 cents, the annual charge for the 
oak tie is 9.28, or per mile of 2,600 ties $241.28; the annual charge for the hemlock 
tie is 5.53, or per mile of 2,600 ties $143.78; the capital corresponding to these 
charges, bearing interest at 5 per cent., would be / 

For oak. $4,825.60 

For hemlock 2,875.60 

Difference 1,950.00 
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That is to say, althongh the original expenditure is the same in both cases, 
namely, 60 x 2,600 = $1,560, in the long run the tie of twice the daration effects a 
saving of more than its original cost. 

(4) A metal tie costing $1.25, lasting thirty years, and then being worth for old iron 

50 cents, requires an expenditure of ^ cents to lay down first and then of 40 cents for 

replacing ; what is the proper annual charge f 

Cents. 

The annual charge for $1.25 through 30 year terms, according to Table I, is 8. 12 

This isdiminished by the annual charge on 50 cents recurring after the first term 

of thirty years, according to Table II, namely, 0.75 



7.37 
To this must be added from Table II, the annual charge on 40 cents, recurring 
every thirty years after the first term= 0.60 



7.»7 



and also the annual charge for the initial expenditure of 30 cents occurring only 

once according to formula r=R .J-^P.' '- ^ which for n = co becomes = . ' ^ 
^ 1.0 pn+1— 1 1,0 p 

30 yO O'S 

or for 30 cents and 5 per cent, rate of interest zzj^^JL^^^a 1.43 

1.05 

making total proper annual charge 9.40 

Such a tie, then, would be financially superior to an oak tie costing 55 cents laid 
and lasting seven years, or to a preserved tie costing 85 cents in the road-bed and 
lasting twelve years, as can be readily seen by finding the corresponding annual 
charges in Table I. 
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REPORT ON THE CONSUMPTION OF TIES AND OTHER LUMBER BY RAIL- 
ROADS IN THE UNITED STATES. 



.^i^e following tabulation is made up from reports of the railroad 
companies named, kindly furnished in answer to a circular of inquiry. 

The various roads have been grouped in sections, in order more 
readily to compare their requirements for wood material with conditions 
of supply. The foot-notes are made up from the general statements ac- 
com{\anying reports or from published annual reports of the roads. The 
roads are numbered consecutively, and foot-notes refer to the roads 
whose numbers they bear. 

To admit a comparison of prices, those reported to this Department 
in a similar canvass six years ago have been added in italics. 

The summary which heads the tabulation of separate reports is cal- 
cnlated upon the basis of these reports ; the mileage of total track, 
where not stated in the reports, has been based upon that given in 
Poor's Manual for 1888, with due consideration of double track and 
sidings. Themileage of roads reporting refers to either 1888 or 1889, 
and the reports themselves cover varying periods of twelve months 
daring this period. 

Altogether, approximations only can be expected from inquiries of 
this kind, but they are quite suflBcient for the purposes in view. 

In regard to the summary, the following remarks are in place. 

The number of ties per mile in track has been ascertained by multi- 
plying the reported mileage of each road by the number of ties used 
for each mile of road, adding up the sums thus obtained and dividing 
by the total mileage reported in the section. From this the total number 
of ties in track appears to be 515,892,918. 

The number of ties used for renewal is evidently an understatement of 
avej^age conditions, since this would make the average life of ties eight 
and three-fourths years, which it is impossible to believe. It is likely 
that in many cases the year for which the report was made has been 
one in which, for various reasons, less replacement has been effected 
than usual on the reporting roads. The increased new mileage, espe- 
cially of Western roads, also tends to make the proportionate require- 
ment for renewals appear less than it is in reality. By taking the pro- 
portionate number of ties of various timbers used as calculated upon 
the percentages of each reported, multiplying this by the average life 
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for each kind and dividing by the total number of ties laid in the year of 
the report, the average life per tie would come to 6.6 years. This would 
bring the annual average requirement for renewal to round 80,000,000 
ties, which is probably nearer the truth and brings the average number 
of ties per mile needed for renewals to 417, or 15.5 per cent, of ties in 
track. 

One of the roads reporting has adopted a simple method of ascer- 
taining the durability of ties, by making a noteh on the face of the 
tie, near one end, on placing it in the track, and adding a notch each 
year afterwards while it remains in the roadbed. 

The cross-section of ties, as commonly used by the various roads (the 
+ sign in the tabulation denoting that larger cross-sections are algo 
employed), allows a ready calculation of the size of the tie. 

There is a wide range in the area of crossrsections, extending from 
36 to 90 inches, making a variation in the solid contents of the tie from 
3.15 to 8.55 cubic feet. While in some cases the larger dimensions in- 
dicate inferior timber, in many cases the best and most valuable timber 
is used for ties of the largest size. 

In thickness, 6 inches are specified commonly by the roads of the 
JJ^ew England, Central Northern, Northwestern, and Southwestern 
groups, while the Middle Atlantic, South Atlantic, and, to some extent, 
the Central Northern and Gulf groups prefer ties 7 inches thick. As to 
width, the New England roads demand usually an average of 6 inches, 
and in two cases only 5. A width of 7 inches is called for in all the 
groups, but chiefly by the Middle Atlantic and Central Northern. Half 
the call for ties 8 inches in width is from the Central Northern group, 
the balance mainly from southern regions, and the demand for a width 
of 9 inches is mostly from the South. While, no doubt, the weight of 
the tie, approximately indicated by its cross-section, is an important 
factor in its efficient service, it is questionable whether these large cross- 
sections are chosen and adjusted with this demand in view. Probably- 
local conditions, which allow or make more convenient the use of large 
dimensions (as from the virgin forests in the South), dictate these speci- 
fications. 

There is great diversity in the dimensions of ties used. Of the roads 
reporting, 51, or 62.5 per cent, of all, use ties 8 feet in length, and 10, 
or a little more than 12.5 per cent., demand ties 9 feet long. Ties of 8 
feet length are used in all the groups except the Gulf and Middle At- 
lantic. Ties 8J feet in length are used chiefly in the Middle Atlantic 
and Central Northern groups, while those 9 feet in length are used 
almost exusively in the South Atlantic and Gulf groups. 
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LETTER OF TRANSMITTAL. 



103 Tribunk Building, 

New York City, 

January 31, 1890. 

Sitt : Herewith I submit ray final report upon the use of m3tal track 
on railways as a substitute for wooden ties. 

This report presents at considerable length, and in considerable de- 
tail, the development of the use of such track in many foreign coun- 
tries, the experience thus obtained and the present state of the metal 
track question. The bulk of the information has been obtained from 
official sources. Foreign railway managements as a rule have mani- 
fested great courtesy and a willingness to furnish full information both 
in regard to the various systems of track, the conditions of service, and 
the results obtained. In order to show the thoroughness of my inves- 
tigation, I may state that my memoranda show personal letters of 
application for information written to over three hundred individuals, 
of whom about two hundred have replied. A large number of the 
replies have been very full and complete, and have been accompanied by 
drawings, reports, etc. Many of these returns necessitated further cor- 
respondence, asking for missing links of information, more complete 
data, etc., or sending information requested by the persons making the 
returns. The total of the direct correspondence has amounted to about 
six hundred letters, with about three hundred communications received. 
These figures are exclusive of requests for information included in pri- 
vate or general business correspondence. Circulars containing a re- 
quest for information, with a list of questions showing the character of 
the information desired, have been sent out with most of the letters of 
inquiry, and have also been sent to many of the foreign technical and 
engineering papers. A copy of the circular is appended. In all, about 
five hundred of these circulars have been sent out. Most of the infor- 
mation obtained, and that of the most complete and valuable character, 
has been received in answer to the personal letters of application for 
information. The American and foreign technical and engineering 
journals have been studied for published information relating to the 
naatters under investigation. 

The report presents the results of more than twoyearsof direct work 

and investigation for this special purpose, bat the subject is one which 

has occupi^ my attention for a longer time. 
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It will of course be nnderstood that the rail support itself can not 
be considered independently, and therefore detailed information is pre- 
sented in regard to conditions of track, traffic, and rolling stock, all of 
which conditions have an important bearing upon the general question 
of the substitution of metal for wooden supports for the rail. 

The report covers, as will be seen by the tabular summary accompa- 
nying it, nearly 25,000 miles of railway laid with metal track, out of a 
total mileage of the world (exclusive of the United States and. Canada) 
of 187,721 miles, or a relation of 13.21 per cent, to this total Inileage. 
Allowing for omissions (which will necessarily oc6ur in a work of this 
extent), incomplete returns, figures not brought up to recent date, etc., 
there is probably a total length of about 30,000 miles of railway having 
metal track, or a relation of nearly 16 per cent, to the total mileage of 
the world (exclusive of the United States and Canada). These few 
figures show at a glance the great importan'je of the subject considered 
in this report, and show also that in other countries the subject has 
long ago passed the experimental stage in which it still rests in this 
country. The first part of the report is devoted to details, descriptions, 
and statistics relating to the several railways, and this matter is com- 
piled mainly from official returns and statements. The second part of 
the report consists of a general review of the subject, and a summary 
of the information on several points. 

I am particularly pleased to be able to show in this report that in the 
United States the subject is now receiving much attention by railway 
men, and that practical tests on a scale sufficiently large to enable 
definite conclusions to be made and opinions to be formed are now in 
progress in this country. Valuable results may be expected from these 
trials, and they will certainly tend to increase to a considerable extent 
the general interest which is felt by railway men in this subject. It 
is to be hoped that the results will be such as to lead to an extensive 
introduction of tested and approved forms of ties. It may be taken for 
granted that the tie adopted will be an American production and not 
an importation. 

It is the object of this report to bring the matter clearly and fully be- 
fore the practical railway men and railway financiers. It will, I think, 
show that the use of metal ties is not only in the interest of forestry and 
the preservation of the timber resources of the country, but is also in 
the interest of the railways by reason of the reduction in maintenance 
expenses and the increased safety in operation. The introduction of 
metal ties will therefore be for the benefit of the forests, the railway 
companies, and the public. 

I am, sir, respectfully yours, 

E. E. EussELL Tratman, 

Jun, Am, tSoc. C. JE. 
B. E. Fernow, Esq., 

Chief of Forestry Division, Department of Agriculture, 

Washington, D. C, 
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The following circular was addressed to numerous railway companies, 
managers, and engineers in foreign countries, and also to manufacturers 
and others possessing information upon, or likely to be interested in, 
the subject of metal track for railways. 

METAL TRACK FOR RAILWAYS. 

The information outlined below is desired for the purpose of a report to the IT. S. 

Department of Agriculture on the use of metal ties (sleepers) for railway tracks, and 

it is requested as a favor that all information furnished should be as complete as 

possible and sent at the earliest possible convenience. 

Respectfully, 

E. E. Russell Tratman, C. E., 

103 Ti'ibune Building^ New Yoi^k City, V, S, America. 

INFORMATION. 

Railway : 

1. Name. 



2. Route. 

3. Length of lines laid with metal 

ties (sleepers). 

4. Character of same. (Particulars 

of grades, curves, etc.) 

5. Dates when laid. 

6. Engineer in charge. 

7. Character of traffic. 
y. Weight of locomotives and weight 

on driving wheels. 

Tie (sleeper) : 

9. Longitudinal, transverse, or bowl. 

10. General form. 

11. Dimensions, including thickness. 

(Figured drawings.) 

12. Weight. 

13. Material. 

14. Spacing, center to center. 

15. How treated. (Paint, anti-rust 

process; etc.) 

16. Manufacturer. 

17. First cost, at factory or delivered. 

18. Expense of maintenance. 

19. Attachment of rails. (Details and 

drawings.) 

20. Arrangements for curves. 

21. Tie-rods; if used, how attached 

and adjusted for gauge. 

Note. — ^The writer of this report will be pleased to be notified of any omissions or 
corrections, and to receive additional information, with drawings, reports, statistics, 
or other matter relating in any way to the general subject of this report. He will 
also bo pleased to have correspondence with persons interested in the subject. All 
communications should bo addressed to— E. E. Russell Tratman, C. E., Room 103, 
Tribune Building, New York City, U. S. America. 



Tie (sleeper) — Continued. 

22. Durability. 
Track : 

23. Material of ballast. 

24. Behavior of ballast under sleeper. 
2.5. Construction of road-bed. (Draw- 
ing) 

26. Section and weight of rail. 

27. Rail joints; how made. 

28. Rail joints; on sleeper or sus- 
pended. 

29. Reasons for adopting metal sleep- 
ers. 

30. General results; satisfactory or 
otherwise. 

31. Is the*e trouble with maintenance 
of track I 

32. Is there trouble with rail attach- 
ments? 

33. Is there trouble from breakages; 
how and where do they usually 
occur ? 

34 Efficiency, etc., as compared with 
wooden sleepers. 

35. Cost, material, and durability of 
Avcodcn sleepers. 

36. Climate, and effect of same on 
metal or wooden sleepers. 

37. General remarks. 

38. Opinions. 
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ERRATA. 

Note. — Owing to the departure of Mr. Tratman for Engiand before 

the report ou Metal Track could be put iu print, the proot readiug 

and the making of the index has devolved upon the undersigned, both 

of which tasks to one not familiar with the detail of the work have 

been fraught with difficulties on account of the exceedingly technical 

character of the report. There may, therefore, in addition to the 

Errata below, be found others that have been overlooked, and the index 

may not prove as valuable as the author himself could have made it; 

any deficiencies in these respects the reader is asked to excuse and 

amend. 

B. E. Feenow. 

Page 21), line 16 from top, " Tooley " should read " Torley." 

Page 57, foot-note on page 58 sboald be specially noticed. 

Page. 59, line 12 from bottom, "Graves" should read " Greaves." 

Page 6Sf line 8 from top, " ganger " should read ** ganger." 

Page 86, line 7 from bottom, " Fraisaus" should read " Fraisant." 

Page 92, line 2 from bottom, "cotler" should read " cotter." 

Page 95, line 5 from top; page 136, line 14 from top; page 145, line 13 from top; 
page 145, line 16 from bottom, " Hosch ' should read ** Hoesch." 

Page 117, line 1 from top, ** | beam" should read ** I-beam" 

Page 166, line 9 from bottom,*'" 28 inch thick" should read ".28 inch thick," and 
"36 inch thick" should read ".36 inch thick." 

Page 181, line 7 from bottom, "34 miles" should read "30 miles." 

Page 181, line 2 from bottom, " vertical 1 inch" should read " vertical for 1 inch." 

Page 188, drop all Notes from "Being relaid, etc.," to Note: "Ties in good condi- 
tion," each one line, "Buckled steel" refers to Steel Ties only; "5 miles, etc.," 
refers to Vautherin ties only. 

Page 205, line 19 from top, " for " should read " from." 

Page 205, line 19, "The ties were made for plates" should read "The ties were ' 

made from plates." i 

Page 248, line 6, " 4085 miles" should read " 4.085 miles." 

Page 256, line 14, "rig" should read "rib." 

Page 262, line 1, " put up down " should read " put down." 

Page 263, line 23 from top, "Cardova" should read "Cordova." 

Pag 5 318, " standard" should read "Standard." 

Pla' 8 VIII, first lie marked should bear name " Cosijna type." ^ 
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USE OF METAL TIES ON RAILWAYS IN FOREIGN COUNTRIES 

AND IN THE UNITED STATES. 



Section 1.— EUROPE. 

General Remarks. — The idea of using metal supports for railway 
rails was considered in the early days of railways. Mr. R. M. Stephen- 
son, in his " Rudimentary Treatise on Railways,'' published in London 
in 1850, describes the five systems mentioned in the following para- 
graph: 

Mr. Barlow describes a cast-iron combined longitudinal and chair 
which was tried on the Southeastern Railway. Each longitudinal 
stringer was in two pieces, with one side of the rail chair upon each 
piece; when put together, with the rail in place, a bolt (or two bolts at 
the joint chairs), was passed through the lower part of each chair, under 
the rail, holding the two pieces together. No transverse connections 
are mentioned or illustrated, but presumably tie rods or bars were used, 
Mr. W. Brunton's track was very similar, but had a deeper web along 
the under side of the longitudinal, and the top instead of being longi- 
tudinal sloped upwards from the middle, forminga wideshallow V trough, 
with the rail along the middle. Mr. Graves' system consisted of two 
hollcw cast-iron bowls in the shape of the frustum of a cone and con- 
nected by two tie-rods, one at the top and the other at the bottom of the 
bowls. A rail chair was cast on the top of each bowl, and the rails were 
keyed in the chairs in the usual way. Mr. W. H. Barlow patented a 
track with cross-ties bent up at the rail seats to tit the wide flanges of 
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the Barlow bridge rail ; another plan was to have a bridge rail bolted 
to a plate bent to the required form, and all bolted to the tie. Mr. 
Macdonald Stephenson's system consisted of kite-shaped plates of boiler 
iron one-half or five-eighths of an inch thick, with both ends turned up 
and notched to receive the rail. The rail joints were secured by a taper 
wedge or key driven between the rail and the side of the notch in the 
plate. The plates formed a continuous bed under each rail, and were 
connected at the rail joints by transverse tie rods. 

About 1853 iron longitudinals on the Macdounell system were laid 
under the Brunei rails of bridge section on tlie Bristol and Exeter 
Railway (now a part of the Great Western Railway system), and in 1880 
were reported by Mr. Walter Browne to be still in good condition. 
They were all out of the main track, however, in 1888. (See Great 
Western Railway.) Oast-iron bowls had been tried, experimentally, pre- 
vious to 1877 on the Great Northern Railway and other lines running 
out from London. Within the present decade steel cross-ties have been 
tried on a number of roads, generally in connection with the standard 
English system of double-headed or bull-headed rails in >chairs. No 
railway has really adopted steel ties, but Mr. Webb, of the London and 
Northwestern Railway, has laid down about 56 milesof his system at dif- 
ferent parts of the line, and a few trial lots of the same system have been 
tried on other main lines, but onl}" for experiment. A steel cross-tie with 
heavy steel rails of flange section is being tried on the Northeastern Rail- 
way, and this experiment is of special interest, as the type of track is 
similar to that which would probably be used in this country should 
steel ties be introduced, and as it is under severe conditions of traffic 
its behavior will be some guide for American railway engineers. An 
English engineer writing to me in December, 1888, on this subject, made 
the following remarks : 

The chief difficulty is in the adaptation of the steol sleepers [ties] to the double- 
headed rail, as it does not make a good job, although perhaps Mr. Webb would suy 
to the contrary. The steel sleeper is essentially a sleeper for flat-bottomed [flange] 
rails, and until our railway companies alter their rails I do not think steel sleepers 
will come into general use. The Northeastern Railway Company is now trying 3 or 4 
miles with a flat-bottomed rail on a steel sleeper, and there appears some promise in 
this, but it will take years to convert English engineers to the steel sleeper ; there 
are some conditions of traffic opposed to it, as well as the satisfactory experience 
with our present system. 

With the English system of track, the rails are supported in cast-iron 
chairs, weighing from 20 to 56 pounds each, placed one at each end of 
every tie, and this practice tends to reduce very greatly any cutting of 
the tie, as the weight coming upon the rail is distributed over an area 
of about 7 by 12 inches, or 7 by 15 inches, so that the ties can be counted 
upon to last out their natural life ; while in 'this country the flange of 
the rail, 4 to 5 inches wide, cuts into the ties, so that they have often to 
be taken out before decay has commenced. It may be mentioned, how- 
ever, that metal tie-plates are now hiMng introduced here to reduce this 
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cutting of ties. English track, tlierefore, with preserved ties and a 
broad surface to carry the loading, is very economical in maintenance, 
and Mr. Owen, the engineer of the Great Western Railway, stated in 
Septembei-, 1889, that as long as creosoted timber ties can be obtained 
at anything like the present prices, there is no probability of metal ties 
being generally adopted on English railways. The life of wooden ties 
used in England is estimated at from eight to thirty years. Descrip- 
tions and illustrations of the track on different roads may be found in 
my paper on " English Railway Track" (Transactions of the American 
Society of Civil Engineers, New York. June, 1888). 

The manufacture of metal ties is a very large industry and is carried 
on by a number of the most important steel works and foundries. Up 
to 1888 about 525,000 tons of steel ties had been manufactured, and 
about 70,000 or 80,000 tons have been turned out since ; most of these 
are for India, with a few hundred tons for railways at home and in 
other countries. Very large quantities of cast-iron ties have also been 
i»anufactured for export, principally plates and bowls for India and 
bowls for South America. Up to June, 1888, about 2,000,000 pairs of 
plates for double-headed rails and 600,000 pairs of plates for flange 
rails, had been supplied for railways in India. 

No BTHE ASTERN RAILWAY. — Some years ago several steel ties of 
the type designed by Mr. Charles Wood, of Middlesborough, were 
tried for about two and a half years, under the supervision of Mr. (Jud- 
worth, the engineer. It is stated that the results were not very satis- 
factory, as the ties cracked where pierced for the fastenings, and the 
fastenings themselves were very liable to wear. (See Wood's Ties.) I 
was informed in July, 1889, that they had all been taken out some time 
since. The ties were of inverted-trough section ; the fastenings con- 
sisted of a crescent-shaped piece of steel, with the ends i)rojecting up 
through holes in the tie ; one end was shaped to hold the rail-flange 
and the other end extended nearly to the height of the rail-head, a 
wooden key being driven between it and the web of the rail. Some steel 
ties of the type designed by Mr. Webb, of the London and Northwestern 
Railway, have been in service on the Stockton and Darlington section, 
and on a piece of track north of Ferryhill. In July, 1889, they had been 
in service about four and a half years, and had given satisfactory re- 
sults, but having riveted jaws or chairs they were of course expensive. 

In 1887 an experiment was begun with some steel ties designed by 
Mr. Oabry, the chief engineer, and Mr. Kinch, one of the resident 
engineers. (See Plate No. 1.) About 10,000 of these ties are now in 
service on the Central Division,' and on the main line on the Northern 
and Southern Divisions, where the traffic is heaviest and where the 
trains run at the highest 8|)ecds. Under these conditions they have 
given such excellent results that in July, 1889, the directors of the 
company, so I am informed, t)rdered a further supply. One of the most 
noticeable features of this track is, that steel flange rails, weighing 91 
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pounds per yard, are used iustead of the double-headed or bull-headed 
rails generally used on English railways. The tie is stamped out of a 
steel i)late and is of inverted trough section with a very narrow flange 
or rib on the lower edges, being a modification of the Yautherin type 
of tie. The ends are open. It is 8 feet long, 8 inches wide on top, 3J 
inches deep, and 12 inches wide at the bottom. It is of uniform section 
throughout, with a uniform thickness of three-eighths of an inch. Its 
weight is 150 pounds. In the operation of stamping, the part under 
each rail is pressed up at an angle to give the rail the usual inward 
inclination of 1 in 20. At the same operation tour pieces are pressed 
up out of the metal at each rail seat ; three of these are on the outside 
of the rail, one forming a clip or jaw to hold the rail-flange, the other 
two being studs against which the rail flange abuts and which keep the 
gauge exact; the fourth projection forms a jaw to hold the inner flange 
of the rail. The jaw on the outer side is 2^ inches wide and bears five- 
eighths of an inch in upon the rail-flange; the jaw on the inner side is 
3J inches wide and projects about three-eighths of an inch over the rail- 
flange but does not touch it, leaving space for the steel wedge or key 
to be driven tightly between the jaw and the rail-flange. The keys are 
taj)ering, 8 inches long, are split at the smaller end, and weigh IJ 
pounds each. In the track the ties are spaced eleven to a rail lenp^th 
of 30 feet, averaging 2 feet 8| inches from center to center. It is said 
that they compare favorably in cost with the present system of w^ooden 
ties and cast-iron cLairs, and it is expected that by their use the cost 
of mainteoance of the track will be materially reduced. In July, 1889. 
they had been in service for eighteen months, and had given very, satiji- 
factory results. Their maintenance had given no trouble, and the cost 
of maintenance was as nearly as possible the same as thtit of track on 
wooden ties. The ties are manufactured by Messrs. Bolckow & Vaughan, 
of Middlesborough, and some of them have been sent to Italy to be tried 
as an experiment. They were patented in the United States, November 
13, 1888 (No. 302,849). 

The rails are of flange section, weighing 91 pounds per yard; they 
are 5J inches high with a flange 5J inches wide and a head 2^ inches 
wide. To put a rail in position it is tilted slightly and the inner side of 
the flange slipped under the inner jaw, sufficient space being then al- 
lowed for the outer side of the flange to clear the outer jaw ; when on 
its seat the rail is slid under the outer jaw and the key driven on the 
inner side of the rail. As the rail-flange is overlapped by both jaws, it 
cannot be forced out of them by the side pressure of the wheels of 
trains even if the keys are displaced, though it might be tilted over a 
little. The heaviest engines in use are tank engines, with a wheel-base 
of 22 feet 6 inches ; they weigh 55f gross tons and have 16f tons on the 
driving-wheels. 
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Tbefollowiug tables, prepared by Mr. Cabry,tbe chief engineer, and 
Mr. Worsdell, the locomotive superintendent, in December, 1888, show 
the cost of the track with flange rails on steel ties and the cost of the 
ordinary track laid with bull-headed rails in cast iron chairs on wooden 
ties. Both are exclusive of ballast. I have reduced the figures to 
Afflerican money. 

statement of cost of 1 mile of single track on steel ties. 



Materials. 



Steel tiefi, 150 pounds each 
Steel keys, 1^ poundfi each 



Xaoibers. 



Steel flange rails, 90 poiiiidd per yard 

Fish-plates, 13 poundrt each 

Fish-bolts and uitts, 1 i puuiide each . . 



Carriage of materials 

Storage and iDcidi-ntal expenses 

Use of locomotive in diHtribiiting materials on 

the line, at, say $75 per niile j 

Labor of laying, cubic yards 



Costper mile 



Weight. ; Rate. Amount. 



704 j 
1,408 I 



Tons. Lbfi, I I 

Ul im $l9.37i $-.',740. 18 



15)2 , 28.75 
2,112 41.92 

I 



1,930 129 1,440 23.75 
3,872 2 1,328 55. OU 



274 1,860 
274 1,800 



1,760 



1.26 
.25 



.25 



117.46 
39. 01 



3, 079. 00 
142.60 

343. .13 
68.71 

75.00 
440. 00 



Total. 



$2. 897. 25 
3, 221. 60 



927. 24 



7, 046. 09 



Statement of cost oj 1 mile of single track on wooden ties. 



Steel hull-headed rails, 90 iiouuds per yard. 

Fish-plates, 13 pounds each 

Fish-bolts and nuts, 1^ pounds each 



Chairs, 40 pounds each 

Keys 

Spikes, 22 ounces each 
Cteosoted wood ties .. 



Carriage of materials 

Storage and incidental expenses 

Use of locomotive in distributing materials on the 

line, at, say $75 per mile 

Labor of laying, cubic yards 



Cost per mile . 



704 

1,408 

3,872 

. 3.872 

11,616 

1.936 



l,76u 



141 
4 



960 
192 



$19. 37^ 
2J<. 75 



2,112 I 41.92 

i 
69 320 

"'7 292 



3.'>2 
352 



836 
830 



J 3. 124 
9.374 
33.01 
.62 J 



1.25 
.25 



.25 



$2, 740. 18 
117.46 
30. 61 



907.50 

36.30 

239. 65 

1, 210. 00 



440. 40 
88.11 

75. 00 
440.00 



$2, 897. 25 



2,393.45 



1, 043. 57 



6, 334. 27 



SUMMARY OF STATEMENTS OF COST. 



Track on — 



Steel ties. 1 Wooden ties. 



Cost per rail length, 30 feet. 
Cost per yard . . . : 



$40. 03 
4.00 



$35.98 
3.59 



Difference. 



$4.05 
.41 
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London and Northwestern Railway.— Experiments with steel 
ties bave been made on this road during over nine years and on a fairly 
large scale. Particulars of the experiments have been published from 
time to time, and the trials are given considerable prominence iu dis- 
cussions on matters relating to metal track. The ties are of a fbrm 
designed by Mr. F. W. Webb, the mechanical superintendent of the 
line; they are of the familiar inverted-trough section, with small 
flanges on the bottom edges, and are of uniform section and thickness ; 
they are a modification of the well-known Vautherin type. (See Plate 
Fo. 2.) They were first laid in August, 1880 ; in 1885 there were 32,174 
in service; in June, 1886, there were 55,000 in use on this road in addi- 
tion to trial lengths on other English lines 5 in 1888 there were 83,204 of 
these ties in service, and the road had between 20 and 30 miles of track 
laid with them ; in November, 1889, Mr. Webb stated that there were 
then 56 miles of track and about 100,085 ties in use. They are of rolled 
steel, five-sixteenths of an inch thick; length, 9 feet; width on top, 6 
inches; width at bottom, 11 inches; depth, 2^ inches; weight, 136 
pounds each. The rails are of bull-headed section weighing 84 aud 90 
pounds per yarJ, the latter being now the standard rail. The chairs, 
instead Qf being of cast-iron, are made of three pieces of steel, rolled and 
stamped to shape from plates one-half an inch thick made from the 
crop ends of rails; one piece forms a tie-plate 15 by 6 inches, live six- 
teenths of an inch thick, with the middle part bent to fit the bottom 
of the rail and give the inclination of 1 in 20; the other pieces are one- 
half an inch thick and form angle brackets, the inuer one fitting the 
web and lower head of the rail, and the outer one being placed so as 
to allow of a wooden or steel key being driven between it and the web 
of the rail. The steel key has a projection which tits into a vertical 
groove in the chair, so that it cannot work loose. A liner of brown 
pajjer or canvas soaked in tar is sometimes interposed between the 
augle-pieces and the tie-plate and between the tie-plate and tie. The 
chairs are fastened to the tie by six three-quarter inch rivets, three on 
each side of the rail, passing through the angle-pieces, tie-plate, and 
tie; the rivet-holes are punched in a hydraulic press. The ties and 
chairs are made and fitted com])lete at the railway company's works at 
Crewe, and the cost is said to compare favorably with that of the ordi- 
nary system of cast-iron chairs weighing 45 pounds each, spiked and 
screwed to wooden ties 10 by 5 inches. This may be so in this case, 
where everything is done in the company's shops, and where the ordi- 
nary track is of an expensive character, but if made under contract 
for orders, the amount of shop- work required would probably make the 
finished tie very expensive. 

With these steel ties the distance from the bottom of the tie to the 
top of the rail is S^ inches, while with the wooden tie it is 12|^ inches. 
The ties are covered with ballast, which is brought nearly up to the level 
of the top of the rail head on the outside of the track and between the 
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rails it is about 2 inches below the top of the rail head. It has been 
said that the ballast would be less affected by frost at a depth of 5 
inches, where the wooden ties rest, than at 2^ inches where the steel 
ties rest ; but this is probably of little practical account. The reduced 
(lei)th of the tie of course effects a saving in the quantity of ballast. 
The ties are spaced 3 feet apart center to center. 

The following is a comparison of the two systems, column A being 
for track on steel ties and column B for track on wooden ties : 



London and XorthweBtcm Railway. 



Ties: 

Length feet..' 

Breadth inclioa-. ., 

Depth do ... 

Thicknesa do i 

Cbaira : 

length of bearing on tie inch es . . i 

Width of bearing on tie do .. ; 

i^rea of bearing on tie square inches .' 

Weight of ono tie complece : 

Two cbairs ponnds . . 

Fastenings, linera, etc , do 

One tie do 



9 
11 
2i 

TO 

15 

6 

9U 

13G 



B. 



Total do 184 



9 

10 

5 



1*1 
HI 

) 12 
!40 

242 



The ends of the ties are open, but it is claimed that no trouble has 
\i been experienced from lateral motion or shifting of the track when prop- 
erly ballasted, although some have been in use in the South Walvs 
district on curves of 660 feet radius on a grade of 1 in 38. 

It is not stated, however, whether the entire curve was laid with these 
ties or whether only a few were laid for trial. In the latter case there 
might have been sufficient wooden ties to hold the track in place. Con- 
sidering that wooden ties are found to shift iu the track in some places, 
it seems only reasonable to provide at least as much end bearing or 
area for metal ties as for wooden ties, especially on lines where there 
are many curves. Mr. Bricka, engineer-in chief of the French state 
railways, in his report on metal track, made to the minister of public 
works in 1886, attributes this freedom from lateral motion to the rigid- 
ity of the heavy rails, to the slight lateral play of the cars, and to the 
nse of locomotives with inside cylinders and running gear. He saw the 
ties in use on tangents and flat curves, but tliought they would shift on 
sharp curves. In view of extensive experience on other lines, he coii- 
I sidered that the ends of metal ties should be closed. This is the gen- 
erally accepteil conclusion. 

The traflBic is very heavy as regards the number and speed of trains. 
The heaviest main-line engine weighs 95,200 pounds, on six wheels, and 
the heaviest load on any one pair of driving-wheels is 33,600 pounds. 
Mi*. Bricka, in the report above mentioned, refers to this heavy traffic, 
and states that on one section there were twenty-four express trains 
per day, often running at nearly 60 miles an hour, besides numerous 
freight- trains. He says the ties were first made of wrought-iron, but 
22893— Bull. 4-^ — 5 
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later of Bessemer steel non-dephosphorized. Some ties of harder 
Bessemer steel, made by the acid process, cracked through the rivet 
holes and some of the steel-plate chairs also cracked through the holes. 
Some cast-iron chairs had also been tried. There were in service at 
the time of his visit 30,000 ties, of which 18,000 were in the main track. 
He gives the cost of a steel tie as $2.50 and of a creosoted pine tie 
$2.10, including chairs and spikes complete. The steel ties are dipped 
hot in tar and then in sand, to increase the adhesion in the ballast. 
Nevertheless considerable trouble was experienced from rusting, which 
Mr. Bricka attributes to the use of slag and cinders for ballast. The 
sulphur, being kept damp by the ylimate, produces a chemical action 
similar to that observed in tunnels. In Holland and Belgium, however, 
no trouble has been experienced from rusting, even in cinder ballast. 

These ties, with the Eaglish rails and chairs complete, have been 
tried experimentally in this country on the Pennsylvania Eailroad. 

Midland Railway. — In 1885, 250 tons of steel ties were rolled by 
the Cockerill Works, in Belgium, for this line. (See plate No. 3.) 
These ties were designed by Mr. A. Langley, chief engineer of the road, 
who has stated that they answer very well, but that, the cost as com- 
pared with that of wooden ties is against them. In July, 1889, Mr. 
Langley stated that about 10,000 steel ties were then in the track, but 
that their use was not being extended. They have proved efficient 
in service and the maintenance is practically the same as with the cre- 
osoted wood ties. The steel ties are of inverted trough section, with 
a narrow flange on the bottom edges, aud have the ends flared out and 
bent down. The closed ends prevent lateral motion and also prevent 
any tendency of the sides to spread. The ties are 8 feet long over all, 
8 inches wide on top, 3 inches deep, 13 inches wide over all at the bottom. 
They are of uniform thickness and section throughout, the thickness being 
five-sixteenths of an inch. The weight is about 132 pounds each and 
the cost $1.76 each. The joint ties are spaced 2 feet 2 inches apart, 
center to center, and the intermediate ties 3 feet apart. The ties are 
rolled from steel which is specified to be of such quality and temper 
that it will not crack or split when stamped or rolled to shape. The 
holes may be punched or drilled according to the engineer's approval. 
The ties ar^jiot tarred nor painted, but are given one coat of linseed 
oil, laid on hot, at the works. 

On each tie there are two cast-iron chairs weighing 40 pounds each 
(pattern of 1885), each chair being secured to the tie by a pair of patent 
steel twin bolts of LI shape, seven-eighths-inch diameter, with four lock- 
nuts. The bolt-holes in the ties are fifteen-sixteenths inch diameter, 3J 
inches from center to center crosswise, and 11 inches from center to 
center lengthwise of the tie, the inner holes being four feet five-eighths 
of an inch apart center to center. The base of the chairs is 7f by 
14 inches, and a felt pad one-eighth of an inch thick is placed be- 
tween the chair and the tie. The rails are of bull-headed section, weigh- 
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ing 85 pounds per yard, and are fastened in the chairs by wooden keys. 
The wooden ties weigh about 134 pounds each. The weight per yard 
of the ordinary track is estimated as follows : Steel, 170 pounds ; 
wrought-iron, 14.9 pounds; cast-iron, 110 pounds; wood, 151.9 pounds; 
total, 446.8. The weight of the heaviest engine is about 78 tons iu 
working order, and the number of ordinary trains in twenty-four hours 
is two hundred and thirty, exclusive of special trains, light engines, etc. 

At the International Eailway Congress, held at Milan, Italy, in 1887, 
Mr. Kowalski stated in regard to this road that there were 10,000 ties 
of the form designed by Mr. Langley, being a modification of the 
Vautherin type, but that the experience with them only dated from 
January, 1886, and, therefore, no definite opinions could be given as to 
the results. 

A few of the Tozer steel ties have been laid as an experiment. (See 
Tozer ties.) 

GREA.T Northern Eailway. — Mr. T. H. Horn, assistant engineer, 
stated in December, 1888, that the experience with metal ties on that 
hue was so limited that no results could be given Which would be of 
service. Short lengths of several types had been laid down experi- 
mentally, but altogether there was not then a mile of track on which 
metal ties had been introduced. The first cost, as compared with that 
of ordinary fir ties with chairs and fastenings, tells against them. The 
ties of the Howard type for main lines were of inverted trough section, 
with a deep depression at each end, forming a seat for the bull-headed 
rails, which were secured by keys in the usual way. (See plate No. 4.) 
These ties were 8 feet long and weighed 140 pounds each ; they were 
made from plates of Siemens steel three-eighths of an inch thick. (See 
Howard ties.) The track of this road is laid with steel rails of bull- 
headed section, weighing 82 pounds per yard. 

At the International Railway Congress held at Milan, Italy, in 1887, 
the following particulars in regard to thisroad were presented by Mr. 
Kowalski : 

Aboat 1,000 ties were in service, and four types were being tried, Webb, Moss-Bay 
Company, Howard, and Tozer. All were of steel. The Webb ties weighed 176 pounds 
each, complete; the Moss-Bay and Howard ties 139.5 x>onnds, and the Tozer ties 
137.5 pounds, exclusive of the fastenings. They were all laid on embankments, and 
were on tangents. The traffic consisted of passenger and freight trains running at 
reduced speed. The weight of the engines was about 60 to 70 tons. The ballast was 
mainly of gravel. The first cost of the track appeared to be three times as great as 
that of track with wooden ties, but the experieuce was too short for any judgment 
to be formed as to the cost of maintenance and the durability. The elasticity of the 
track and the easy riding of the trains were the same as with ordinary ties. The in- 
conveniences were in the difficulty of attaching the several pieces to the body of the 
tie, and in case of derailment the ties would probably be damaged. The company 
bad at that time no intention of extending the use of metal ties on its road. 
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The following report on the Howard tie was made in February, 1887, 
by Mr. Bastin, and was published in The Indian Engineer, of Calcutta, 
March 31, 1888 : 

On the 7th instaDt I arrived at HoUoway Station, on the Great Northern line, to 
inspect the Howard steel sleepers (ties), which I superintended the laying of in May 
of last year. After the ballast had been cleared away I made a thorough examina- 
tion of them, and am pleased to report that they are in as good condition as when 
they weire laid down. The ganger over this portion of the line informed me that the 
sleepers had not required any attention whatever since they were laid down : the bal- 
last had not been touched nor had the keys had a hammer upon them. They were pur- 
posely laid upon a part of the line over which the most and the heaviest of the traffic 
passes, so that with such an amount of traffic and the long and severe frost they had 
been well tested. I also examined some other steel sleepers, laid side by side of the 
Howard sleepers. These other sleepers are trough-shaped, with cast-iron chairs 
bolted to them, the ends of the sleepers being turned down. These sleepers arie like 
the Belgian type on the Midland line near Bedford, -and, like them, they had shifted 
endways; and after the frost went they had to be reballasted. I have been to see 
the sleepers on the Midland line again to-day, Belgian type, and although they were 
reballasted after the frost they have again shifted so that the line is not perfectly 
true, the want of straightness being quite obvious. 

Great West^en Railway.— About 1853 the Macdonnell system of 
track, with metal longitudinals, was introduced on the Bristol and Exe 
ter Railway (now the Bristol and Exeter division of theOreat Western 
Railway), and in August, 1889, the resident engineer reported that the 
last of it had been taken up only about twelve months previous. This 
gives some idea of its life, and it must be borne in mind that it was in 
use under very heavy traffic. The ordinary track of this line was built 
on the plan designed by Mr. Brunei for the Great Western Railway, and 
consisted of rails of bridge section secured to wooden longitudinals, 
which were connected at intervals by wooden transoms. The gauge 
was 7 feet. The Macdonnell track consisted of iron longitudinals j the 
plates were a little over 1 foot wide, about one-half an inch thick under 
the rail, and five-sixteenths of an inch thick at the edges. In the mid- 
dle, on the upper side, was a rib about 2 inches high, fitting into the 
hollow of the rail. On each side of the rib was a wooden packing half 
an inch thick and about 2J inches wide, upon which the rail flanges 
rested. A shallow rib on each side, about 2J inches from the middle 
rib, held the wooden packing in position. The rails were fastened by 
bolts passing through the plate, packing, and rail flange, the nuts being 
screwed down on the flange. In some cases the plates were flat i'ur 
their entire width 5 in other cases they were slightly curved down, out- 
side the outer ribs, to a depth of about three-fourths of an inch. The plates 
were connected at intervals by transverse T irons. The rails were about 
3 inches high, 2f inches wide, and 6 inches wide over the flanges ; the 
middle space or groove was about 2 inches deep, J to 1 inch wide. This 
form of rail is still in use. The resident engineer stated that while ho 
could not recommend the Macdonnell system for main track, it may bo 
very serviceable for light railways or for side tracks ; he has used it 
and is still using it for the latter purpose. The main objection to it is 
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said to be the difiicalty in keeping the rails tight upon it, and the num- 
ber of bolt-holes weakens the plates so much that they were continually 
breaking, especially near the rail-joints. Another objection is, that 
" in very hot weather the expansion is so great as to displace it several 
feet from its proper position.^' In 1886 this track was reported by Mr. 
Walter Browne to be in good condition. 

The Tozer ties have been tried, but Mr. Lancaster Owen, chief en- 
gineer, stated in September, 1889, that only a few ties of this type have 
been put down, and only as an experiment. 

London and Southwestern Railway.— Mr. Andrews, the chief 
engineer of the road, writing in August, 188i), stated — 

The experience with metal ties on this line is very limited. About foar years ago 
a few were laid down and are still in service, "nioy were pressed out of mild steel 
plates abont live-eighths of an inch thiclc, and were of inverted channel form, with 
cast-iron chairs secured to them by w rough t-iron bolts. When they were laid con- 
siderable time and trouble was expended in thoroughly tilling them and packing them 
with gravel ballast ; but now that the track has become consolidated, they do not 
require much more attention than timber ties. The chairs, however, break more fre- 
quently than on wooden ties, and the bolts require frequent attention. 

The wooden ties usedare of redwood fir, oLtained from the Baltic, and in view of 
the number available, the facilities for obtaining them, and the price paid, it is nut 
considered that the company can do better than continue to use them. The com- 
pany creosotes its ties, and the value of a creosoted tie is about 78 cents, delivered. 
Jarrah and other hard- wood ties from Australia have been offered at different times, 
but their high cost, delivered in England, prohibits their adoption, even though, as 
is urged, they would last much longer than the Baltic fir ties. 

The track of this road consists of double-headed steel rails, 30 feet long, weighing 
82 pounds per yard; they are 5^ inches high, with heads 2i inches wide. They are 
secured by wooden keys in cast-iron chairs, weighing 40 pounds each, which are fast- 
ened to the wooden ties by three round spikes driven into hollow tree-nails; the 
chairs have a base ofi!^ by 14 inches. The rail joints are even and suspended, and 
are spliced by deep fish-plates, with four bolts. Tbe wooden ties are 9 feet long, 5 by 
10 iuches section ; they are spaced 2 feet 2 inches apart, center to center, at the 
joints, 2 feet 5 inches next to the joints, and 2 feet 10^ iuches intermediate. In 1890, 
rails weighing 87 pounds per yard and chairs weighing 45 pounds each are to be 
nsed. 

London, Chatham and Dover Railway. — Mr. William Mills, 
chief eugineer, stated in August, 1889 : 

No metal ties are used, for the reason that the creosoted ties are found to last, in a 
{general way, as long as the rails, and it is to the company's interest to renew both 
raili and ties at the same time. TUe line passes through a brick-making locality, 
iind has the advantage of being able to sell the bulk of its old ties at about half their 
original cost. 

Probably very few railways are able to dispose of their old wooden 
ties to such advantage, and in many eases in this country it is not easy 
to get rid of them except by burning. As regards renewals, it would 
seem to be still more to the corapanj^'s interest to have ties which 
would not have to be renewed as often as the rails, especially as the 
present system of track is already an expensive system to build, so 
that the increased cost for metal track would be comparatively small. 
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London, Brighton and South Coast Railwat.— Mr. P. D. Ban- 
ister, chief eDgineer, stated iu August, 1889: 

The only expetience with metal ties oo this liue has heen Cj small trial, which was 
unsatisfactory; and the result was not sufficient to warrant any departure from the 
general system of using Baltic fir ties, creosoted by Brystie^s process. 

Metropolitan Railway.— This is one of the city (underground) 
and suburban railways of London, the traflSc on some sections of wbich 
is very heavy and is carried on under exceptional conditions. Mr. J. 
J. Hanbury, resident engineer, states: 

a trial has been made with twelve steel ties of the Tozer type; they were in service 
about two years, at the end of which time it was found that the chairs began to work 
a little, owing to the wear of the stud which fits into a hole in the tie. (See plate 
No. 4.) These ties were considered^to be unsuitable for this road. Some steel trough 
ties, similar to those of the Midland Railway, but weighing 145 pounds each, have 
been tried ; they were made by the Tredegar Iron and Coal Company. The rails 
used are of double-headed section, carried in cast-iron chairs bolted to the ties. 

Metropolitan District Railway. — This is another of the city (un- 
derground) and suburban railways of London. Mr. George Estall, engi- 
neer and locomotive superintendent, stated in October, 1889: 

Steel ties of the Tozer type have been tried on this road for a length of about 30 
feet; they are laid in a locomotive yard, on the level, and are spaced 2 feet 8 inches 
to 3 feet apart, center to center. They were not painted or otherwise treated. The 
ballast is of gravel. They were laid for trial only, and the resalts have not been 
snfficiently satisfactory to lead to their adoption ; as regards maint4^nance, rail at- 
tachments, and general efficiency, they are said to be inferior to timber; they ai"e 
also too rigid, and are bad for packing. Mr. Estall is not in favor uf their nse. No 
breakages have occurred. The wooden ties used are of Memel fir, creosoted ; they 
cost $1.50 each, and last fifteen years. The rails are of bull-headed section, weighing 
87 pounds per yard, laid with suspended joints, and supported in cast-iron chairs in 
the usual way. 

Mersey Eailway. — This is a tunnel line, connecting Liverpool and 
Birkenhead. Mr. C. A. Kowlandson, resident engineer, stated in July, 
1889, that about a dozen steel ties of the Tozer type had been tried, 
but only on a sidetrack. They have, however, stood very well as re- 
gards freedom from corrosion by the fish ballast and in keeping their 
level or surface. 

Great Eastern Railway. — Some steel ties have been in use on 
this road for several years. They are of the inverted trough section, 
with closed ends, and the rails are carried in cast-iron chairs of the 
usual form fastened to the tie by a pair of twin bolts. They are 8 feet 
long, and were manufactured by the Darlington Steel and Iron Com- 
pany. At the International Railway Congress held at Milan in 1887, 
Mr. Kowalski stated that a trial was being made with 500 ties, and 
that 4,000 were to be laid. The experience with them was then too 
short to enable any opinions to be given. 

FuRNESS Railway. — In August, 1889, Mr. F. Stileman, chief engi- 
neer, stated : 
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A few years ago a trial was made with some steel ties of the Howard type (see 
plate No. 4); they were of inverted trough form, and of arched section ; a deep de- 
pression at each end formed a seat for the rails, which were secured by keys in the 
asaal way. It was found, however, that with keying the rail up the ends of the tie 
were sprung, and in the course of four or five months, with the traffic passing over, 
the ties split so that they had to be taken out. They were of steel and were shaped 
coid, the recesses for the rails being stamped by hydraulic machinery. (See Howard 
ties.) 

The company now uses none but wooden ties, 9 feet long, 10 by 5 inches section, 
sawn out of timbers 9 feet by 10 inches by 10 inches. After being dried they were 
creosot-ed, which cost about 16 cents per tie. Their life will average from twelve to 
fourteen years. The chairs have a base of abont 15 by 7^ inches and weigh nearly 
50 pounds each. The rails are of bull-headed section, weighing 84 pounds per yard ; 
they are fastened in the chair by oak keys, scalloped out in the middle, with a saw- 
cnt at one end, which enables the end to close when being driven and to open out 
when in phice. 

North Staffordshire Railway. — A steel tie has been tried at 
Stoke-iipon-Trent, on this road, and in January, 1890, after two years' 
experience, a large order was given to the Chair and Sleeper Company 
for these ties, which are described further on. The ties were of V/sec- 
tion, with ordinary cast-iron chairs secured to the flanges. 

TIES. 

The lAvesey TUs, — A number of different forms of metal tracks have been designed 
by Mr. James Livesey, of London, and have been extensively used, especially in 
South America, by Mr. Livesey and other engineers. (See India and South Americ:i ; 
and Plates Nos. 20 and 26.) The types most used are those consisting of bowls and 
tie-bars. Among the principal forms are the following: 

(L) Cast-iron bowls, arranged in pairs and connected by transverse flat wrought- 
iron tie bars. The bowls are oval in plan, and the upper part forming the chair can 
he adapted for double-headed or flange rails. Two flxed clips hold the outer side'of 
the rail, and on the inner side is a flexible jaw let into a socket and having a key 
driven between It and the rail. 

(2) Wrought-iron bowls, also arranged in pairs and connected by tie-bars. They are 
practically rectangular on the bottom and oval on top, shaped like a dish-cover. 
They are adapted for flange raiLs. The fastening consists of a steel strip, of — j 
shape; the longitudinal leg is within the bowl and is secured by a bolt, the washer of 
which holds the outer flange of the rail ; a metal key is driven between the rail and 
the upright leg, which is inclined inward. 

(3) Wrought-iron cross-ties. These are of inverted trough section, being a modifi- 
cation of the Vantherin type ; some of these have horizontal flanges on the lower 
edges. The ends are closed and rounded off, and project deeper into the ballast than 
the body of the tie. The fastenings consist of two riveted clips, one bearing on the 
outer flange of the rail and the other projecting over the inner flange, with a key 
driven between the clip and the flange. A fastening similar to that of No. 2 may 
also he used. 

(4) Steel cross- ties. For meter gauge lines these ties are 5 feet 6 inches long over 
all, 10 inches wide at the bottom ; 5^ inches wide on top, with rounded corners and 
curved sides. The ends are curved down. Thickness, seven-thirty-seconds of an inch 
throughout. Each rail rests on a tie-plate 9^ by 5 inches in size, seven-sixteenths of 
an inch thick, which is fastened to the tie by two rivets three-fourths of an inch in 
diameter. There are two jaws about 3 inches long, pressed up out of this plate ; the 
outer one holds the outer rail-flange, and a corrugated key 6| inches long is driven 
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between tbe inner jaw and rail flange. The tie is bent at the rail seats to give the 
rails an inward inclination. These ties are similar to the steel ties on the Indian 
State railways. 

The Tozer ties. — Messrs. J. and H. Tozer of London, manufacture steel ties which 
are fitted with chairs for double-headed or flange rails. They are of inverted trough 
form, rounded in section, and deeper than is usual. (See plate No. 4.) For standard 
gauge lines the ties are 8 feet long, 9 inches wide on the bottom, and 4^ inches deep. 
The sides are about one-fourth of an inch thick and the top three-eighths of an 
inch thick. The ends are bent down and flared out at the corners; the tie is bent 
from the middle to give the rails the inward cant of 1 in 30. For flange rails a ilat 
chair is used 9f by 4 inches, having two jaws, one of which grips the rail flange, 
while a key is driven between the other jaw and the flange; the thickness is three- 
fourths of an inch under the rail. On the bottom of the chair is a pin or stud, which 
engages with a hole in the tie and prevents spreading of the track; in setting the 
chair, it is placed on the tie at right angles to its normal position, with the stud in 
the hole ; it is then turned round into position, the ends of the chair passing under 
jaws or lugs pressed up out of the metal of the tie ; the chair has stops at diagonally 
opposite corners, to prevent it from being turned beyond its proper position. The 
rails are then laid and the keys driven, after which the chair cannot shift in either 
direction. The chairs and ties are made to give an exact gauge of 4 feet 8^ inches, 
but in order to allow for widening the gauge at» curves the chairs are so arranged 
thjit by reversing one and inserting it in the opposite direction under tbe lugs the 
gauge will be widened half an inch, while by reversing both of them the gauge 
will be widened 1 inch. To give this adjustment the keys must be always on the out- 
side of the rails. If keying on the inside is practicable, the gauge may be also in- 
creased by reversing one or both of the chairs and keying one or both of the rails on 
the inside. The several increments of widening of the gauge are thus as follows : ^, 
^, and 1 inch ; IJ, H, If, IJ, and 2^ inches. The weights are as follows: steel tie, 93 
pounds; two cast-iron chairs, 18 pounds; two steel keys. Impounds; total weights 
112| pounds. A steel chair is also used, riveted to a steel tie five-sixteenths of an 
inch thick. The ties are of Bessemer steel and are dipped in a preservative solution. 
Their cost, as quoted in March, 1888, was about $26.25 per ton, free on board. For 
double-headed rails the only difference is in the form of the chairs, which are of 
the usual shape, with high sides to hold the rail and the wooden or metal key; but 
with the addition of the round stud on the bottom and the stops to keep the chair in 
place. Small trial lots have been used on several English railways, a few have been 
sent to China, and 365,000 (20,000 tons) to the Argentine Republic. The advantages 
claimed are the broad surface of the chairs to distribute the load over the tie, the re- 
duction in the number of loose parts, and the adaptation to present tracks w^ith 
double-headed or bull-headed rails. The lugs which hold the chairs in place have a 
good holding-down power, but are claimed to be elastic ; so that while giving a firm 
grip in the chair they render it less liable to fracture than by being held too rigidly. 

The Kirr and Stuart ties. — Messrs. Kerr and Stuart, of London, manufacture a vari- 
ety of steel ties of different forms for permanent and light railways, portable rail- 
ways, and street railways. Their special patent type is a steel cross-tie of inverted 
section, bent up at the ends to give the rails an inward inclination of 1 in 20. The 
ends are closed. These ties are for flange rails. The outer flange is held by a riveted 
jaw or brace, which projects upward and bears against the under side of the rail head. 
The inner flange is held by a bolted clip, the lower part of which fits into a T-shaped 
slot in the tie; a steel cotter locks the bolt and clip in position. (See plate No. 4.) 
The ties are all of mild steel, made by the Bessemer or basic process, rolled in lengths, 
sheared off, and stamped while hot. The clips are of steel, stamped by hydraulic 
pressure. This system of tic and fastening is also applied to girder rails for street 
railways. Following are the particulars of some of these ties: For 2 feet gauge, 4 
feet long, costing 96 cents each ; for meter gauge, 5 feet 4 inches long, costing $1.20 ; 



73 

for standard jijange, 6 feet 8 inches long, costing $1.56 ; for the Indian gauge of 5 feet 
g inches, 7 feet 6 inches long, costing |1.8l>. This tie is considered by the mannfact- 
urers to be especially adapted to very narrow gauges, such as 24 inches, on account 
of the firm support of the rail by the outer brace ; it is used for a line of this gauge 
in Venezuela. Other forms of trough ties are made with different systems of fasten- 
ings. One fasteuing consists of a clip holding the outer flange of the rail, and a gib 
and cotter on the inner side. Another fasteuiug (Walker & Bear's patent) consists 
ot' two loose clips; a small clip or gib holds the inner flange of the rail, and a larger 
clip on the outer side has a wooden key driven between it and the rail. Steel cross- 
tics of the pattern of the Inc^iau State Railways are also manufactured, and have 
been supplied to the Morvi Railway in India. These are of rounded trough section, 
with the rail seats inclined 1 in 20 and the ends closed and curved down. At each 
rail seat are jaws to hold the rail, which is fastened by a steel key. 

The ties are rolled with the metal of the top thicker than the sides and they are 
afterwards pressed to shape by hydraulic pressure, and the clips punched out and 
bent. The following are the particulars of some ties of this type: 
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The Howard ties. — The steel ties manufactured by J. and F. Howard, of Bedford, 
for main lines, are of approximately semi-circular cross-section, of different dimen- 
sions and section at different parts of their length. (See Plate No. 4.) Each tie is 
made from a steel plate pressed to sbape by hydraulic power. The rail seat for 
double-headed rails is a depression in the tie deep enough to admit the web and 
lower head of the rail, which is secured by a wooden key driven between the web 
and the side of the depression in the tie. No bolts or rivets are used. These ties were 
patented in the United States December 22, 1885 (No. 333,015). In July, 1889, the 
firm reported that the manufacture of ties for main lines had not been commenced on 
a large scale, but that trial lots had been supplied to a few lines (see Great Northern 
Railway and Furness Railway). In March, 1888, special plant for making ties was 
patented in England. The plate of each tie is rolled so that the portions where the 
rail recesses are to be formed are left thicker, the trough formed on the under side 
by the corrugation being filled up or partially so, or the raised portion may be left 
solid throughout the length of tbe tie. The rail recesses are partially formed by the 
wlls which produce the plates, and for this purpose depressions are formed upon the 
periphery of one roll and corresponding indentations upon the periphery of the other 
roll; 80 that the plates in being rolled are indented at the parts where the recesses 
arQ to be formed. The plates are then passed through rolls with similar projections 
and indentations, which give the plates their finished form. The plates are passed 
between these rolls as they leave the plate rolls and while still hot, and are subse- 
quently shaped by suitable presses. The rail recesses are finished to the proper shape 
l>y cutting appliances, consisting in the use of an endless or revolving table composed 
of a number of links or small platforms carried upon wheels. The plates are placed 
upon these platforms, and as the table moves forward they are caused to pass under 
annmberof cutters, arranged one before the other, by the action of which the sur- 
plus metal is removed. Several ties may be operated upon at the same time on one 
table, and after passing under the cutters tliey are delivered from the table with rail 
recesses or seats in a finished state. 



i 

L 



74 

The finn makes a specialty of metal ties for light and portable railways, and has 
supplied them for light railways for agricultnral, niiniug, and construction work Id 
many countries with snccesful results. These tie « are of steel plates, with one or 
two vertical corrugations lengthwise of the tie, and having the sides bent down ; the 
ends are open. The corrugations are cut away at the rail seats to let the flange of 
the rails rest on the flat part of the plate, and a serrated metal key is driven between 
the rail and the side of the recess thus foruieu. There are no bolts, clips, or rivets. 
Ties with two ribs or corrugations are used at rail joints. For portable railways, 
with rails weighing up to 14 pounds per yard, the ordinary ties are 5 inches wide and 
the joint ties 6f inches wide ; for semi-portable railways, with rails weighing up to 
30 pounds per yard, the ties are5|^, 5|, and 6f inches wide; for light railways, using 
locomotives, with rails weighing up to 40 pounds per yard, the ties are 9^ inches wide 
at the bottom and about 3 inches deep. Ties of this latter form have been used on the 
Donna Christina Railway in Brazil. Ties for main lines laid with flange rails are of 
somewhat similar form, but with closed ends; to make a seat for the rail, the metal 
of the corrugation is pressed down level with the surface of the tie, thus thickening 
the metal at the seat ; a steel key is driven between the rail and the side of the corru- 
gation, and in pressing down the metal it is made to project over the seat so as to 
form a clip to hold the rail flange. This type of tie was patented in the United 
States February 2, 1886 (No. 335,523). Another form of tie consists of two pressed 
steel bowls connected by a wrought-iron tie-bar ; each bowl is made of a steel plate 
flanged down to the form of ati oblong box ; it is flat on top with outward flaring 
sides, and rounded end» corrugated vertically. The tie-bar passes through the bowl, 
and is held by a flat curved cotter lying in a depression in the top of the bowl. There 
are two transverse corrugations, which are pressed down at the middle to leave room 
for the rail flange, and the rail is secured by two serrated steel keys. The weight is 
said to be only about half that of the ordinary cast-iron bowls. 

The Wood steel ties. — The steel tie designed by Mr. Charles Wood, of Middlesbor- 
ough, is said to have been the first steel tie used with flange rails on English rail- 
ways, and to be still in use in England and the British colonies. It is of modified 
Vautherin type, of inverted trough section, and having horizontal flanges on the 
lower edges. (See Plate No. 4.) Each rail fastening consists of a half hoop or cres- 
cent of steel, the lower part being inside the tie, and the ends projecting upwards 
through holes in the top, having stops or lugs to prevent them from rising too high 
and to bring them into proper position. The outer end of the crescent is bent over 
to bear on the outer flange of the rail, while the inner edge projects higher and has a 
wooden key driven between it and the rail, the key bearing against the web and 
flange of the rail. Some of these ties were tried on the Northeastern Railway in 
England ; and they have also been used in South America. I^or light and portable 
railways steel ties with different forms of clips and bolt fastenings are used. 

The White tie.— This is a patent pressed-steel tie, designed by Mr. Henry White, of 
Newport, and manufactured by Ibbotson Bros., of Sheffield. At a meeting of the 
British Association in 1887, Mr. White read a paper on **An improved steel rail- 
way tie with chairs pressed out of the solid," the following notice of which is taken 
from Engineering, London, England, September 23, 1887: 

*'This was a trough section tie, to suit any ordinary type of rail, and the chairs 
being stamped on it there were no bolts or rivets required. Hydraulic presses with 
suitable dies are used. The feteel trough is first cut to the required length, heated, 
and inserted between the open dies of a press, or, if both chairs are made at once, of 
a pair of presses. These roughly form two corrugations at each end, corresponding 
with the jaws of the chairs. The metal for this is gathered up endwise, thus shorten- 
ing the original length of the piece of steel operated on. Another heat being taken, 
the partly-made tie is placed between the dies of the finishing press and the jaws 
are given their final form. The lower dies in this case have two hinged pieces 
which project upwards, and when the upper dies descend they close inwards, causing 
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one of each pair of jaws to assnme the undercnt form necessary to fit the rail and 
hold it firmly in its place. A loose piece, resembling the lower part of the rail, is 
inserted between the jointed pieces, to form a resistance block for them to close 
against. It was claimed that ties so formed giv^e a larger base to the rail, hold it 
more firmly, and are stiifer than any others hitherto nsed.^' 

The Sampan tie, — ^The Sampan combined railway tie and chair is a comparatively 
recent invention, and, I believe, has not yet been tried. It is intended to be made of 
cast-steel, the recent improvements in steel manufacture enabling a reliable quality 
of material and work to be obtained at reasonable cost. The tie is of shallow in- 
verted trough section, with outward flaring sides and closed ends; a middle rib runs 
along the whole length of the under side of the tie, and this rib is deeper than the 
sides ; there are also four transverse ribs, one ander each rib and two intermediate. 
(See plate No. 4.) The thickness is increased at the rail seat. The clfairs for bull- 
headed or double-headed rails are cast with the tie and form a part of it, the rails be^ 
ing secured by wooden or metal keys in the usual way. The joint ties are of extra 
width at the ends, and the rails are secured in the joint chairs by two cast steel keys, 
which are drawn and held together by a bolt passing through them parallel with the 
rail. This is claimed to make an efficient joint, dispensing with splice-bars and bolts. 
If desired, the ends with the chairs can be cast separately and connected by a tie-bar ; 
this arrangement is said to be adapted for railways in South America and other 
countries where the traffic is not too severe. These ties have been patented by the 
Railway Sleeper and Tie Company, of Manchester. 

The Bankart tie. — This is a cross tie, the invention of Mr. Hubert Bankart, consist- 
ing of an I beam laid on its side ( h) with a part of the upper flanges cut away to 
allow the rail to rest on the horizontal web ; the inner flange of the rail is overlapped 
by the flanges of the tie, which are undercut, and on the outer side of the rail is an 
angle wedge or key, bearing on the rail flange and web, and having a rib at the back 
} which fits into a groove in the flanges of the tie and prevents vertical motion. (See 
plate No. 4.) No bolts or nuts are required, this fastening being used at the rail 
joints. The key may be placed on the inside or outside of the track, but the flanges 
must be cut according to which arrangement is adopted. These ties are said to have 
been tried in Brazil, but I have not been able to obtain any definite information re- 
specting them. 

The Bagnall ti««.— The firm of W. G. Bagnall, of Staffoi'd, manufactures different 
forms of metal ties, principally for light and portable railways, and the ties have been 
used to some extent. The type used is a pressed steel cross-tie, narrower and deeper 
at the middle than at the ends, and having grooves and ribs running lengthwise on 
the surface. For permanent roads a tie is used having a groove running from each 
end nearly to the middle ; corrugated steel clips are riveted on and a steel key is 
driven between the rail flange and one of these clips. (See plate No. 4.) Another 
form of tie with riveted clips has the groove running in from each end and two raised 
ribs along the middle x>ortion of the tie. Joint ties of this form are of extra width, 
with two grooves at each end and three ribs at the middle. With other forms of ties 
lugs are stamped up out of the metal to hold the rail flanges, the rails being se- 
cured by keys. A tie for collieries, mines, and light tracks has the liigs bent over to 
embrace both flanges of the rail, the rail being slipped under the lugs, and no keys 
or other loose pieces being used. For portable railways, the rails and ties are riveted 
together to form sections of track, one end of the rails of each section 'having the 
splice-plates riveted on. 

The Tredegar ties, — Besides the steel ties made for the Metropolitan Railway, the 
Tredegar Iron and Steel Company makes other forms, including corrugated steel ties 
for use with flange rails. These are made of various sizes, and weigh from 12 pounds 
(2^ pounds extra for fastenings) for a gauge of 24 inches to 62 pounds (4 pounds 
extra for fastenings) for standard gauge. 
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The Nut and Bolt Conipany^s ties. — The Patent Nut and Bolt Company, of Newport^ 
manufactures a tie of double channel or H section. The lower part is of trough sec- 
tion, 2.^i' inches deep, 10^ inches wide at the bottom, about 5^ inches wide on top, 
and having on the upper part two vertical ribs forming a channel 1^ inches deep and 
4f inches wide. The horizontal part is eleven-thirty-seconds of an inch thick, and 
the sides of the channel are three-eighths of an inch thich. For double-headed rails 
the fastenings consist of two loose jaws. The outer one fits the web of the rail and 
the under side of the head. It rests on the horizontal part of the tie, and has a hooked 
lug on the bottom which passes through a hole in the tie and takes a bearing on the 
inside. On the inner side of the rail is a similar jaw, but with the top flat and heav- 
ing a 8lot near the base. A flat taper steel key is driven horizontally through slots 
in the sides of the channel and the base of the jaw in a similar way to the fastening 
used with the Denham-Olpherts plate-ties in India. The chair and fastening make 
a heavy and cumbrous arrangement, and the jaws are liable to wear and thus cause 
rattling. It has been suggested that the outer jaw might be riveted. The holes for 
the keys and chairs are punched cold. The ties weigh 154 pounds each. They are 
said to have been in service under heavy traffic at the Alexandria Dock, Newport, 
and on the lines at the works of the manufacturers. 

The. Quetch ties, — This system of track has been described in an Indian paper as an 
English system, and it is said to have been awarded a bronze medal at the Railway 
Exhibition at Paris, in 1887. The rails are of bridge section with very wide flanges, 
about 14 inches wide over all. The joint and intermediate chairs consist of channel 
plates with lugs on the side to hold the rail flanges, and a rib in the middle to fit into 
the hollow of the rail, keys being driven through the webs of the rail and this rib. 
The gauge is maintained by transverse tie-rods fastened by vertical cotters. The 
track seems to resemble the Macdonuell track on the Great Western Railway. 

The following is given as the weight per mile of single track : 



Rails, 24 feet long, 106 pounds per yard . . - 
Chairs: 

Joiut, 90 pounds each 

Intermediate, 45 pounds each 

Tie rods, 1^ inch Uiaujcter, 30 pounds each 
Keys: 

Joint, 3 nounds each 

Intermeuiate, 3 pounds each 

Sprinjrs, for keys: 

Cotters, for tie-rods, 3 pounds each 

Total 



No. 


440 


440 
1,320 

888 


1,760 
1,320 
3,080 
1,700 


11, 008 



Weight. 

Tons. 
165.00 

I 43. 75 
12.25 



4.00 

.25 
2.50 



227. 75 



The MacLtUah ties. — The MacLellau & Smith patents are for ties of embossed steel, 
either in the shape of bowLs or cross-ties. A description of the former will be found 
in this report, under *' India" (Calcutta Port Railway), and of the latter under 
"Australia " (South Australian Government Railways). (See plates Nos. 18 and 25.) 
They are manufactured by P. & W. MacLellan, of the Clutha Iron Works, Glasgow. 
MacLellan's wrought-iron ties have also been used in India, on the State Railways. 

The Chair and Sleeper Company^s tie. — The tie manufactured by this company, of 
Widnes, Lajicashire, and in use on the North Staffordshire Railway, is a steel tie of 
V-section. For double-headed rails, the ordiuarj'^ cast-iron chairs are secured to the 
flanges. For flange rails an angle plate at each end, as long as the width of the top 
of the tie, is secured by two rivets, and supports the outer side of the rail, while two 
loose riveted clamps are forced round upon the rail flange on the inner side. At joints 
the vertical part of the riveted angle-bar is as long as a splice-bar, and has four pro- 
jections or studs, Avhich engage with the holes in the webs of the rails. Bolts are 
thus dispensed with. The tie is intended for light railways, collieries, etc., as well 
as for main lines. 
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Summary of Metal Tkack for England. 

Miles. 

Northeastern Railway 5 

London and Northwestern Railway 56 

Midland Railway ..^ 5 

Great Northern Railway f 

London and Sonth western, London, Brighton and South Coast, Metropolitan, 

Metropolitan District and Mersey Railways (estimated) J 

Great Eastern Railway '-^i 

Total.-- 70 

SCOTI.AND. 

General Remarks. — Tbe length of railways in Scotland is about 
2,900 miles, laid exclusively with wooden ties. 

Great North of Scotland Railway. — Mr. P. M. Barnett, chief 
engineer, writing in August, 18S9, stated : 

Metal ties have not been tried on this line. The ties used are of Scotch fir, 9 feet 
long, 4| inches thick, 5| inches face, and 10 inches wide at bottom. All the ties are 
creosoted, and the cost, including creosoting, was, at the time of the report, 5G cents 
per tie. The forests from which the ties for this lino are supplied are in the counties 
of Aberdeen, Banff, Elgin, and Inverness. 

Highland Railway.— Mr. M. Patterson, chief engineer, stated in 

August, 1889 : 

Metal ties have never been tried on this line. Scotch fir and larch and some Baltic 
fir are used. The Scotch and Baltic fir is all creosoted, and the company has now 
begun to creosote the larch ties. The ties are 9 feet long ; the foreign ones are of 
rectangular section, 10 by 5 inches, and the native ones are slabbed on the back for 
a breadth of 5 inches to give a seat for the chairs. The larch ties cost 84 cents to 86 
cents and the fir ties 60 cents, when creosoted. The line is in the best part of Scot- 
land for native ties, and considerable quantities are sent to lines in the south of Scot- 
land and some to England. 

IREIiAND. 

Midland Great Western Railway. — Some years ago Mr. James 
Price, while chief engineer of the road, introduced a system of cast- 
iron ties, experimentally, and obtained excellent results. The follow- 
ing description refers to ties of the type used, but as subsequently 
improved upon by Mr. Price, who has furnished me the particulars. 
Each tie consists of two boxes and a tie-bar. The boxes are 6 by 6 
inches square, 4f inches deep, open at the top 5 they are cast with a 
hollow base 12 by 12 inches square, 2 inches deep, and one side of 
the box (transverse to the rail) is extended to the width of the base, 
having a bolt hole in each wing. The box is partly filled with a special 
mixture of "sawdust asphalt," consisting of sawdust mixed with well- 
boiled tar, as little of the latter as possible being used. This material 
is said to be everlasting, permanently elastic, and very cheap. Upon 
this is placed a plate fitting into the box like a piston, and the rails (of 
flange section) rest on this plate and not on the sides of the box ; so 
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that they have a firm but elastic bearing. The tie-bar is 3 iuches deep 
by half an inch thick, with a clip or jaw on the upper edge at each 
end, to hold the outer tlange of each rail. The inner flange is held by 
a short flat plate of the same shape as the end of the tie-bar. Bolts of 
linch diameter pass through the plate, tie-bar, and the wings of the 
box, and by the use of bolts with tapered necks a. very strong grip 
can be given on the rail flange. The ballast is brought up level with 
the top of the boxes. 

FRAI^CE. 

General Eemarks. — In this country no railway has definitely 
adopted metal ties for general use, but experiments with different 
forms of ties have been made and are still being conducted on five of 
the seven principal railway systems; in some cases to a sufficient ex- 
tent to enable conclusions to be drawn as to comparisons between 
track on metal ties and on wooden ties. There has been a tendency 
toward the designing of ties of complicated construction, made up of a 
number of parts or difficult to manufacture; such ties, however, are 
necessarily more expensive and troublesome than ties which are simple 
in design and easy to manufacture, and for these reasons their wider 
introduction is not probable, after practical trials shall have proved 
their deficiencies. The majority of metal ties now in use are of forms 
derived from the type designed by Mr. Vautherin, a French engineer; 
tliis type consisted of a cross-tie of inverted trough section, with sides 
flaring outward from the top, and having a narrow horizontal flange on 
each lower edge. The Vautherin tie is the basis of the form of a very 
large number of the ties designed and introduced within recent years. 
These ties were first used in 1864, on the Paris, Lyons and Mediter- 
ranean Railway, and were used later on the same company's lines in 
Algeria. Mr. Glerc, of the Western Railway, in a paper published in 
the Revue G^uerale des Chemins de Fer, Paris, March, 1889, stated 
that of the numerous systems of metal ties which have been tried, the 
majority had not proved satisfactory, and only a few would bear close 
investigation. Of these numerous systems few had been designed by 
persons experienced with railway work ; for while the manufacturers 
have considerable interest in the adoption of metal ties, most railway 
engineers prefer wooden ties, and difficulty in obtaining wood appears 
to them to be the only reason justifying the use of metal ties. The 
time when this difficulty will really necessitate the use of metal ties can 
not yet, he says, be foreseen. The price of wooden ties was then less 
than it had been during thirty years, and this reduction was apparently 
due to the development of certain districts and the facilities of trans- 
portation resulting from the extension of the railway systenis. The use 
of creosoted ties has increased the durability of the track, and no limit 
of service can yet be assigned to ties of creosoted beech ; such ties have 
been in service for twenty-five years, and were in good condition at the 
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eud of that time, except a few not tboroughly treated and some wbich 
bad been split, cut by tbe cbairs, or otherwise damaged, bat wbich had 
not decayed. Nevertheless, Mr. Glerc believes that the question of 
the use of metal ties should not be overlooked, and trials have in fact 
been made upon the line with which he is connected. 

In 1885 Mr. Bricka, engineer in chief of the state rfiilw^ays, was di- 
rected by the minister of public works to investigate the principal 
systems of metal track in use in Euroi)e, and he presented a very com- 
plete and valuable report, embodying the results of his investigations. 
He came to the conclusion that the use of track with metal ties is ad- 
vantageous, and is not in general more expensive than that with wooden 
ties, when the proportion of the prices does not exceed 8 to 5. He 
recommended cross-ties of the Berg and- Mark or Post sections, both of 
which are modifications of the Vautherin tie. He further recommended 
that a series of practical trials should be carefully conducted. If prop- 
erly carried out the cost would not be great, and the results thus ob- 
tained and recorded would be extremely valuable. He did not think, 
however, that the use of metal ties would become general in France to 
replace wooden ties, as there are yet extensive timber resources and the 
use of wood will be always economical in forest districts. A point not ' 
referred to, however, is the superiority of track on metal ties over 
that on wooden ties, especially under heavy and rapid traffic. Metal 
longitudinals have only been tried to a very limited extent. 

Use of old rails. — Several forms of ties in which old rails are to be 
used have been designed by Mr. Ozanne. They consist of different 
forms of cast iron plates and rail chairs combined, placed in pairs and 
connected by an old rail, forming a tie-bar, bolted or keyed to them. 

State Eailw AYS. — The following information is taken from a special 
detailed report, sent to me in March, 1888, by Mr. Bricka, the engineer 
in chief, and from other reports sent by division engineers, dealing with 
the several queries contained in the circulars accompanying my letters 
of inquiry. 

The reason for using metal ties was that engineers had learned from 
the exi)eriments and trials made in Germany, Austria, and Switzer- 
land that the use of metal ties otl^^red considerable advantages; the 
engineers, therefore, decided to employ such ties to a sufficient extent 
to enable them to judge for themselves as to the results to be obtained 
from their use. Up to the date of Mr. Bricka's communication (March, 
1888) the track had remained in good condition ; it w^as as firm as 
and more solid than track on wooden ties ; there was no trouble with 
the rail attachments, and no breakages had occurred ; no difficulty was 
experienced with the maintenance, which, after a time, tended to be- 
come less than the maintenance of track on wooden ties. The rails are 
of double-headed section on some parts of the line, and of flange section 
on other parts. The ordinary cast iron chairs have been used on some 
of the metal ties on account of the large stock on hand of double-headed 
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rails; but with metal ties there is less need of such chairs for the pur- 
pose of distributing the pressure. The joints are suspended and are 
spliced by fish-plates and four bolts. The ballast is of sand, gravel, or 
broken stone; on the outside of the track it is brought up level with 
the under side of the rail head; on the inner side it is level with the 
bottom of the rail and is crowned toward the middle of the track. Tbe 
wooden ties are of pine from the Landes, impregnated with chloride of 
zinc, which cost 52 cents each in thie southwest district of the system. 
Oak ties cost 95 cents, and, since 1886 or 1887, these tfes also have been 
impregnated with chloride of zinc, which increases the price 11 cents 
per tie. The temperate climate of the region in which this system of 
railways lies is favorable to the life of wooden ties. Atmospheric agen- 
cies do not appear to affect the metal ties, which only corrode in tunnels 
and when laid in ballast containing sulphurous material. No preserva- 
tive process or coating is applied to these ties. The engines with three 
axles weigh ly(S tons, and those with four axles 75 tons, including the 
tender. The load on the axles of the engines is from 10 to 13 tons. 
The speed of exx)ress trains ranges from 38 to 50 miles per hour. The 
lines are of standard gauge, 4 feet 8J inches. 

{A) Faulet and Lavaletie ties (See plate No. 5). — Tbese ties were laid in Aagnst, 
1885, for a length of 11,119.20 feet, on the line from Paris to Bordeaux (section from 
Montreuil-Bellay to Niort). Mr. Tyndall, of Tours, was the engineer in charge. 
There are nine trains per day, with a speed of 1^7 to 50 miles per hour. The line is 
double track, and the profile and alignment of the track laid with these ties are as 
follows: 
Profile : Feet. 

Level 2,24«.80 

On grades of 1 per cent 5,412 

On grades of .5 per cent - , 721.60 

On grades of .1 per cent 2,738.80 

Alignment : 

On tangents 3,090.69 

On curves of 1,640 feet radius 7,428.51 

The ties are made of iron and are of two forms, single and double. The single ties 
are made of two angle-irons 3.6 inches wide, 2.8 inches high, .36 inch thick, and 7.55 
feet long ; these are placed back to back and have the ends bent slightly outward. 
A rib on the bottom of each of the two rail chairs rests between the angle-irons, and 
each chair is secured by four rivets passing through the angle-irons and rib. The 
weight is about 165 pounds per tie. The double ties are placed 24 or 32 inches apart, 
and are connected at the ends by irons of the same section bent to the form of a U, 
the legs being parallel with the main angle-irons and riveted to them ; the ribs ox 
the chairs lie between the main and end pieces and are secured by the rivets. The 
double ties used at curves have the angle-irons about 32 inches apart, and weigh 308 
pounds each ; those used at the rail joints have the angle-irons about 24 inches apart, 
and weigh 290.4 pounds each. The single ties on straight lines are spaced 33 inches 
apart, centre to centre, and 32 inches from the joint ties. On curves two of the 
double ties are substitnted for four single intermediate ties, leaving one single tie at 
the middle. The double ties are spaced 32 inches apart, or 34 inches from the single 
ties. The ties were manufiictured by the Soci6t/^ Anonyme des Hants Fourneaux, of 
Maubenge. The first cost was about $45 per ton, and the expense of maintenance is 
said to be lower than that of track with wooden tics. These ties must be manufactr 
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need with great care, as otherwise the rivets may not fit exactly and may throw the 
track out of gaage. They are more expensive in first cost and are less advantageoas 
than ties of the Vaatherin type. The rails used are of double-headed section, 5.3 
inches high) with heads Sj.4 inches wide, and weighing 76.5 pounds per yard. The 
upper parts of the chairs are of the usual form, and the rails are secured iu them by 
keys. The ballast is of broken granite, and is about 22 inches deep between the 
rails and 12 inches deep under the ties, The width of ballast is 23.4 feet on top, ex- 
tending 3.4 beyond the ties. The road-bed at subgrade is fiat. 

Mr. Bricka stated in his lefcter that the Paulet and Lavaletto ties were only used on 
a short length of track. They have given satisfactory results, but on account of the 
high price and the chances for damage which they present, the ties derived from the 
Yaatherin type are much preferred, more especially as their advantages have already 
been demonstrated in other countries. Mr. Tyndall, division engineer, writing iu 
May, 1888, in regard to these Paulet and Laval ette ties, stated that those laid up to 
that date, for a length of 2.5 miles, had given satisfaction, no chairs having been 
broken and no rivets loosened. He thought that they would be better if made 8.2 
feet long instead of 7.55 feet, and that for sa nd ballast J^ irons should be used, with 
the inner fianges just wide enough to meet, so as not to allow the sand to pass up 
into the tie while being tamped. The track was good, and the cost of keeping it in 
repair was about the same as for the track alongside of it, which was laid on wooden 
ties. 

{B) Vautherin ties of uniform section for double-headed rails (See plate No. 5). — At 
the time of the report there were on the line from Paris to Bordeaux 4.25 miles laid 
with these ties on the section between Chartres and Bron, 3.1 miles were being laid 
on the section between Niort and La Rochelle, and ties were being manufactured for 
1B.6 miles more. Those on the first section were laid in January, 1887, under the 
supervision of Mr. E. Colin (See paragraph D). On this section the ties are on the 
level for about 1 mile, and for the remainder of the distance on grades of from 1.2 
percent, to .2 per cent.; about 2.67 miles are on tangents, and the rentainder on curves 
of from 1,804 feet to 9,840 feet radius. The line is single track, and the trafiic con- 
sists of twenty-two trains per day, the speed of the express trains being from 37 
to 50 miles per hour. Mr. Delaunay was the engineer in charge of the second sec- 
tion, the traffic of which consisted of twelve trains per day. The rails are of similar 
section and weight to those already described. The ballast is of sand and clean 
gravel, about 13.2 inches deep under the ties. The width of the ballast bed is about 
11.7 feet on top and 17 feet at the bottom. The road-bed at subgrade is crowned. 
The ties are of modified Vautherin type, of uniform section throughout, having the 
top table of uniform thickness, and having ribs instead of horizontal fianges on the 
lower edges. They are 8.2 feet long, 4.8 inches wide on top, 3.2 inches deep, and 
10.12 inches wide at the bottom; the thickness of the top table is .4 inch, while that 
of the sides varies from .28 inch near the bottom to .32 inch near the top. The weight 
is 126.72 pounds. In the track they are spaced 21 inches apart, center to center, at 
joints, and intermediate ties, 39.2 inches apart. No special arrangement of the ties 
is Qsed at curves. The ties are of mild steel and are manufactured by the Soci^t<S de 
Denaiu et d'Anzin, and cost about $30 per ton delivered at the track. The expense 
for maintenance during the first year is about the same as with wooden ties, but it 
diminishes afterwards. This type of tie has given general satisfaction, and judging 
from experience in other countries, they should have a life of at least thirty years. 
The chairs used are of cast-iron, of the ordinary form, but having a lug on the under 
side which fits into a slot in the tie; they are fastened by two bolts with J^ heads 
inside the tie. 

(C) Vautherin ties of varying section, for flange rails (See plate No. 6). — On the line 
from Paris to Bordeau X) (section between Chartres and Bron) 4.2 miles were laid in 
January, 1887, under the supervision of Mr. Colin (See paragiaph E). About 1 mile 
of this distance is on the level, the remainder being on grades of .7 to .1 per cent. ; 
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about 3.25 miles are on tangents, the remainder on carves of 5,000 to 8,200 feet radios. 
The traffic consists of twenty-two trains per day. The ballast is of broken {^ranite 
and the section of road-bed is as described in Paragraph B. The rails are of flange 
section, 5.2 inches high, 5.2 inches wide over the flange, with a head 2.4 inches wide, 
and weigh 78 pounds per yard. On the line from Tours to Sables (section between 
Bressuire and Sables), 4.6 miles were laid in March, 1887, under the supervision of 
Mr. Madelaine. About 1.25 miles are on the level, the remainder being on grades of 
1.4 to .7 per cent. ; about 2.1 miles are on tangents, and the remainder on curves of 
2,427 feet to 6,000 feet radius. The traffic consists of twelve trains per day. The 
ballast is of the same material and the road-bed is of the same general section as de- 
scribed above, except that the bed at subgrade is flat and not crowned. The rails 
are of flange section, 5.2 inches high, 4 inches wide over the flange, with a head 2.4 
inches wide, and weigh 70.4 pounds per yard. The ties are of the modified Vaatherin 
type, of varying section and thickness of top table, being somewhat similar to the 
"Post" type of tie (Netherlands State Kailways). They are very similar to those 
described in Paragraph B, but the thickness of the top table varies from .40 inch or 
.44 inch at the rail seat to .28 inch or .32 inch at the middle ; they are 8.52 feet long, 
with a top table 6 inches wide. They are bent to give the rails an inward cant of 1 
in 20, and the ends are closed. They are of mild steel and weigh 124.3 pounds each. 
They were manufactured by the Soci6t6 de Denain et d'Anzin, and cost |34 per ton. 
The expense for maintenance during the first year is about the same as with wooden 
ties, but it then begins to diminish. The ties have given good results and are ex- 
pected to last thirty years in service. The fastenings used are of two types; the first 
consists of a bolt on each side of the rail flange, the bolt having a J[, head inside the 
tie, and a clamp or washer held down on the rail flange by the nut ; the clamp has a 
projection which fits into a slot in the tie ; the second type of fastening cohsists of an 
arrangement of gibs and cotters, each side of the rail flange being held by a gib, and 
a vertical cotter being driven on one side. This latter type is said to be satisfactory, 
and to appear to be superior to the fastening by bolts and clamps, a result which is 
at variance with early experience with gib and cotter fastenings, it having been 
found, as a rule, that the cotter worked loose, or else rusted in so that it could not 
be moved and must be broken off, the whole fastening, as a rule, soon becoming loose 
enough to make a noisy rattling track. Some of the Crerman railways, and the West- 
ern Railway of Switzerland, also report good results from the use of an improved gib 
and cotter fastening. For rail lengths of 20 feet the end* ties are spaced 24 inches, 
center to center, and the intermediate ties 36 inches ; for lengths of 36 feet, the mid- 
dle and end ties are spaced 24 inches, center to center, and the intermediate ties 39.2 
inches. 

Mr. Edmond Colin, engineer of the First Division (Premier Arrondissement), sent 
me in July, 1888, a detailed report of experiments made under his charge on this di- 
vision, with three types of metal ties. The trials were made on the line from Paris 
to Bordeaux (section between Chartres and Bron), on a single track. These ties had, 
however, been in service too short a time to enable their durability to be determined, 
but no breakages had been observed since the ties were laid. They were all of mild 
steel, and were manufactured by the Soci^t^ de Denain et d'Anzin. They were 
spaced 24 inches apart, center to center at the joints, and 39.2 inches intermediate. 
The ballast used is very fine sand or gravel, mixed with 40 per cent, of broken flint ; 
it is brought up level with the top of the ties, and is about 14 inches deep under the 
rail seats, where it is packed into the tie. The ballasting has to be done with great 
care, and requires at first more continuous care with metal ties; but it holds In them 
better, and after the first year the maintenance requires considerably less time. The 
track on metal ties keeps in better line and surface and is more solid than track on 
wooden ties. The oak ties used cost 92.2 cents each, and 5.6 cents more if treated 
with chloride of *inc ; their average life is twelve years. The climate of the region 
is temperate^ bat the wooden ties are affected by the various conditions of thebajlast, 
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according to the seasons ; while moist in the spring and antamn, it dries completely 
in the summer; the fastenings then work loose and th^ tie has a tendency to split. 
With the metal ties the atmospheric influences give no cause for apprehension, and 
it has heen observed that these ties do not rust more than the rails. The traffic con- 
sists of fourteen passenger trains (the speed of express trains being 37 to 50 miles an 
hour) and eight freight- trains (carrying merchandise, grain, wine, and cattle) in 
twenty-foar hours. The locomotives are of three classes : (1) with two axles coupled, 
weighing 36 tons ; (2) with three axles coupled, weighing 33 to 37 tons; (3) with 
four axles coupled, weighing 53.3 tons; the load per axle is from 11 to 14 tons. Fol- 
lowing are the details of Mr. Colin's report : 

(D) Modified form of Fautherin type of tUf with uniform section and thickness throngh- 
out (See paragraph B).*— These ties were laid between November, 1886, and February, 
1887, for a length of 4.4 miles ; 1.25 miles was on tbe level and the remainder on grades 
of .13 to 1.15 per cent. ; about 3 miles were on tangents, and the remainder on curves 
of 1,640 to 9,840 feet radius. The section is uniform for the whole length, and is that 
of a y anther in tie of which the upper table is widened, and the sides have a rib 
along the bottom edge instead of a horizontal flange. Tbe tie is horizontal, quite 
flat, 8.2 feet long, 4.8 inches wide on top, 9.2 inches wide inside at the bottom, and 
3.2 inches deep ; the sides flare outward from the top and then turn down vertically ; 
the thickness varies from .28 inch and .32 inch at the sides to .40 inch on top. The 
weight is 129 pounds. The ends are bent down vertically to close the ends of the 
trongh. A few of the ties were coated with coal tar at the works; the others were 
not given any preparation. The cost was ^30 per ton at the market rates of 1886 
and |28 per ton at those of 1888. The maintenance expense dnring the first year was 
nearly equal to that of track with wooden ties, but it tended to diminish sensibly 

i after the first year. No special arrangements are made on curves. The rails are of 

t doable-headed section, 36.08 feet long, weighing 76.5 pounds per yard. They are 
^ carried in oast-iron chairs, which are similar to those used on wooden ties, but have 

a lag on the under side which fits into a slot in the top table of the tie. Each chair 
is fastened by two T-headed bolts, and the rails are secured in the chairs by wooden 
keys. The rails are laid to break joint, the joints are suspended, and are spliced by 
fish-plates and four bolts. The results obtained have been satisfactory, the track 
keeping in good line and surface. The passage of trains is as smooth as on a track 
laid with wooden ties ; at first it was a little harder, but there is now no difference. 
The maintenance presents no difficulty, and there is only one special precaution to 
be taken for lining of the track. To shift the track in lining up it is necessary, 
owing to the closing of the ends of the tie, to open up the ballast to the outside of 
the end of the tie on the side towards which it is to be brought back, and to open up 
the ballast in the interior of the tie from the opposite end ; unless this is done the 
track will shift back to its original position on the passage of the first train. The 
rail fastenings give no trouble. During the first few months there were some chairs 
broken, which was attributed to insufficient packing of the ties. Only one tie had 
been found broken; it was broken transversely under the chair, and the break ap- 
peared to be due to a defect in the manufacture. Tbe replacing of this tie was done 
without any difficulty by removing the ballast, sliding tbe new tie in under the rails, 
and then attaching the chairs. The ties behave well, and the only improvement 
suggested was the strengthening of the rail chairs. The opinion given was that this 
type of tie is quite satisfactory and gives perfect safety. 

(E) Modified form of Fautherin type of He, with varying section (See paragraph C). — 
These ties were laid in February and March, 1887, for a length of 4.46 miles; 1.24 
miles were on the level, and the remainder on grades of .12 to .7 percent. ; 3.53 miles 
were on tangents, and tbe remainder on curves of 4,920 feet to 8,200 feet radius. The 
general form is similar to that described above (paragraph D), but the section varies 
at different parts of the length, and the top table has an extra tliickness of metal at 
the r^ sei^ts. Tl^e tio is bent to give the rs^ils an inward inclination of 1 in 20, and 
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the ends are cloeed. The length is 8.52 feet; width of top table, 6 inches; weight, 
134.3 poands. Some are tarred at the works, the others are used without treatment. 
The price was $34 per ton at the market rates of 1886. The experience as to cost of 
maintenance has been the same as noted for the preceding type (paragraph D). No 
si>ecial arrangements are made on curves. The rails are of dange section, 36.08 feet 
long, weighing 76.5 pounds per yard. They are placed directly on the ties. Some 
are fastened to the ties by gib and cotter fastening, a vertical cotter being used ; the 
others are fastened by bolted clamps. There are two clamps to each rail ; they are 
of r~ shape ; the horizontal part bears on the flange of the rail and the vertical part 
rests on the tie and has a projection which fits into a hole in the top table of the tie ; 
a tee-headed bolt passes up through the tie and clamp and is secured by a nut on 
top. The track was first laid with even joints, but was then being changed to break- 
joint, that system being preferred ; the joints are suspended and are spliced by fish- 
plates and four bolts. The remarks as to results and maintenance are the same as 
for the preceding type described (paragraph D), except that the passage of trains 
was still a little less smooth than on track with wooden ties. The rail attachments 
gave no trouble and there had been no breakage. Experience up to that date had 
shown that the gib and cotter fastenings were better than those with clamps. The 
opinion given was that this type made a very solid track and one very easy for main- 
tenance. 

{F) Bo^enval and Pimsard He (See plate No. 6). — Ties of this type were laid in 
April, 1888) for a length of 298.48 feet on a tangent of a grade of 0.25 per cent. They 
are of uniform section throughout, and the cross-section is that of three troughs, the 
middle one open at the top and the two outer ones open at the bottom. The ties are 
horizontal, 8.2 feet long, 8 inches wide on top, 10.2 inches wide at the bottom, and 2.8 
inches deep; the width of the top is made up of two bearing surfaces 2.4 inches wide 
and a channel 3.2 inches wide ; the bottom width is made up of two channels 3 inches 
wide, a middle bearing 2.8 inches wide, and two flanges .7 inch wide. The thickness 
of top and bottom is .32 inch, and of the sides .20 inch. The. weight is 129.8 pounds. 
They were all tarred at the works, and the price was $2.48 each. The ends of the 
two outer channels are closed by riveted angle-pieces'. The rails are of double- 
headed section, 36.08 feet long, weighing 76.5 pounds per yard ; they are carried in 
cast-iron chairs a little stronger than those used with wooden ties, and having a lug 
on the bottom which fits into a hole in the tie. Each chair is fastened to the tie by 
four bolts. No special arrangement would be used for curves. The rails are laid to 
break-joint ; the joints are suspended and are spliced by fish-plates and four bolts. 
The results obtained had so far been satisfactory, and the passage of trains was as 
smooth as on a track with wooden ties. There had been no breakages, no trouble 
witli the fastenings, and no difficulty with maintenance, while the lining up was 
easily efiected; the maintenance would not differ much from that with other metal 
ties. The experience with this type of tie had been too short to allow of any definite 
opinion being given. It may be noted, however, that the shape is difficult to roll, 
and the tie can not be considered as easy to maunfacture. 

The double-headed rails used with metal ties are of ^'hour-glass'' section: 5.4 
inches high, with heads 2.64 inches wide and web .72 inch thick at the middle ; the 
radius of the top table is 3.6 inches for a width of 1.6 inches; the radius of the top 
corners is .38 inch, followed by an inward curve of .88 inch radius. The flange rails 
are 5.2 inches high, 5.2 inches wide over the flange, and 2.4 inched wide In the head; 
the head has a top radius of 8 inches, top corners of .32 inch radius, vertical sides, 
and .24 inch botfom radius. The clamps for flange rails are 2.56 by 2.24 inches over 
all for the outer flange, and 2.56 by 1.86 Inches for the inner flange ; the thickness 
is .52 inch, and the total depth 1.24 inches. The bolt holes are .84 iuch square; the 
nut washers are 1.28 inches diameter, with a hole .84 inch in diameter, and a thick- 
ness of .10 inch, fhe gib and cotter fastening consists of one gib on the outer side^ 
and on the inner side two gibs with a vertical cotter between them ; the cotter is 6 
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buSMB long, .8 inch thiek, 1.08 incheB wide at the top, and .76 inch wide at the bottoal. 
The oater holes in the tie are 1.56 inch long, and the inner ones 3.5 inches l<Hig^ th^ 
are 4.56 inches apart in the clear, and .88 inch wide. The chairs on the Vantherin 
ties have a hase of 13 hy 4.48 inches, the longer dimensions heing length- wise of the 
ties ; the jaws are 4.84 inches wide ; the holts are .76 inch diameter. The chairs for 
the Boyenyal and Ponsard ties have a hase of 8 by 11 inches. 

Mr. A. Delannay, engineer of the Saintes division (Arrondissement 
de Saintes), stated in Jane, 1888, in regard to the metal ties used 
on the section from Kiort to La Bochelle (See paragraph B), that the 
trials were made on a length of 3.1 miles ; the line was on a tangent and 
one carve of 3,280 feet radius, and had grades not exoeediog .5 per 
eent. (6 millimeters per meter). The track consisted of steel rails of 
doable-headed symmetrical section, 18.04 feet long, carried on six cross- 
ties and resting in chairs weighing 21 pounds each. The ballast, which 
was then being renewed, is of calcareous gravel, very dean and of 
coarse size, and exceptionally of broken stone screened. For the trials, 
Tautherin ties of uniform section were employed, weighing 130.24 
ponnds each, and laid six to a rail length. Special chairs are used, 
weighing 22.33 pounds, and having a lag on the bottom which fits 
iBto a hole in the tie. The bolts attaching the chairs to the ties do not 
work loose after the first tightening has been made. In laying the 
ties the rails and joints were not distarbed. For the six months they 
i haid been in service the ties had given good resalts in gravel and broken 
stone ballast, and made a very stable track, the riding on which was 
as easy as over a track laid with wooden ties. The packing had to be 
renewed rather frequently at first. This maintenance work caused an 
extra expense for labor of abont two meu per month, who have been 
added to the gang of five men, whose section of 4.96 miles includes five 
renewals of metal ties. The first ballasting holds better in sand or 
gravel than in broken stone. While the trial was too recent to enable 
him to pronounce on the results obtained, he considered it probable 
that six months later they would be able without difficulty to reduce 
tbe section gang to four men. The traffic consisted of five passenger 
trains in each direction per day, composed of 50 to 70 cars, and hauled 
by engines with four coupled axles, weighing 53 tons. 

Writing again in December, 1888, Mr. Delaunay stated that his opin- 
ion, in common with that of most engineers in France, was that the 
double-headed or bull-headed rail was the only form suitable with 
wooden ties for lines with heavy and fast traffic ; but he believed, nev- 
ertheless, that the flange rail on steel ties would possess all the supe- 
riority and advantages claimed by its advocates over those of the 
double-headed rails. The latter have, however, been used on metal ties 
on the State Railways only because there was a large stock of these 
rails which it was necessary to use. Trials with flange rails on metal 
ties have been made on other divisions with excellent results. He con- 
fddered that the cause of the metal tie had definitely gained its success, 
and that its advantages could only be contested by companies whose 



86 

financial conditions do not permit tliem to pay at once the existinsr dif- 
ference of cost between wooden and metal ties. 

The following information was presented by Mr. Kowalski at the In- 
ternational Bailway Congress held at Milan, Italy, in 1887 : 

Metal cross-ties were used in regular service for about 16.43 miles ; there were 2.48 
miles laid with ties of the Panlet type, 4.65 miles with a modification of the Vanthe- 
rln type of tie, using cast-iron chairs, and 9.30 miles with the ^^Post " tie. The first 
weighed about 220 pounds each, and the others about 125.4 pounds. They were all 
of mild steel, but it was intended to try 5,000 cross-ties of hard steel. • As the laying 
of these ties had only been commenced in December, 1886, no precise information as 
to the results could then be given. 

In August, 1889, the engineer-in-chief stated that since March, 1888, 
metal ties had been laid for a length of about 13.18 miles, 11.68 miles 
on the line from Tours to Sables d'Olonne, between St. Mesury and 
Bressnire, and 1.50 miles near the station at Ghartres. There had also 
been 70,000 ties ordered. The total length of the lines of this system 
. was then 1,609.5 miles, and the length actually laid with metal ties 
about 31.62 miles. 

Paris, Lyons and Mediterranean Eailway.— Iron ties wore 
laid on this line during 1862 and following years, but by 1872 they had 
all been taken out. The engineer stated in February, 1888, that these 
ties were more expensive than wooden ties, and were taken oat be- 
cause, on account of the constant traffic, they made a less firm track 
and lasted a shorter time. The ties were 7.34 feet long, 5.6 inches wide 
on top, 8.4 inches wide on the bottom, and 2.4 inches deep ; the thick- 
ness was .20 inch to .28 inch on the sides, and .32 inch on top, with a 
middle portion .52 inch thick for a width of 1.44 inches, this being 
given by extra metal on the under side of the top table. A gib and 
cotter fastening was used, and not being well adapted for this purpose 
was very likely the cause of the track being less firm than on wooden 
ties. On the Algerian lines owned by this company, however, 100,000 
ties were laid in 1870 and gave good results ; in February, 1888, 60,000 
more iron ties were being laid. The conditions on these lines, however, 
are not the same as those obtaining in France ; the burning climate 
causes the very rapid destruction of wooden ties, while the metal ties, 
much less injured by the passage of a very few trains, act sufficiently 
well in service, and enable a certain economy to be realized over the 
wooden ties on account of their longer life. (See "Algeria^). 

Vautherin ties were first used in 1864, on the line from Besanyon to 
Lons-le-Saulnier, then in course of construction ; 600 ties were used, 
which were manufactured by the Fraisans Works of the Iron Works 
Society of Franche Comt6. 

The present ordinary track is laid with rails 32.8 feet long, placed on 
twelve wooden ties in main track, or eleven ties at stations, and on 
branches where the speed is only about 31 miles per hour. In main 
track they are spaced 24 inches, center to center, at the joints, 28 
and 34 inches next to the joints, and 36 inches intermediate; for 
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branches th^y are spaced 24 iDches at joints, 30 inches next to the 
joints, and 3 feet 3| inches intermediate ; for sections with very heavy 
traffic 13 ties are used, spaced 32 inches center to center. Iron tie- 
plates, fastened by screws which hold the rails, are used on the ties 
next to the joint, and the outer angle-bar of each joint has a flange suf- 
ficiently wide to allow of the screw passing through it. To prevent 
creeping, some of the iron tie-plates have one side bent up to fit the 
rail-flange and web ; these plates are screwed to the fle and bolted to 
the web of the rail. 

Eastern Railway.— In February, 1888, the director of construction 
reported that up to that time they had made only very limited trials 
with ties of several forms, and had not been able to draw favorable 
conclusions for the adoption of any one of these forms in preference to 
ties of hard wood (oak or beech), simply injected with dead oil of coal- 
tar (creosote). These wooden ties thus prepared gave results which 
did not admit of doubt as to their superiority in first cost, in mainte- 
nance expenses, and in renewals. The trials \^ith metal ties were, how- 
ever, being continued, more with a view to the requirements of a prob- 
ably distant future than to any present interest. The company estimates 
that the life of its creosoted oak ties is about twenty-five years, and 
that, therefore, the present introduction of metal ties is not necessary. 
The road is of standard gauge. 

One of the most interesting forms of metal ties tried on this road is a 
tie designed by Mr. Guillaume, the engineer of permanent way, which 
has been laid for a length of about 13 miles (See plate No. 7). It is of 
trough or channel section placed in normal position, that is, with the 
open part upwards. It is 8.46 feet long, 10 inches wide and 3.2 inches 
deep ; the thickness at the bottom is 0.36 inch. The ends are bent 
down 3.28 inches below the level of the bottom, in order to offer resist- 
ance to lateral motion of the tie in the ballast. The weight of the tie 
is 171.6 pounds, or about 190 pounds including the fastenings. Each 
rail rests on two blocks of elm, creosoted and compressed; these block» 
are 8.8 inches long, 3.12 inches square under the rail, and have the top 
inclined to give the rail an inward inclination of 1 in 20 ; they are thick 
enough to carry the rail clear of the sides of the tie. The elm blocks 
are made in England, and give much better results than blocks of oak, 
not compressed, which have also been tried ; they have not allowed any 
slack or play, and have not been seriously depressed or cut under the 
flange of the rail. The absence of metal contact between the rail and the 
the sides of the tie is claimed as an advantage ; this might be true with 
such a form of tie, which would give only two narrow bearing surfaces, 
buD it has been conclusively shown with other forms of ties that the 
metal contact, where there is a wide bearing surface, need not.be objec- 
tionable if proper fastenings are used. The rail is fastened by two flat 
steel plates, cast and annealed, placed between the wooden blocks and 
sides of the channel ; each plate has a hooked lug on the upper part of 
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one end to hold the rail flange, and has also a stad on the side fitting 
inti> a hole in the side of the channel ; the plates weigh aboat 4.07 
ponnds each, or 16.28 pounds for the set. They can be placed or re- 
moved separately, after driving oat the wooden blocks, without distarb- 
ing the rails, thus rendering renewals easy ^ it would seem, however, 
as though the fixing of the plates and the driving of the wooden blocks 
back in place in case of renewals or repairs, would disturb the track 
and make a good. deal of work necessary to adjust it to proper line and 
surface and give it proper stability in the ballast. The depth from the 
head of the rail to the bottom of the tie is 8.76 inches. Mr. Bricka re- 
ported adversely to this form of tie, on account of the cutting away of 
the flanges or sides of the channel at the rail-seats, and he was of opin- 
ion that experience had shown that wooden bearing blocks were neither 
necessary nor desirable with metal ties. There are sixteen ties to a 
rail length of 39.36 feet, spaced 24 inches center to center at joints and 
30 inches intermediate, with the fourth and fifth ties from the end of 
each rail spaced 31.2 inches center to center. The ballast between the 
rails is level with the middle of the web of the rail, and on the outer side 
of the track it is level with the middle of the head of the rail. The 
engineer stated in April, 1888, that the provisional trials were satisfac- 
tory, but that they were restricted to making them on a very limited 
scale, the superiority of properly creosoted wooden ties over all forms of 
metal ties being established in the minds of engineers. The rails are of 
flange section, weighing 74.4 pounds per yard ; they are 39.36 feet long, 
laid to break joint. The {oints are suspended and are spliced by a pair 
of fish-plates with four bolts ; the inner plates are of deep section, hav- 
ing a vertical web projecting below the flange. 

In 1886 one hundred ties of the Post type had been laid. 

The following particulars were presented by Mr. Kowalski at the 
International Kailway Congress, held at Milan, Italy, in 1887 : 

There were placed, about 1865, 2,200 irou cross-tiea, 100 being of the Vautherin type 
and tbe rest of a type designed by the company's engineers as a modification. About 
1886 there were laid 100 ties of the Post type and 100 ties of a type designed by tbe 
engineer. The Vantherin ties weighed 88 ponnds, the company's old and new types 
109 pounds and 141.15 pounds, respectively, and the Post ties 169.61 ponnds. The 
two latter types were each laid with 50 ties on a tangent and 50 ties on a curve of 
3,608 feet radius, with a grade of 0.3 per cent, in the direction of the traffic. The 
traffic in 1886 consisted of 21,682 trains, of which 12,031 were passenger trains, %n6. 
9,651 were freight trains ; the average speed of passenger trains is 40.3 miles per hour. 
The heaviest locomotives, with four axles, weighed 56 tons. The tonnage hauled in 
1886 amount>ed to 4,616,000 tons. The rails were of steel, weighing 60.36 pounds per 
yard. The ballast was of a sandy nature, fairly good. The Vautherin ties were taken 
out in about six years; most of them were cracked. The company's old type of ties 
lasted better, but the work of ballasting was 45 per cent, greater than with wooden 
ties, and t\^ey were all taken out on account of the wear of the fastenings. The other 
types appeared to give better results, but the experience was then too short to ena- 
ble any opinions to be expressed. The passage of trains over these ties was very 
smooth^ and similar to that over wooden ties. 
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Western Railway.— The metal ties, of which I received partica- 
lars in March, 1888, were inveuted and manufactured by Mr. Ohappee, 
at Mans, and were laid, in May, 1887, for a length of about 656 feet on 
the Hue from Paris to Havre, under the supervision of Mr. Banchal. 
Tbey are on curves of 4,920 feet radius and a grade of 0.5 per cent. 
The tie consists of a wronght-iron inverted channel Irou, uiK>n which 
the rail-chairs are cast in place. (See plate "No. 7.) The channel iron 
is 8.2 feet long, 8 inches wide, and 2.8 inches deep ; the thickness of the 
top table is 0.36 inch. The upper part of the cast-iron chairs is of the 
a ual form for a double-headed rail, but there is a wing of ~|-shape on 
each side, which fits over the side of the tie. These wings are 4 inches 
wide, 4 inches thick at the side of the tie, and 3.6 inches deep below 
the top of the tie. They thus embrace the flanges of the channel and 
project 2 inches inside and outside of them ; while at the middle, under 
tbe rail, they completely fill the space inside the channel. The width of 
the lower part of the chairs, over the wings, is 12 inches, and the rails 
have a bearing for that distance, which is double the bearing given by 
an ordinary chair. In each side of the tie are two holes 0.8 inch 
diameter, one to each chair, through which the metal can flow and 
so securely fasten the chair in its place. Both chairs are cast at the 
same time. The weight, including chairs, is about 297 pounds. The 
cost is about $3 per tie, the channel-iron itself costing $2. The time 
of the trial — one year — was then too short to permit of the mainte- 
nance expenses or the probable life being determined. The ties are not 
painted or otherwise protected against rust, and no special arrange- 
ments are made for curves. The rails are of steel, of double-headed 
section, and weigh 78 pounds per yard. They are secured in the chairs 
by wooden keys. The joints are suspended and are spliced by a pair 
of fish-plates and four 1-inch bolts. One of each pair of plates has a 
vertical web projecting below the rail. The ballast is of quarry chips, 
about 12 inches deep under the ties. The road bed at subgrade is hor- 
izontal. The ties are spaced as follows : For a rail 19.668 feet long, 24 
inches, center to center, at joints, 28 inches next to the joints, and 32 
laches intermediate ; for a rail 26.24 feet long, 24 inches at joints, 29.08 
inches next to the joints, and 34 inches intermediate, except the middle 
ties, 34.04 inches. The climate is temperate, its hygrometric condition 
average, and it exercises no particularly destructive influence on the ties, 
la March, 1888, the director of works stated that there are found in 
France, in quantity more than sufficient to meet the demand, excellent 
species of wood for ties, which are delivered in the form of ties at ad- 
vantageous prices and which would always be given the preference 
over metal ties. Under these conditions, and without being indifferent 
to the investigations which have been made in various places in regard to 
the substitution of metal for wood for service as ties, this company had 
only made very limited trials of metal ties. In sending particulars of the 
tie above described, it was stated that the experiments were too recent 
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to enable any reliable conclasions to be drawn as to tfae advantage of 
disadvantages, or any opiuioDH to be Ibrmed based on the experience 
acquired. These trials are not of siny immediate interest to the com- 
pany, as the railway is largely, and under advantageous conditions, 
supplied with ties of oak or beech of good quality, which when ere- 
osoted cost about $1 each and last about twenty-five years. 

In a short article in the Revue G4n6rale des Ohemins de Fer, March, 
1880, Mr. Glerc, the director of works, stated that after having made 
trials, lasting during two years, of the metal ties already described, on 
parts of the line under the heaviest traffic, the company had ordered 
5,000 more of the same type, with some modifications suggested by expe- 
rience, in order to carry on the experiments on a large scale. This ad- 
ditional step is interesting, when the statements made by Mr. Glerc in 
March, 1888, are considered, as the metal ties seem to have been looked 
opon with favor in spite of the plentiful supply of wood. (Mr. Ghappee 
also proposes to make the tie with the channel-iron placed with its open 
side upward.) 

The company exhibited specimens of its track at the Paris Exposition 
of 1889, and the following tables of weights are taken from Engineer- 
ing, August 9, 1889. 

Tab le of metal track, ( H eight per yard=527 pounds) , 



Material for 39 feet 4 iochesof traok. 



2 rails, 39 feet 4 ;nche8 long, 88.7 pounils per yard 

2 pair of fiHh-platt^e 

8 nsh-boIt8. 1 inch diameter 

18 metal tiea (132 pounds of steel. 110 pounds of cast-iron) 
36 keys, David system 

Total 



Unit 
weights. 



Pounds. 
1,164 

U 
242 

2i 



Separate weights. 



Steel. 



Pounds. 
2,328 
75 

2,'380 
80 



4,863 



Cast- 
iron. 



Pounds. 



1,984 



J| cfo4' 



Wrought 

il-OD. 



Pounds, 



12 



12 



Table of ordinary track. ( Weigh t per yflrd^=388 pounds). 



Material for 26 feet of track. 



2rails, 60 ponnds per yard 

4fi8h-plates 

1 ^ tie- plates - 

8 fish-bolts, 8even-ei«;hths inch diameter .^ 

\i screws, seven-eighths inch diameter and 4^ inches 

long 

48 screws, seven-eighths inch diameter and !;} inches 

long 

IQ ties 

16 keys 

Total 



Unit 
weisihts. 



Lbs. 
529 
34i 
33 
1 



0.8 
;65 
24 



Separate weights. 



Steel. 



Lbs, 
1.058 



35 
1,162 



Cast- 
iron. 



Lbs. 



528 



528 



Wrought 
iron. 



Lbs. 



8 

9 

38 

65 



Wood. 



Lbs. 



1.650 



1,650 



r 



I. 
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In 1875 the company adopted a Rteel flange rail, weighing only 60 
pounds per yard, to reduce the expense ; since then the track on grades 
and sharp curves has been strengthened by the use of angle-bars on 
the inner side of the joints, ten ties per railleugih instead of nine, and 
iron tie-plates on each tie except those at the joints. The angle-bars 
are fastened to the ties by coach screws, to prevent creeping of the 
track. The wooden ties are creosoted with dead oil of coal-tar, at the 
company's works. At first the Bethell process was used, requiring 35 
to 40 pounds of creosote for beech ties. Since 1876 the ties are first 
steamed under a pressure of five atmospheres, reducing the amount of 
creosote to 26 or 28 pounds and giving it a better distribution among 
the fibers. The oak ties are said to require 8 to 11 pounds of creosote. 

Northern Kailway. — In February, 1888, Mr. Oontannin, engineer 
of permanent way, stated that this road had laid on its Belgian lines 
1,700 ties of the S^v^ac type during eighteen months, and was then 
about to place 10,000 of these ties on its French lines. In order to es- 
tablish a comparison, allowing for the great difference between the first 
cost of wooden ties and that of metal ties, it was hoped that a sensible 
economy would be realized in the maintenance expenses, but the ex' 
perience was then too short to enable an opinion to be pronounced. (See 
Belgium.) 

At the International Railway Congress held at Milan, Italy, in 1887, 
Mr. Ko walski stated that 1,500 ties of the S6 verac type had been in use 
on this company's Belgian lines for about two years, and had given 
good results. (See "Belgium.") 

Southern Railway. — In September, 1889, this company reported 
that no metal ties have been used, even for experiment. 

Paris and Orleans Railway. — This company reported in March, 
1888, that no trials had been made with metal ties, as the forests in the 
neighborhood of the railway enable the company to count upon suffi- 
cient resources for a long time to come. The woods used are oak and 
pine. The average price of the oak ties is 90 cents each, and their aver- 
age life is fifteen to sixteen years. The pine ties, which are being aban- 
doned, cost 66.4 cents each creosoted, and 61.4 cents treated with sul- 
phate (presumably of copper, but not stated) ; the average life of the 
latter is ten years ; the creosoted ties are of too recent date for conclu- 
sions to be drawn as to their life. 

TIES. 

PauUt and Lavaletle tiea, — These ties have been described under the headiDg of the 
State railways, on which lines they are used with double-headed rails. They are also 
made for flange rails, the only difference being in the form of the chair, which has a 
flat-top with two lugs, a key being driven between one lug and the rail-ilange. The 
chairs are secured by three rivets. The ends of the angle-irous may be straight in- 
stead of flared out. The weight of ties for standard gauge tracks is 165 pounds, with 
chairs for double-headed rails, and 154 pounds with chairs for flange-rails. The ties 
are also made for meter gauge lines, and may be made of tee-irons instead of angle- 
irons if necessary (See plate No. 5). 
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The Brunon Ues* — These ties are of pressed steel, and were invented by Mr. Barthol- 
emy Brunon, but have, I believe, not been put in service. They are of p section* 
narrow and deep at the middle and broad and shallow at the ehds, the sides sloping 
np to the top table. The thickness is .32-inch throughout, and the weight about 77 
pounds per tie. The rail seats are pressed up and holes are made 'in the sides of the 
elevated seat for the ends of a bent bolt which lies within the tie. For flange-rails 
clips are used which hold the flanges and are fastened by the bolt. For doabie-headed 
raile the same plan is adopted but the clips are larger, one bearing againat the web 
and lower head of the rail, and the other embracing the side of the lower head. At 
the joints angle-bars are used having an extension of the flange bent to fit the enrve 
of the rail-seat, the bolts passing through these flanges in the same way as through 
the ordinary clips. The ordinary joint bolts are used. 

The Deoauville ties. — ^These ties are used for the well-known system of Decanville's 
portable railways, which are for narrow-gauge plantation lines, contractor's lines, 
light railways, etc. They are of inverted channel irons, with the flanges bent ronnd 
to close the ends. The rails are usually riveted to the ties. A line of 24 inches gauge 
was built on this system through the grounds of the Paris Exposition of 1889 ; the 
ties were about 3 feet 7f inches long, 5.6 irches wide, 1.16^ inches deep, and .20-inch 
thick ; they were spaced 10.4 inches apart, center to center, at the joints, and 85.56 
inches intermediate. The rails were of flanged section, 2.4 iuches high and 2.5 inches 
wide; each rail was fastened to the tie by three rivets, two through the inner flange 
and one through the outer flange. The sections of track were 16.40 feet long, with 
fish-plates at the rail joints. This track could carry a service load of 3 tons per axle, 
and a 48- ton gun was hauled over it by using four trucks with four axles each, the 
trucks being coupled in pairs. The line was used for passenger and freight traffic, 
and was operated by compound, four-cylinder, double-truck engines, weighing 11.3 
tons in working order. The tramway at Laon is laid with a similar track and oper- 
ated by similar engines. This line has grades of 6 per cent., with curves of 88.56 feet 
radius. For particulars of these two lines see Engineering News, New York, Septem- 
ber 1, 1888, and June 1, 1889. The system is also referred to in the part of this re^rt 
referring to " Light and Portable Railways.'* 

The Goupillou ties. — These are a modification of the Yautherin type of tie, and 
resemble the ** Post " tie ; but there is claimed to be less work done on the metal 
than with the **Po8t" tie, which is bent to give the inclination to the rail. The 
fastenings are entirely different in character. The ties are horizontal, but at the 
rails the metal is thickened, and so shaped as to form a rail seat giving the desired 
inclination, and having a depression to receive the flange of the rail. They are 8.85 
feet long, 5.2 inches wide on top, 9.2 inches wide at the bottom, 4 inches deep over 
all ; the sides are vertical for 2.6 inches from the bottom. The thickness of the sides 
increases from .24 inch at the bottom to .28 inch at the top ; the top table is .36 in'cb 
thick, but extra metal is added on the underside, making it .52 inch thick for a width 
of about 2 inches. The thickness under the rail is .76 inch. The rails are fastened 
by screws of different forms, the heads being wide and holding the rail-flange. They 
may be (1) — only long enough to screw through the thickness of the metal of the 
tie; or (2) — long enough to screw also through a thick iron washer inside the tie, 
which takes both the screws; or (3) — the ordinary long screw spikes used iu Enro- 
X>ean railway practice may be used, screwing into wooden blocks placed iuside the 
tie, one under each rail. The ends of the ties are closed. For rails of 56 to 60 pounds 
per yard, the ties would weigh between 132 and 154 pounds each. These ties have 
not, I believe, been put in service. 

The La Gressiere ties. — These are cross- ties of deep inverted chauTiel section with 
vertical sides and a rib on each bottom edge. Along the whole length of the top 
table is a deep groove. A tie-plate the full width of the tie is riveted at each rail 
seat. The rail is fastened by broad clamps or flat spikes, which pass through slots in 
the tie-plate, and project down into the groove in the tie. A long taper keyorcotler 
is driven horizontally through a slot in the lower part of each rail clamp, holding 
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tbem tightly in place. The ties weigh 66 poands for meter gauge lines, and 131 to 
132 ponnds for standard gauge. They are said to have been tried on the Eastern 
Railway, bat no information respecting them has been furnished by that road. 

SUMMARY OF METAL TRACK FOR FKANCK. 



Railways. 



State P 

Eastern 

Western 

Northern 

Total 



Cross* ties. 



MiUt. 

31.02 

13.00 

2.50 

5.00 



52.12 



HOIiliAND. 

General. Kemakks. — Mr. Post, iu bis paper presented before tbe 
Society of Civil Eugiueers, France, in 1885, stated tbat Holland was a 
country not possessing any metal tie producing industry, but able to 
obtain plenty of cbeap native and foreign timber, tbe latter being im- 
ported, at a low rate, by sea, river, canal, and rail. Il^evertheless, nearly 
all tbe railways bave been using metal ties for some years, not on ac- 
count of pressure from tbe government, but because they are persuaded 
tbat it is to their own interest. 

In Mr. Bricka's report to tbe Minister of Public Works of France, in 
1885, is given tbe following table of mileages : 

Table of miteage of raitwatf irack. HoUand, 187S-1884. 



Year. 



1878 
1K79 
1880 
1881 
18)12 
1883 
1884 



Main 


Local 


lines. 


lines. 


1027. 34 




1034. 78 


» B • • « •  


1068.20 




1006. 66 


3.10 


1126.54 


4.34 


1235.66 


4.34 


1270.06 


39.68 



Total 


Woo<l*»u 


track. 


ties. 


1764. 52 


1653.54 


1624. 40 


153a 84 


1718.64 


1589. 68 


1778. 78 


1627.50 


1022. 62 


1750.88 


2066.46 


1876. 12 


2204. 16 


1988. 34 



Metal longi- 
ludiuals. 



.62 
10.54 
10 34 
10.54 
10.54 
10.54 
7.44 



Metal 

cross 

ties. 


Stone, 
etc. 


49.60 
76.02 
11&42 
140. 74 
161. 20 
170.80 
203. 08 


" 4.'34 



Netherlands State Kailways. — Tbe Netherlands State Kailway 
Company, which operates the system of railways-owned by the State, 
has had a thoroughly intelligent, careful, and practical investigation 
made as to the merits and advantages of different forms of ties. The 
company was singularly far-seeing, and when tbe engineer began the 
work he began with a careful system of records a3 to the track and the 
results obtained.. Mr. Post, the engineer of permanent way, during the 
earlier experiments designed and adapted a special form of tie which, 
after some modifications shown by experience to be desirable, has been 
adopted as the standard form of metal tie on this railway system, and is 
also extensively used in other countries. This is the cross-tie of mild 
steel, of varying thickness and cross-section, which is now so well 
known as the ^^ Post" tie* 
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In 1865 the company put down on the Deventer and Z wolle line 10,000 
ties of the Cosijns type. (See i)late No. 8.) Bach tie consisted of an 
ordinary I beam, laid with the web horizontal ( m ) ; under each rail was 
an oak block with a groove cut in it for the rail flange ; the rail was 
fitstened by two bolts. The ties were 8.85 feet long, 8 inches wide, and 
weighed 124.74 pounds each. The results on the whole were satisfac- 
tory. The cost of packing had not been much higher than with wooden 
ties, and the renewals of the wooden blocks had not cost more than 
those of wooden ties. Experience showed, however, that the fasten- 
ings were defective, the bolts being too long and permitting a trans- 
verse sliding of the blocks with the rails on the tie. For this reason 
it was found better to attach the rails directly to the metal ties. In 
1880 the company again took up actively the question of metal track, 
and at that time Mr. Post was directed to inyesligate the results of 
trials made by other companies. Acting upon his report the company 
decided to select the type of tie which seemed the best adapted for 
the purpose, to place it in the track, and to observe it carefully j also, 
to lay a section of track on wooden ties, in continuation of the track 
on metal ties, and under the same condition of line and traffic. It was 
further resolved that the following year a second type of metal ties 
should be selected, profiting by the experience of other countries, and 
endeavoring to avoid any defects observed in the first type, in order to 
be able to form opinions as to the comparative merits of the different 
types. In 1886 the company had, besides the types of composite (iron 
and wood) ties of Cosijns and Benson, six types of metal ties and three 
types of fjistenings. While continually improving the ties, it was de- 
cided in 1884 to adopt the latest types, as improved by Mr. Post. This 
track consisted of steel cross-ties of varying section, weighing 110 to 
121 pounds, with bolts 0.88 inch diameter, having eccentric necks^ steel 
clamps for the rails, and plain Verona nut locks. 

The trials were all made on the Liege and Luxembourg line. The 
several types of ties were as follows : (See plate No. 8.) 

(0) Oak ties of half-round section, 8.53 feet long, 4 inches wide on top, 11 2 inches 
on the bottom, 5 inches deep. There were 1,120 laid in 1881. 

(1) Rolled iron ties of inverted trough section (** Vautherin" type), weighing 88 
pounds each ; 7.71 feet long, 9.4 inches wide at bottom ; they were bent up at the 
end at an inclination of 1 in 20, and the extremities were closed. In 1881 there were 
4,133 of these laid. 

(II) Rolled iron ties of similar section, weighing 104 pounds each; 8.20 feet long, 
8.8 inches wide at bottom over the flanges ; the ends were inclined at the rail seats 
and then curved down ; Ibhe extremities were closed by angle-irons and two pieces 
of angle-iron were riveted inside at the middle 20 inches apart. In 1882 4,001 of 
these were laid. 

(III) Mild steel ties of inverted channel section, with wide horizontal flanges at the 
bottom (Haarmann type) ; they were of the form used on the Prussian State rail- 
ways and weighed 110 pounds each ; 8.20 feet long, 10 inches wide over the flanges, 
and of similar longitudinal section to No. 2. In 18S3 2,089 of these were laid. 

(IV) Mild steel ties similar to No. 3, also as used on the Prussian State railways, 
but weighing 114.4 pounds each. At the middle, and placed 16 inches apart, were 
two riveted pieces of Z-iron. In 1883 2,090 of these were laid. 
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 (V) Mild steel ties of inverted trough section ('* Vautherin " type), 8.53 feet long, 

I 8.8 inches wide at the bottom, weighing 95.5 pounds. The tie was horisM>iita}, bat 

at the rail seats for a distance of 10 inches the metal was pressed uj.* ootd to the de- 

I sired inclination and at the end of the rail seat the metal sloped back to the normal 

level of the tie (Hosch-Lichthammer method). In 1884 11,680 of these were laid. 

I (VI) Mild steel ties of inverted trough section, but ot polygonal instead of pyrara- 

I idal section ('^Posf type). They were rolled with varying section and thickness 

and an inclination of the rail seats. The bottom was horizontal, with the closed ends 
projecting below it. They were 8.36 feet to 8.7 feet long, 9 inches wide at the Iwt- 
tom, 3.3 inches deep ; 110 pounds weight, or 121 pounds for curves, grades, etc. The 
price in May, 1886, was $21.3 per 2,200 pounds at the works. All the ties, whether for 

I tangents or curves, had the fbur holos drilled in identically the same places. In 

I 1884 and 1885 47,338 of these ties were laid, and 50,000 in 1886. 

! 

The fastenings were as follows : (See plate No. 8.) 

I (A) Iron bolts, .76 inch diaineter, with eccentric necks, giving .08 inch to .56 inch 

I a^JQstment of gauge. Iron clamps and Verona nut locks were used. These were 

used in 1881, 1883, and 1884 for types of ties I, III, IV, and V. 

(B) Steel bolts of Ibbotson^s type, having x-heads. A square washer received the 
thrast of the rail flange and gave an adjustment of gaage of .08 inch to .64 inch ; the 
rail clamp was of channel shape, one leg resting on the rail flange, and the other on 
the tie, outside of the gange plate. This is the Roth and Schnler system and was 
used in 1882 for ties of type No. II. 

(C) Steel bolts .88 inch diameter, with eccentric necks, giving an adjustment of 
gange of .32 inch to .64 inch. The steel rail clamps had the upper surface r6ughened 
to give a grip to the Verona nut lock. A few bolts of special dimensions were used 
at the extremities of curves. These were laid in 1884, 1885, and 1886 with ties of 
type No. VI. 

During 1886 and 1887 three more types of ties were designed by Mr. 
Post, as follows : (See plate No. 8.) 

(VII) This type was in general similar to No. VI but was narrower and deeper at 
the middle than at the ends, the bottom swelling downward and the sides at the mid- 
dle flaring inward so that the bottom edges nearly met. It is more easily laid in the 
ballast, but is more difficult to manufacture. 

(VIII) This Is similar to No. VII, but at the narrow part the sides flare outward 
in /\-8h&pe ; bottom width 9.4 inches at ends and 5.4 incbes at the middle. Types 
VIII and IX are easy to manufacture. The object of narrowing the tie at the middle 
is to throw the principal bearing at the rail seat to insure the stability of the track ; 
it also increases the rigidity of the tie. 

(IX) This is similar to No. VIII but has the bottom horizontal, the increased depth 
at the middle being obtained by cniving up the top table. 

At the end of 1886 there were 134,000 metal ties in service, the 
weight, date, claims, etc., of which are given in a table, which will be 
found a few pages further onj in the company's report to the Railway 
Congress of 1887. 

Of 124,000 ties laid since 1880, not one had to be removed. The 
ties of types I^os. VI to IX, being of varying section and thickness, cor- 
responded to weights of 126.60 and 139.15 pounds of ties of uniform 
thickness, an economy of 15 per cent. In the Dutch contracts, oflScial 
account is taken of this difference in weight to compare the behavior of 
ties of varying section with that of ties of uniform section ; it is the 
price per tie, with an equal section under the flange of the rail, which 
^des m the gelection. The price paid by the company previous to 
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1887 for steel ties of varying section, not narrowed at the middle and 
not tarred, was about $20 per 2,200 pounds at the works. The price 
per tie was about $1.10 to $1.20. 

The following table gives the results of these trials, showing, cost of 
maintenance; the prices do not include first cost. Twelve of the sec- 
tions are in rough country, with a traffic of twenty-five or more trains 
per day; the other nine sections are in flat country, with fourteen trains 
per day. All are single track. The varying conditions of grades and 
curves appear to have no particular effect upon the cost of maintenance, 
but the cost is affected materially by the amount of traffic, being mucU 
higher on the divisions with twenty-five trains than on those with four- 
teen trains. Eespiking on the trial divisions laid with wooden ties was 
carried on in- 1886 and 1887, so that the cost would not be less for 1887, 
and it would tend to increase with the age of the wood. None of the 
oak ties had needed renewing, but it soon became necessary, and this 
work, apart from the cost of new material, increased the maintenance 
expenses considerably. On the other hand, these expenses with metal 
track were generally highest during the first year of service, gradually 
diminishing thereafter. 

Cost of maintenance on trial tracks with wooden and of metal tieSj Netherlands State Railway 

Company. 



S 



P 



H 



1 

2 

*3 

6 

7 

8 

*9 

11 

12 

14 

17 

21 

22 

4 

*5 
10 
13 
15 
16 
18 
19 

20 

23 
24 



03 

if 
P. 

« 

P 

a 
H 



25 

25 

25 
25 
29 
25 
25 
25 
25 

25 

2u 

25 

25 

14 
14 
14 
14 
14 
14 
14 
14 

14 

14 
14 



Section of line. 



LiAge-Tongres 
...do 



Bilsen-HaBselt. 
Li6g«-Tonpie8 . 
Lierft-FIcmalle. 
Toiigies-Bilsen 
Bilst'ii-EIasselt. 
Li^ge-Tongies . 
— do 



...do. 
...do. 

do. 

...do. 



Hasselt-Wychraael. . . 

Wychmael-Acbel 

Hasselt- Wy chinael 

.. do 

. , do 

Achel-EiDdhoven 

....do 

— do , 



.do 



From— 



To- 



St: 
BB 



OD 
> 

V 

(4-1 *-> 

O 9 
ID S 

s 



4 



.do 

.do.... 



3 4 

Kilom. Kilom. 

15. 620 14. 612 

16.666 15.620 

41. 093 40. 170j 

7. 946 7. 4321 
1.831 1.^93' 

25.031 24.5701 

43. G25 43. 349' 

3. 790 3. 640 
12. 787 12. .'>2H 

4. rO'J 3. 790 
3.610 2.836 

12.528 12.315 

4.412 4.302 

4. 7.55 4. 748 

8. 000 0. 000 

22. 238 21. 130 

32.673 31.940 

8.408 7.301 

1.56' 1.218 

1.218 0.7C5 

47. 334 47. 795 

47. 795 48. 256 

46.86S 47.334 

52. 709 52. 032 

57. 34?. 50 50. 425. 9 
57. 425. 95157. 509. 10 



12.0 

12.0 J 

1.21 

16.0 

level. 

8.0 

4 

16.0 

13.0 

1 16.0 
13.01 

^ 16. 
16.0 



2.9 
3.4 
3.9 
6.5 
6.5 

o:8 

level. 
0.8 

1.0 

1.0 
1.0 



5001 

7r)0 

straight. 

straight. I 

1,000 

1, 000 

straight. 

straight. 

350 

500 

350 

600 

530 

1,000 



straight. 

straight. 

straight. 

500 

500 

2,000 

straight. 

straight. 

5 2, 000 

^straight. 

2,000 

2,000 



a 




•r^ 




^_ 




e4 


OD 






<fH <0 


«M 


^Z 


o 


^a 


0) 


♦rf 


Xi 


tc 

a 


B 


0) 


& 


h^ 


^ 


7 


8 


1.008 


1,120 


1.046 


1,133 


0. 923 


1,000 


0.514 


600 


0.438 


500 


0.461 


500 


0.276 


300 


0.150 


201 


0.259 


300 


1.016 


1,328 


0.213 


^ 250 



0. 
0. 



0.117 
1.000 

1.108 
0. 733 
1.107 
0.344 
0.453 
0.461 
0.461 
0.4G6 

0.677 

0R3. 40 
083. 15 



200 
1,081 

1,200 
800 

1, 200j 
4001 
500 
500 
500 
605 

735 

93 
93 



Types. 



Ties. 



9 

Oak. 

I. 

I. 

II. 

II. 

II. 

II. 

II. 

II. 

III. IV. 

IV. 

VI. 

VI. 

T. 

I. 

II. 

IT. 

in. IV. 

III. 

IV. 

V. 

VI 

VIIL 
IX. 



Fasten- 
ings. 



10 

Spikes. 

A. 

A. 
B. 
B. 
B. 
B. 
B. 
B. 

A. 

A. 

C. 

C. 

A. 
A. 
B. 
B. 
A. 
A. 
A. 
A. 

C. 

C. 
C. 
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Cost of maintenance on trial tracks with wooden and of metal ties, etc, — Continued. 



i 

I- 



»4 
« 

a 

d 

a 

•a 

H 



] 

2 

•3 

6 

7 

8 

*9 

11 

12 

14 

17 

21 

22 



When 
Uid. 



SO V 

^ o 



Ji 

1881 
1881 
1881 
1882 
1882 
1882 
1882 
1883 
1883 
1883 
1883 
1885 
1887 



4 


1881 


*5 


1881 


10 


1883 


13 


1883 


15 


1883 


16 


1883 


18 


1884 


19 


1884 


20 


1885- '86 


23 


1887 


24 


1887 



Jaly 1,1881 

....do 

Sept. 1,1881 
Jan. 1, 1882 

do 

— .do 

Oct. 1, 1882 
. .. .do ....... 

....do >..... . 

do 

Apr. 1,1885 
June 1,1887 

Judo 15,1881 
Sept 1,1881 
Jan. 1,1882 
Sept. 15, 1883 

do 

Mar. 1,1884 

«1o 

— do 

June 1,1886 
Sept 1,1887 
...do 



Days in service. 



4. 

.a 



08 flOO 



o ^ 
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2,375 
2,375 
2,313 
1,826 
1,826 
1,826 
1,826 
1,553 
1,553 
1,553 
1,C53 
1,005 
214 

2,390 

2,313 

1,826 

1,569 

1,560 

1,401 

1,401 

1,401 

579 

122 

122 



1887. 



14 



365 
365 
365 
365 
365 
365 
365 
365 
365 
365 
365 
365 
214 

365 
365 
365 
365 
365 
:'.G5 
365 
365 
365 
122 
122 



Cost of maintenance in francs per kilometer per day.. 



1881. 



•15 

0.159 
1.128 
1,930 



1882. 



1« 

0.217 
0.42:1 
0.829 



1883. 



1884. 



06.635 
1.584 



0.595 
1.027 



17 

1.226 

0.576 

1.884 

1.214 

1 582 

1.670 

1.687 











18 



1885. 



1886 



19 



0.396 0.403 



0.614 

0.790 

1.077 







0.195 
0.256 
0.489 
0.277 
0.533 
0.861 
1.084 
0.891 
1.647 
1.132 



0.198 
0.326 
0.475 
0. 4:{3 
0.246 
0.311 
0.299 
0.551 



0.086 
0.901 
0.6:i8 
1.160 
1.253 
0.953 
1.974 
0.465 
1.792 
1.111 
0.036 



!»0 

1.101 
0.538 
0.383 
1.112 
0.494 
0. 118 
0.278 
1.187 
0.264 
0.867 
0.498 
0.078 



1887. 



9 a 

1^ 



^1 



0.156 
0.536 
0.329 
0.438 
0.412 
0.143 
0. 372 
0.897 



0.418 
0.569 
0.503 
0.879 
0.258 
0. 329 
0. 5:j3 
0.277 
0.144 



31 

0.423 
0.842 
1.135 
0.552 
0.573 
0.046 
0.625 
1.660 
0.746 
1.610 
1.000 
0.983 


0.297 
0.227 
0.595 
0.583 
0.429 
0. 802 
0.651 
0.492 
0.252 





9S> 

0.605 
0.650 
0.9o2 
O.80I 
0.817 
0.725 
0.881 
1.389 
0.557 
1.392 
0.870 
0.495 


0.407 
0.632 
0.596 
0.543 
0. 313 
0.421 
0.471 
0.554 
0.212 





*Marshy groand. 

Bbxabks. — These trial-lengths are on single-track road. First groap, 25 to 29 trains per day ; sec- 
ond grunp, 14 trains per day. Kails, 76. 45 pounds per yard ; steel angle splice bars. Ballast— gravel, 
sand, and cinder. Heaviest engine on these lines. 50 tons, -with 13^ tons on the heaviest axle ; heaviest 
eugine on other lines, 68 tons with 13.9 tons on the heaviest axle. Si>eed np to fiQUiniles per hoar (on 
some parts 60 miles per hoar). A. day's maintenance per man coata 2.19 francs ; the results of oolamns 
15 to 22 may be transformed into days by dividing by 2.19. ' The tigiires in columns 15 to 22 give the 
expense for work of maiutenancd, not the expense' for purchase of new spikes, bolts, washers, etc. 
Kot one of the metal ties in this table, nor of the 124,000 steel ties in use on other lines of the Nether- 
lands State Bailway Company, has broken in the track. 

Mr. Eeusou, engineer of the Liege and Luxembourg division^ has 
stated that the actual cost of maintenance per kilometer for track on 
metal ties, after three and a half years' service, was equal to that for oak 
ties of the same age; the cost of the latter would, however, go on in- 
creasing until renewals became necessary, as they would ere long, while 
the cost for metal ties would diminish, owing to the settling together of 
the pieces. The ties of type No. I tended to shift, and after some months 
of service a number of bolts worked loose in a very short time. The 
shifting of the ties was prevented by filling in the ballast on the outside 
of the traok to the level of the rail-heads. The use of steel nut-locks 
prevented the loosening of the bolts, so that only one inspection and 
tightening per year was needed. Experience with some nut-locks of 
poor quality led Mr. Post to the opinion that such were worse than 
none at all; he prefers the nut-locks with one spiral turn to those with 
two turns, the latter giving less pressure and not retaining their spring. 
The labor of maintenance was about .35 day's work per day -kilometer; 
Jhe labor ofi long sections of line with uniform types of ties was even 
22803— BuU. 4: 7 



98 

less. The maintenance includes lining, raising, tamping, trimming, in- 
spection of nuts, etc. The cost of renewals was nilj not one tie having 
been broken. A gang of four men, working two hundred and fifty days 
per year, can maintain 4.96 miles of metal track in good condition. 
Heavier ties are used on curves, owing to the greater wear caused by 
the thrust of the rail-flange. In order to test the comparative merits 
of the rail fastenings used with metal and with wooden ties, an experi- 
ment was made in 1885 by placing woqden packing pieces under rails 
on both forms of ties; after four mouths' service it was found that 
those on the metal ties were simply compressed, while those on the 
wooden ties were crushed and bruised, showing evidence of a hammer 
action of the rail, due to the inefficient holding of the spikes. 

The standard tie of the Post type is 8.36 to 8.7 feet long ; at the 
middle it is of A section, 4.48 inches deep, top radius 1 inch, 4^ inches 
wide inside at the bottom and 5.4 inches wide over all at the bottom ; 
the sides slope about 1 to 3 ; average thickness .24 inch. At the rail- 
seat the section is polygonal, 4.4 inches wide on top, 10.20 inches wide 
over all at the bottom, 2.98 to 3.02 inches deep ; thickness of sides from 
.24 and .28 inch at lower part to .32 to 36 inch at upper part ; thickness 
of top table .36 to .40 inch, and .48 to .52 inch at the middle, the thick- 
ness being increased at the bolt holes. At the extremities of the rail 
seats, the section is of rounded trough form, 4.96 inches wide on top, 
9.4 inches wide over all at bottom, 2.56 to 2.60 inches deep, 1.0 to 1.53 
inches radius of top corners ; thickness from .24 and .28inch at sides 
to .32 and .35 at middle of top table. The top table is sloped up at the 
rail seats to give the rails an inward inclination ; it slopes down again 
to the horizontal and is bent down to close the end, projecting below 
the body of the tie. On the bottom edges are ribs of triangular section 
about .60 or .72 inch deep, and projecting .52 inch beyond the face of 
the side of the tie ; these ribs prevent damage to the edge in tamping, 
and by lowering the neutral axis give additional stiffness, while they 
also make the section easier to roll. The bolt holes are ,92 by 1.24 inches^ 
oblong, with rounded corners. The weight of the tie is about 117.7 
pounds. The rail clamps are 2.4 by 2.6 inches, with a .96 inch bolt hole • 
one end of the ciamp rests on the rail flange and the other end on the 
tie ; the greatest thickness is .96 inch ; the top is toothed. The plain 
Verona nut locks are of .24 by .24 inch square section, .47 to .51 inch 
wide over the spiral, and .94 to 1.01 inch inside diameter j the grooved 
Verona nut locks are of .26 by .26 grooved section, .51 to .58 inch wide. 
The bolts are .88 inch (Jiameter, with Whit worth thread ; they are 3.08 
inches long under the head ; the head is 1.52 by 1.84 inches in size and 
.56 inch thick j the eccentric neck under the head is .88 by 1.20 inches, 
oblong, with rounded corners. The nuts are of hexagon shape, 1.08 
inches deep, with the lower face toothed. Two forms of bolts are used, 
type " A '' being for three different adjustments of gauge, a-nd type "B " 
for the points of change from one of these varie^tioos to ?^ftotber, £^ 9,% 
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the extremities of sharp carves. For the convenience of the trackmen, 
the type " A " bolts have a piece chipped off the edge of the end, while 
those of type " B '' have a larger piece cat off and have also a groove 
cut across the end ; these marks not only serve to distiugaish the two 
classes of bolts, bdt by their position enable the trackmen and in- 
spectors to see at once the gaage to which the rails are set. The <^ a" 
bolts have the eccentric neck projecting on one side only of the shank, 
the neck being .88 by 1.20 inches, giving a projection of .32 inch ; the 
" B '^ bolts have the neck the same size but projecting .24-inch on one 
side of the shank and .8 inch on the other. The weight of the bolt nut 
is about 1.1 pounds. 
The weights of the track are as follows : 

Material for 29.54 feet of track. 

Poaods. 



2 rails 29.52 feet long, 68 poands per yard 1,334.52 

2 pair splice bars, 46.2 pounds per pair 92.40 

8 splice boltSy with nuts and washers, 1.65 pounds each 13. 20 

40 rail clamps, .88 pound each 35.20 

40 fastening holts, with nuts and washers, 1.1 pounds each 44. 00 

10 steel ties, 117.7 pounds each 1,177.00 

Total 2,696.32 

^ Weight per yard 273.87 



Material for 39. 38 feet of track, 

2rails, 39.36 feet long, 76.45 pounds per yard 2,006.40 

2 outer splice bars, 25.08 pounds per pair 50.16 

2 inner splice bars, 25.96 ponuds per pair 51.92 

8 splice bolts, with nuts and washers, 1.32 pounds each 10.56 

52 rail clamps, .88 pound each..... ,. 45.76 

52 fastening bolts, with nuts and washers, 1.1 pounds each 57. 20 

13 steel ties, 117.7 pounds each 1,530.10 

Total 3,752.10 

Weight per yard - 285.75 

Mr. Bricka, in his report tp the minister of public works (France) in 
1885, spoke very highly of the Post ties, and stated that the weeds 
growing in the ballast at certain points were evidently from the pre- 
ceding year (his inspection was made in April, 1884) and proved that 
frequent ballasting was not necessary. He did not approve of the re- 
duction of the thickness of parts of the tie in order not to Qxceed a 
weight of 110 pounds, and he preferred to the bolts with eccentric necks, 
used for fastenings, the Buppel clamp fastening or the Heindl clamp, 
which is a modiiication of the former (see " Germany,^' Prussian State 
Bailways; and '^ Austria,'^ State Railways). Since the date of Mr. 
Bricka's report, the weight qf the tie has been increased as noted ; and 
it will be noticed later on that Mr. Post has now, in his latest type 
of tie, abandoned the eccentric neck bolts and adopted the Eoth- 
Sehuler system of fastening, type "B'' (See plate No. 9); he sttll, how- 
ever, allows the bolt to resist the lateral pressure, instead of transfer- 
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ring some of it to the tie by using a clamp with a lug fitting into a hole 
in the tie, which is the feature which Mr. Bricka considers to be advisa- 
ble. The report gives the following statement of the track in 1884 : 

Miles. 

Mainline - •... 851.88 

Total track 1,286.50 

Wooden ties 1,267.28 

Metal ties 14.88 

Stone, etc 4.34 

The report made to me in March, 1888, by Mr. Kalff, chief engineer, 
gave the following particulars : 

The system comprised 910 miles of line, of which 91 miles were laid with metal 
ties. The traific consisted of passenger and freight trains, the speeds ranging from 
20 to 47 miles per hoar ; the engines weigh from 50 to 68 tons in working order, with 
a max,imum of 7 tons on each driving wheel. The '^Post" ties are of mild steel, 
(Thomas, Martin, or Bessemer) ; they are spaced 3 feet 2 inches apart at the widest 
spacing, and at the suspended joints they are 1 foot 5 inches apart, so that the ends 
of the fish-plates batt against the rail clamps and prevent creeping. The ties are 
not tarred or otherwise treated. They are manufactured by the Hoerde Steel Works, 
Iloerde, Germany, and the Angleur Steel Works, Angleur, Belgium. They cost f22 
per ton at the works, not tarred, and the fastenings cost 22 cents per tie. The maxi- 
mum adjustment of the gauge is a widening of five-eighths inch. Of the 10,000 ties 
C^Cosijns" type) laid in 1865, 9,550 were still in use and were expected to last twenty 
years more. The ballast is of gravel, sand, and ashes ; it fills the hollow of the tie 
and makes a compact mass. The width of road-bed at subgrade is 32 feet 9f inches ; 
it is crowned 7f inches, so that the ballast is 17 f^ inches thick in the middle and 
27^ inches thick at the sides ; the ballast is brought up level with the top of the rails, 
the rail being left clear on both sides, and has side slopes of 2^ to 1. The ties were 
adopted on account of durability, economy, and security; the results, have been satis- 
factory, and there has been no trouble with maintenance, rail attachments, or from 
breakages ; of 162,634 ties laid, not one had been broken. The use of the " Post " tie 
was being extended on the line. The climate is damp, but the loss of weight by rust 
is only about 4 per cent, in twenty years. The oak ties cost $1 each. The minimum 
radius of curves where these trials were made is 1,148 feet ; maximum grade 1.6 per 
cent. 

The track of this railway consists of steel flanged rails, weighing 68,76.45, and 80.5 
pounds per yard ; the latter are 5.55 inches high, with a flange 4.08 inches wide ; the 
head is deep, with vertical sides, 2.4 inches wide, 8 inches radius of top table, .56 
inch radius of top corners. The joints are sx>liced with angle bars having short 
flanges, and the outer bar, with the heaviest section of rail, projects up the side of the 
rail head. The bars are 30.4 inches long ; the inner holes are spaced 4 inches and the 
outer holes 7.8 inches apart, center to center; the holes in the outer bar are 1.12 
inches square, with rounded corners, those in the inner bar are 1.08 inches diameter. 
The joint bolts are of steel, 1 inch diameter, 4.24 inches long under the head. With 
wooden ties, spikes .56 by .64 inch section, and 6.48 or 5.8 inches long are used. At 
the joint ties the rail rests on a grooved iron tie-plate, 7.2 inches square, with 4 spike 
holes; the spikes engage with notches in the angle bars. The wooden ties are 
spaced 22 inches apart, center to center, at the joints, and 27.12 to 39.2 inches apart 
intermediate, there being 10, 11, or 12 ties to a rail length of 29.52 feet. A space of 
abont .28 inch is left between the ends of the rails. The steel ties are spaced with 10, 
11, or 12 to a rail length of 29.52 feet ; they are abont 18,08 inches apart, center to 
center, at the joints, and 28.68 to 39.2 inches apart intermediate. With rails 39.36 
feet long, 13 ties are used ; they are spaced 24.08 inches at the joints, 34.76 inches 
next to the joints, and 38.64 inches iutermediaia Splice bars 30.4 inches long are 
used, with uotohes in the flanges to admit the rail clamps. 
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The latest type of " Post ^ tie, as modified in 1889 (See plate No. 9), 
presents some changes from the previous type which had been most 
extensively used. The bolt holes are circular instead of oblong, and the 
extra thickness of metal at the hole is given a channel form to fit the 
heads of the bolts and prevent them from turning. The method of fast- 
ening is also different, being a return to type " B,'^ already described, 
being the Koth-and-Schuler system. 

A square gauge-washer is used, with the bolt hole .92 inch diameter, 
so placed as to be .24, .32, .48, and .56-inch from the sides, thus permit- 
ting a very close adjustment of gauge according to the position of one, 
two, three, or four of the washers on each tie. The rail flange butts 
against this washer. The clamp is of channel form, one side resting on 
the rail flange and the other on the top of the tie, and prevents the 
clamp from turning. A grooved Verona nut-lock is used between the 
nut and clamp. The washer is 1.72 inches square and .56 inch thick. 
The clamp is 3.16 by 2.48 inches, .56 inch thick, and 1.24 inches deep 
over all ; its hole is 1 by 1.32*inch oval. The bolt is .88 inch diameter 
in a .92-inch hole in the tie ; it is 3.52 inches long under the head, with 
Whitworth thread ; the head is 1.52 inches square, .56 inch thick. The 
tie is 8.36 to 8.7 feet long. At the outer part of the rail seat it is 3.78 
inches wide on top, 9.4 inches wide on the bottom, 3.28 to 3.32 inches 
deep, .24 to .36 inch thick at sides, .36 to .40 inch on top, .48 to .52 incb 
at middle of top table. At the rail seat it is 4.08 inches wide on top, 
2.98 to 3 inches deep, in other respects of similar dimensions as above. 
At the inner side of the rail seat it is 5.04 inches wide on top, 2.56 to 
2.60 inches deep, in other respects as above. At the intermediate parts 
and at the ends it is the same width and depth, .24 and .28 inch thick 
at the sides and on top. The cross section is i>olygonal, each side hav- 
ing two planes, and the angles are rounded off by curves of 1.12 to 1.52 
inches radius. At the middle the section is narrow and deep, either the 
top or bottom of the tie being horizontal; the section here is Ashaped 
with the top bent to a radius of 1 inch, and the sides sloping at an in- 
clination of 1 to 3 ; the depth is 4.6 inches, width at bottom about 5 
inches, and the thickness of the sides .24 inch. The sides of the channel 
in which the bolt heads fit are .24 inch deep. A heavy rib of triangular 
section is on the lower edges of the sides. 

Report of the International Railway Congress^ 1887. — ^The following 
is a translation of the report presented by this company at the Interna- 
tional Eailway Congress, held at Milan, Italy, in 1887 : 

The experience with the 10,000 " Cosijns " cross-ties, laid in 1865, has brotight ont 
fonr facts: (1) There is no fear of rnst; after twenty-two years' service the weight 
has only diminished 4 per cent. The ballast is of gravel and sand ; on other lines it 
has been observed that ordinary ashes do not corrode the iron to a greater extent. 
(2) While in general the interposition of plates between the rail and the tie may not 
be desirable, as by snch interposition the bolt permits a transverse motion of the rail 
on the tie, the gauge is fairly well maintained. (3) The bolt gives good results as a 
fastening of the rail to the tie ; while the iron of the bolts was only .68 inch thick, 
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there were still a number of bolts in use after twenty-two years' service. (4) A good 
tie lasts for a long time. After twenty- two years' service on the line between De- 
venter and Zwolle, with an average trafiSc of twelve trains per day (actually sixteen 
trains per day), there are in service and in good condition 9,547 ties (95^ per cent.), 
and there is no reason to expe«t that they will not last twenty years more. The 4^ 
per cent, taken oat would still have been in service if the splicing of the old rails had 
been sufficient. These results with an old type of tie promise well for the latter types 
of improved ties. The metal ties taken out have brought seven times the price of 
old wooden ties. 

The result of this first trial enconraged the company to commence in 1880 a method- 
ical and practical study of the question of metal t?es, and it now presents some of 
the results of this work. Information was acquired as to the results obtained abroad 
and in Holland both as regards the track and the manufacture. In order to keep 
within the limits of practice and economy it was decided that the first cost of the ties 
to be tried should not exceed 25 or 50 per cent, above that of oak ties, this difference 
representing the general valuation of the former over the latter. Each year a cer- 
tain number of ties were put in service, and it was the endeavor each year, in spite 
of the favorable impression from the beginning, to improve upon the tie and fasten- 
ing of the preceding year, avoiding defects observed and profiting by the experience 
acquired, by the experience of other companies, fwd by the progress efiected in man- 
ufacture. Of each of the types in service special observation was taken of the main- 
tenance, noting minutely every hour of work and keeping record of each piece 
(spikes, bolts, etc.) broken or replaced. As a base of comparison a new track was 
established on a trial section of line with good oak ties (presenting 4 inches wide of 
heart wood under the flange of the rail), under ordinary conditions of operation ; this 
track was carefully maintained and the maintenance expenses noted in the same way 
as with the experimental sections of track with metal ties. Proceeding in this way 
the company put ties in service as follows up to January 1, 1887 : 



Year. 



1865 

1881 

1882 

1883 

1883 

1884 

1884 to 1887 

Total 4 



Namber. 



*10,000 
*4, 133 
*4,00l 
^2,0^9 
t2,090 

til, 680 
tlOO, 000 



134,000 



Character. 



Cottijns 

Type I 

Typell 

Type III 

Type IV 

TypeV 

Types VI to IX 



Weight 
(each). 



PoundB. 
123.64 
88 

103.84 
110 
110 
95.48 
1110 to 121 



* Iron. 

t Steel. 

; Corresponding to 126.5 to 139.15 pounds of aniform section. 



None of the 1:M,000 ties laid since 18B0 have been taken out of the track. 

The results of the observations of twenty-one trials made up to January, 1887, are 
presented in the table. [This table has already been given, as extended by Mr. Post 
later to Include the year 1887. — E. E. R.T.] Columns 1 to 14 show the conditions of 
the track and traffic, the types of ties and fastenings and the duration of the ob- 
servation ; columns 15 to 21 show the cost of maintenance in francs per day and per 
kilometer ; these prices do not include the first cost, but the labor of renewals. The 
sections are grouped in two parts. The first group includes twelve sections in uneven 
country (columns 5 and 6) where the number of trains per day is twenty-five or more 
(column 1) ; the second group includes nine sections in flat country, with only four- 
teen trains per day. A record of thirty years of observations and for several kilome- 
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ters would give, it is true, more conclusive fi<;ures, but while awaiting more complete 
data we can already make the following observations, taking into account tlie facts 
observed and the records kept of the trials given in the table. 

(1) The sections Nos. 11 and 14 are on a curve of 1,148 feet radius and a grade of 
16 millimeters per meter (1.6 per cent.). The oak ties formerly used here had to be 
re-spiked every year owing to the motion of the rail flange which cut into the spikes 
.12 to .16 inch per year. Some ties of Type III, with attachments " A," however, taken 
oat of the curve for the inspector after 1188 days of service (1553 days in 1887), showed 
only .08 inch of widening of gauge, each of the bolts being cut into .04 inch by the 
flange of the rail. In other curves of larger radius than 1,148 feet there is no cutting 
of the bolts. The top table of the ties of Type III taken out of this curve only pre- 
sented a very slight wear and the bolt holes did not show any ovalisation or enlarge- 
ment. These ties are of steel ; iron does not so well resist the wear at the rail seat and 
bolt holes. In view of the very unfavorable circumstances nnder which these ties 
wfire laid, we need have no fear as to these two kinds of wear, but at the same time 
it is reasonable to put thicker ties on curves and to space them closer together. The 
cost of maintenance in this part has never reached 2 francs per day per kilometer 
(64.5 cents per mile per day). 

(2) As regards the work of maintenance, sections Nos. 3 and 9 are under equally 
unfavorable conditions, the country being marshy. 

(3) The average cost of maintenance on four sections, Nos. 2, 3, 4, and 5, whiqh 
have had about the same service as section No. 1, with wooden ties, does not differ 
sensibly from the cost on section No. 1. In order to judge of the importance of this 
result it is necessary to bear in mind the following particulars : (a) Type I of the 
metal cross- ties Is used on these four sections and is the most primitive of the forms 
used, each of the other types, II to VI, being an improvement upon the preceding. 
It may, therefore, be supposed that any of the other types would have given still 
better results, (h) The adzing and re-spiking of the wooden ties, which commenced 
in 18^, must be continued in 1887, so that the maintenance expenses for this section 
will be as high as in 1386, and it may be presumed that it will increase with the age 
of the wood, (c) The maintenance expenses of sections Nos. 2 to 5, however, show a 
tendency to decrease with the consolidation of the track, (d) Since the oak ties 
were laid in 1881 not one has been renewed, which proves that they are of excellent 
quality ; renewals must soon begin, however, and will add considerably each year 
(apart from first cost) to the expenses of work of maintenance. 

(4) The average maintenance expenses per day per kilometer of sections Nos. 6, 7, 
8, 12, and 17 does not exceed .89 franc, and that of sections Nos. 10, 13, 15, 16, 18, and 
19 is about .60 franc, although these sections only date from 1883 and 1884. 

(5) The observations of Type VI are too short to judge of its value by the mainte- 
nance expenses. The company has also put in service in 1886 and 1887 ties of Types 
VII, VIII, and IX. [Already described.— E. E. R. T.] 

(6) The putting in service successively of sections Nos. 2 to 21 not having up to 
the present time occasioned a higher rate of maintenance expenses than would have 
obtained with wooden ties, it may be admitted that a company which puts in every 
year a certain number of metal ties of reasonably good design will not increase its 
maintenance accounts and need not increase its staff. 

(7) A piece of track near Liege (with twenty-live trains per day), 984 feet long, on 
a curve of 1738.40 feet radius and a grade of 1.6 per cent., laid with ties of Type III, 
was left, after having been carefully packed, for forty months (three and one-third 
years) without packing or surfacing or any other work except inspection of the nuts. 
At the end ot that period the track was still in good condition. This proves that a 
good metal track, once well laid and packed, does not require more inspection or 
maintenance than a track on wooden ties ; on the contrary it would be dangerous to 
leave a track on wooden ties for three and one-third years unattended to, nnder these 
conditions. 
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(8) The diagrams of the gauge-registerin;; apparatus are mach more regular for 
tracks on iiietal ties of Types I to IX than for those on wooden ties, even when the 
latter are new. 

(9) The inclination of 1 in 20 of the rail, which is often distnrbed on wooden ties 
by the tnrping outward of the rail, is maintained invariable with metal ties of 
Types I to IX. 

(10) The lateral displacement of the tie by the traffic is nil^ or insignificant, even 
on sharp curves, provided that the tie is properly closed at its extremities. It has 
been observed that intermediate closings, as in Types II and IV, are absolutely 
superflnons, as Types I and III, without these intermedi^e pieces, do not shift. 

(11) The re-adzing of the rail seats and re-spiking, in 1886, of some of the oak ties of 
section No. 1, necessitated the replacing of two tie-plates and four hundred and 
eighty spikes ; the renewal of attachments of metal ties is. insignificant, especially 
for Type " C." 

(12) Rolled iron is not recommended as a material for ties ; mild steel of good qnal 
ity is the best material in every respect for manufacture, inspection, solidity, and 
durability. 

(13) Track laid with rails breaking joint has given, with angle splice bars, ^ood 
results, especially on curves. 

(14) The joints should be suspended and spliced by angle bars. 

(15) The Types VI, VII, VIII, and IX leave nothing to be desired. The hollow 
trough packs itself easily in any ballast ; gravel, sand, ashes, or broken stone. Gen- 
erally the ballast forms a compact core adhering to the interior of the tie, fillinc^ it 
entirely at the rail seat, and increasing its base. If the packing does not exteud 
more than 16 inches on each side of the flange of the rail, the tie can never '* dance," 
and the shape of the tie tends to drive the ballast towards the rail seat. 

(16) The track men, who are generally opposed to metal ties at first, very soon 
become accustomed to them. It is easy to obtain an excellent track, even with* inex- 
perienced men, by giving them proper instructions. 

(17) To test the bending which ties of Type VI wonhl sustain without cracking in 
case of derailment, the company made a series of tests of bending the tie cold at each 
side of the rail seat; punched ties, not annealed, of varying section, would bend 75 
degrees before cracking; it was concluded that with steel, the form of the tie and 
the punching (with round corners) in question, annealing is not necessary, the de- 
formation of the tie in case of derailment never being 75 degrees at the bolt holes. 
Ties punched and annealed would bend (like ties not punched and not annealed) 
180 degrees without cracking. In view of this remarkable result the company con- 
sidered annealing to be desirable, but with the condition that it did not cost more 
than a few centimes per tie. 

We end this description by the calcnlation of the normal maintenance in a case 
determined by the engineer of the system on which the twenty-one trials have been 
made: **A track of Type VI, C fastenings, in the conditions of line, ballast^ antl 
operation of the Liego-Hasselt section, can, after 3 years for consolidation, be proj>- 
erly maintained at the rate of 100 days' work per year per kilometer. A gang of four 
men, working 250 days per year, can then, giving 50 days to other work, maintain in 
good condition, 4.96 miles of track." 

For farther details of the "work clone on this system, see the paper 
by Mr. Post on ^* Maintenance expenses of track on wooden and metal 
ties,'^ printed in my preliminary report (Bulletin Ko. III). 

Holland Railway. — The Holland Railway Company (or Dutch 
Railway Company), first used " Vautherin" ties weighing 72.6 pounds 
each, curved to give the rails an inward inclination, and open at the 
ends ; the rails were fastened by gibs and cotters, but tbe cotters worked 
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loose, being too narrow and not having sufficient bearing surface. The 
company now has mild steel ties of Vantherin section, as this is found 
to be the best shape for sand ballast (See plate No. 11). The ties are of 
two forms, joint and intermediate ; all are 8.53 feet long. The joint 
ties are 6.4 inches wide on top (of which 4 inches are slightly thicker and 
form the rail seat), 8.72 inches wide inside at the bottom, 11.2 inches 
wide over the flanges, and 2.64 inches deep over all ; the thickness is 
.24 inch at the sides and top, .32 inch at the rail seat, and .72 inch at 
the middle of the rail seat, where there is a rib 1.2 inches wide on the 
under side of the top table. The weight is about 112.2 pounds. The 
intermediate ties are 3.2 inches wide on top, 6,S inches wide inside at the 
bottom, 9.2 inches wide over the flanges, and 2.64 inches deep ; the top 
table is .52 inch thick for a width of 1.36 inches. The ends of both 
forms are closed by riveted angle pieces. The tie is horizontal, but at 
each end is a tie plate, 11.6 by 2.8 inches, secured by two rivets. This 
plate has an inclined seat for the rail, and has a rib on each side par- 
aTlel with the rail flange. This rail is held by a T-shaped clamp on each 
side^ one side of the head of the clamp rests on the rail flange and the 
other side on the rib of the tie plate, with the lower part between them ; 
a l-headed bolt passes up through the tie plate and clamp. The shape 
of the tie allows for an adjustment of gauge. The ties are dipped cold 
in tar. For the light line from The Hague to Scheveningen a lighter tie 
of Vautherin section is used, with a bolt fastening similar to that of the 
Left-Bank-of-the-Ehine Railway. (See " Germany.") For lines of which 
it owns the concessions the company has abandoned wooden ties, but 
Mr. Bricka, in his report in 1885, stated that it had not received permis- 
sion from the State to substitute metal for wood on the lines of which 
it is only the lessee. With the track on this road Mr. Bricka mentions a 
straight splice bar of three thicknesses, similar to the Samson bar used 
in this country. A later form of tie used is without the horizontal 
flanges, but has a rib on the inner side of each bottom edge. For main 
lines they are 5.84 inches wide on top, 7.2 inches wide inside at the 
bottom, and 8.8 inches wide over all, 3.2 inches deep, .24 inch thick on 
the sides and .32 inch on top. For local lines they are 4.4 inches wide 
at top, 5.4 inches wide inside at bottom, 6.64 inches wide over all, 2.4 
inches deep, .20 inch thick on the sides, and .24 inch on top. 

Mr. Bricka, in his report to the minister of public works (France) 
in 1885, gives the following statement of the track of this road at the 
end of 1884 : 

Milea. 

Mainlines 175.40 

Iiocal lines - 35.34 

Total track 496.(52 

Wooden ties 417.26 

Metal longitmlinals - 62 

Metal ties .*. 78.74 
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At the International Bailway Oongress, held at Milan, Italy, in 1887, 
^r, Kowalski presented the following particulars : 

There were 92.13 miles of metal track in serrice on December 31, 1886; this in- 
claded 30.07 miles of the ''Vaotberin " ties, 1.24 miles of the Haarmann system (as a 
test), 27.03 miles with the company's type of ties, and 33.79 miles with the Vautherin 
and the company's ties mixed. The latter are straight, with riveted tie plates giving 
the inclination to the rails ; the mixed plan was adopted to remedy the inconveniences 
of the old type of ** Vantherin " ties with open ends, by replacing these ties at the 
Joints with ties of the new system. Up to 18H2 they were of iron, but since that time 
of mild st-eel. The joint ties are heavier than the intermediate ties ; the first weigh 
111.10 pounds, the latter 9<k8 pounds; the fastening plates weigh 1.32 pounds per 
pair, the bolts .88 pound each, making a weight of 117.26 or 102.96 pounds per tie 
complete. The ties are placed on embankments and m cuttings, on curves and tan- 
gents, on grades and level line. The ballast is of fine sand and gravel, and the 
ground in some places is marshy. The traffic over the metal ties is very heavy ; on 
some parts there are more than sixty trains per day, with speeds of 52.7 to 55.8 miles 
per hour. The train loads are about 700 or 800 tons, and the engines weigh 68 tons. 
Trie rails are of hard steel, weighing 77.65 pounds per yard. The experience dated 
from 1868, and the results were so satisfactory, especially as to the solidity of the 
track, even in case of accident, that the use of metal ties was being continued. At 
the prices of that time (1886) the cost per meter of track was as follows : On half- 
round oak ties treated with chloride of zinc, $1.79; on mild steel ties of the com- 
pany's type, $2.28 ; the rails with splice bars and bolts are included at $1.09 ; a wooden 
tie, with four spikes, cost onl^*^ 59.4 cents; a metal tie, with fastenings, costs about 
$1.04. The first " Vautherin " ties were too light and had been abandoned ; the 

rengthened ** Vautherin" ties dated from 1878-79, and had necessitated 2 per cent, 
renewals per year during the three years previous to 1887 ; of the company's ties 
lq,id in 1880, none had been reuewetl up to 1887. The track on metal ties is very elas- 
tic and very agreeable for passengers. The results were so satisfactory that from 1887 
the company intended to lay 1,000 tons (about 22,000 ties) per year. 

Dutch-Ehenish Kail way. — Ties of the Vautherin type were used 
up to 1885. They were of wrought iron, 8.53 feet long, 4 inches wide ou 
top, 9.2 inches wide at the bottom, and 2.4 inches deep ; the bottom 
flanges were .8 inch wide ; the thickness was .28 to .32 inch at the sides 
and .36 inch on top. The weight was 99 pounds. The tie was hori- 
zontal, closed at each end by an angle plate. A tie-plate was used to 
give the required inclination to the rail, and the fastenings consisted 
of bolted clamps on the Euppel system (see '^Germany: Prussian State 
Railways''). Being of wrought iron the bolt-holes were found to wear 
large. The following is Mr. Bricka's statement of the track for 1884 : 

Miles. 

Mainlines 167.10 

Local lines 3. 10 

Total track 339.14 

Wooden ties..... 267.84 

Metal longitudinals 6.82 

Metal ties (>4.48 

Dutch Central Eailway. — In Mr. Bricka's report to the minister 
of public works (France), in 1885, this road is mentioned as a line of 
minor importance. Since about 1878 experiments have been made with 
wrought-iron ties similar to those on the Main-Neckar Bailway, in Ger- 
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manjy with fastenings similar to those used on the Lefb-Bank-of-the- 
RhineRailway^in Gennany. They gave good results and effected an econ- 
omy in maintenance. The folio wi ng is a statemen t of the track for 1884 : 

MilM. 

Mainlines «. 62.62 

Local lines 1.24 

Total track 81.84 

Wooden ties 35.96 

Metal ties 45.88 

TIES. 

The Post Ties, — (See plates Nos. 8 and 9.)— These ties have been described in detail 
under the head of the Netherlands State Railways. Mr. Post's main improvement is 
lathe variation of the thickness and in the methods of nianufactnrc, and he has 
shown how this method might be applied to improve other forms of ties in oso. 
While the wear of steel ties at the point of contact with the bolt may be very small, 
Mr. Post has considered it well to increase the thickness of the tie at this point ; it 
adds little to the weight of the tie, but increases its life, and Is especially adapted 
for light ties with a thin top-table. A middle rib on the underside of the table in- 
creases the thickness at the bolt-holes ; this rib runs the whole length of the tie, 
being thi*$kest at the rail seat and decreasing towards the middle and ends. With an 
extra thickness of .16 inch at the bolt-holes, the weight of the tie is only increased 
by 6.6 to 8.8 pounds, and it enables a reduction of 22 or 33 pounds to be made (with- 
ont changing the thickness at the bolt-holes) in the exaggerated weight of some rolled 
rteel ties of varying section, such as the two types of the Belgian State Railway, 
which weigh 165 pounds each, corresponding to 189f pounds of a tie of uniform sec- 
tion. The material used is soft or mild steel, necessarily of good quality in order to 
stand the prbcess of manufacture and the tests. The specified tests require a {liece 
of a tie to be flattened cold under a steam hammer, and the plate then bent to a curve 
of 3 inches radius without cracking. Another piece must have the sides pressed to- 
gether till the tie is of f\ section, with a top curve of .6 inch radius. The fasten- 
ings have proved efficient, so that direct contact between the rail and tie is not con- 
sidered any objection ; there is little if any more noise than with wooden ties; there 
is no rattling, and crystallization of the metal has not been found to occur. The 
effect of making the middle of the tie deeper and narrower is to give the tie a better 
hold on the ballast, to force the ballast to pack under the rail seat, and to increase 
the stifiiness of the tie so that it will be strong enough should the ballasting give way. 
Ties of Type Yl have been made for rack railways, the thickness being increased at 
the holes for the bolts which support the rack-rail chair at the middle of the tie in 
the same way as described for the ordinary bolt-holes. 

The manufacturers have been required to guarantee to replace damaged ties during 
two years, but now this has been increased to five years. A tie of this type has been 
designed for the Indian gauge of 5 feet 6 inches. It is 8 feet 7| inches long, horizontal 
at the middle, inclined 1 in 20 at the rail seats, and closed at the ends ; at the rail seats 
it is 9i inches wide and 2f to 3^ inches deep ; at the middle it is 4.4 inches wide and 
5 inchesdeep. The thickness of the sides varies from .24 inch at the bottom to .31 inch 
at the upper part ; the thickness of the top varies from .28 inch to .43 inch, the latter 
lieiDg at the rail seat. Weight, 125^ pounds. Instead of bolt fastenings lugs are to 
he stamped up out of the tie and a steel key driven between the rail flange and the 
log on one side ; the system is the same as that now used with steel ties on the Indian 
State Railways and other lines, and is claimed to be cheaper and better than the bolt 
system used in Europe. A similar tie, but weighing only 116 pounds, has also been 
designed and. is said to be as strong as the steel ties now used in India. In^ pro- 
posal made by Mr. Post's English agent for a supply of ties for the Indian State Rail- 
ways, he bid for the "Post" tie and for the type of tie specified by the engineer; 
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the price was slightly in favor of the former, owing to its redaoed weight with eqnal 
strength. The price qooted to me in February, 1888, by this gentleman was about 
$25.62i per ton at the port. 

In September, 1887, there were in service in railways in Belgium, France, Holland, 
Germany, and Switzerland abont 3.34,500 ** Post " tics, or about 18,753^ tons. There 
were in course of manufacture 83,900 ties for standard gauge, weighing 4,363 tons ; 
for a gauge of 3 feet 6 inches in Sumatra, 70,000 ties, weighing 3,040 tons ; for raok 
railways, 20,000 ties, weighing 7G0 tons ; an aggregate of 518,400 ties, or 26,916^ tons. 
In March, 1888, Mr.' Post stated that there was a total of abont 457,300 ties (abont 
23,800 tons) of types VI, VII, VIII, and IX then in the track in different parts of the 
world, and that about 272,700 more (about 12,700 tons), including the narrow gange 
and rack railway at Sumatra (See '*Asia") were ordered and being manufactured. 
This made a total of about 730,000 ties, or 36,.'>00 tons. They were in use in Holland, 
Belgium, France, Germany, Switzerland, and Asia (colonies). About 50,000 ties 
have been introduced into the Argentine Republic. In January, 1890, Mr. Post 
stated that in addition to the ties in Holland, Belgium, France, Germany, and Switz- 
erland, there were 2(K),000 in Sumatra, 50,000 in the Argentine Republic, and 71,000 
were to be sent to the Transvaal (South Africa) in February. Within three months 
there would be, he stated, a million of these ties in service. 

The following table, prepared by Mr. Boduier, civil engineer, the London agent, 
shows the number of *^ Posf ties sold up to September 26, 1889. Bids had also been 
invited for 71,430 ties for the Dutch South African Railway. The contraction referred 
to is making the tie narrow and deep at the middle : 



Where nsed. 



Netherlands State railway 

Do 

German State railways: 

Magdeburg 

Ck>logDe 

Altona 

Strasbarg 

Cockerill, Seraing, Belgiam 

Military railway , Schoneberg 

Do 

Grerman State railways: 

Frankfort 

Erfurt 

Friedrich Knipp, Eiisen, Germany 

PrUz railway, Germany 

FortificationH, Spandaa 

Batch Colonies, Snmatra 

Bavarian railway, Kitaikon-Ingolstadt 

German State railways (Berlin) 

Jura, Bern, Luzem i-ailway (Switzerland) 

Carlos Stegnian, Carlsmhe, Germany (for the Argentine Repnblic) 



Total 

Mannfactared in France and Belgium. 



Total 



Contraction. 



With.... 
Without 



...do.... 
...do.... 
... do... 
...do..., 

do .... 

With .... 
Without. 



...do 
...do 
...do 
With 
...do 
....do 
...do 
...do 

do 

...do 



Number. 



12,732 
47,390 

44,200 
1,700 
3,000 

33,000 

200 

fi.7S0 

2,300 

108,492 

61,487 

400 

178,000 

1,050 

100,000 

360 

2,020 

6,000 

50,000 



656,181 
200,000 



856,181 



SUMMARY OF MBTAL TRACK FOR HOLLAND. 



Netherlands State (1888).... 
Holland (estimated to 1889). 

Dutch Rhenish (1885) 

Dutch Central (1885) 



Total 



Railways. 



Longitu- 
dinals. 



1.24 
6.82 



8.06 



Cross- 
ties. 



91.00 

120.00 

64.48 

45.88 

321.96 
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BELGIUM. 

General Bemabks. — lu this country quite extensive experiments 
with metal track have been made on several lines, and the Government 
has conducted experiments on the State railways since 1846. In 1885 
and 1886 the subject of the use of metal lies was warmly discussed in 
the Chamber of Bepresentatives, the principal object being to forward 
the interests of the iron industry ; the minister of railways then se- 
cured an appropriationof$ 180,000 for the purpose of carrying on further 
experiments on the State railways. In March, 1889, at a meeting of the 
chamber, the minister stated that the results had not been satisfactory. 
He had hoped that if the tests were successful the authorities would 
have been able to adopt metal track on a part of their system, and thus 
render a great aid to the national industry by advancing the condition 
of the iron trade. At this meeting there was a rather sharp discussion 
on this point, several of the members being in favor of more extensive 
tests and wishing tests made of the ^^ Z-iron " tie [described later on]. 
The minister stated then that three types of metal ties had been tried ; 
of these one had failed, but the inventor claimed that the failure was 
due to a defect in the quality of the material, and he was granted a 
farther trial ; the other two systems had not been long enough in serv- 
ice to enable a definite opinion to be given. He was opposed to in- 
creasing the number of types to be experimented with. The Govern- 
ment has been asked to have these ^^Z-iron" ties tried on the State 
railways, but the minister of railways declined on the ground that the 
Government preferred to await the results of the trials being made on 
the State and concessionary lines before proceeding with new trials or 
adopting new types. Mr. Bricka, in his report to the minister of public 
works (France) in 1885, stated that Belgium was the only country in 
which after a trial on a large scale metal track had been at one time 
almost entirely abandoned. He attributed this to the fact that the 
trials to which he referred, covering a length of 23.56 miles, were made 
hy order of the Government on account of the agitation raised by the 
metal industries about 1877. It was proposed to lay about 93 miles at 
on(». The ties were of the original *' Vautherin ^ type } they were not 
of a good section and were of very poor material ; proving unsatis- 
factory they were taken up and no attempts were made to improve upon 
the system. A similar agitation was raised in 1884, and a commission 
was sent to investigate the progress being made in Germany, with the 
result that the Belgian engineers began to have a better opinion of 
metal track. Since then the Government has ordered trials to be made 
with difterent types of track, and these trials are still being carried on. 

Wooden ties. — The West Flanders Railway reported in August, 1888, 
that metal ties have not been employed, as QO^k tiOQ 10,1 inches by 5«2 
inches can be procured for 70 cents eacbt 
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Belgian State Railways. — Experiments with varioas forms of 
metal track have been made on the State railways siuce 1846 aud are 
still in progress. Up to 1885 only unsatisfactory results had been ob- 
tained ; but this was attributed to bad or defective designs or material, 
and did not cause the abandonment of the trials. 

In March, 1886, Mr. Flamache, engineer of the State railways, pre- 
sented a paper at a meeting of the Belgian Society of Eugineers, on 
" The History of Metal Railway Tracks," to which was appended a note 
by Mr. Mussely, an engineer of the same roads, detailing the trials 
made since 1846. These trials were briefly as follows: In 1846 there 
were four systems in use on the line between Brussels and Antwerp : 
(I) the Poncelet system of semi-circular plates of cast-iron, with rolled- 
iron tie-bars; (2) the Poncelet system with square plates; (3) the Go- 
bert system of two cast-iron plates with an old rail reversed, this rail 
having a notch which formed a chair ; (4) the Marchal system of rolled 
plates, with ordinary chairs secured by bolts and nuts. In 1851 the aid- 
ministration put in 5,000 ties of the Greaves and Barlow system, simi- 
lar to the Poncelet system. In 1868, 7,804 " Vautherin " ties were laid. 
About 1869, 500 tons of the Legrand-Salkin system were laid. Between 
1872 and 1879 several systems were examined, but none were considered 
worthy of trial. In 1878-1879 there were laid 74.56 miles of single track 
with the Hilf longitudinals (See " Germany ") and 94,035 miles of single 
track, similar to the Rhenish Railway type (See " Germany "). In March, 
1879, 2,000 of the Desoignies cross-ties were laid. In 1879 the Serres 
aud Battig system of longitudinals was tried. In 1881,500 Helsonties 
were laid. The Hilf longitudinals were similar to those on the Alsace- 
Lorraine Railway, Germany ; but there was much trouble from break- 
ages, owing to the bad quality ot the metal, and at the end of four years 
all of the track was taken out. With the Serres and Battig system there 
were many breakages, owing, the inventors claimed, to the quality of 
the material; these were soon abandoned. The " Vautheriu'' ties, laid 
in 1878, were 7.87 feet long, 4 inches wide on top, 9.52 inches wide at 
the bottom, 2.4 inches deep ; the top table .«36-inch thick ; the bottom 
flanges .96 inch wide and .32 inch thick. The ties were curved longi- 
tudinally, to give the rail its inward inclination, and near each end a 
piece of angle-iron was riveted with the vertical leg inside the tie. The 
fastenings were on. the Ruppel plan (See '* Germany — Left Bank of the 
Rhine Railway"), consisting of bolted clamps with lugs fitting into holes 
in the tie.; at the joint ties the clamps extended over the whole width 
of the rail-flanges. The weight was 105.65 pounds. The 2,000 Desoig- 
nies ties were laid on the line from Brussels to Ghent ; they were of ap- 
proximately rectangular section, weighing 88 pounds; the fastenings 
consisted of a riveted clamp on one side, and a bolted clamp on the other 
side, of the rail. Owing to the poor quality of the iron, breakages occur- 
red with both these types, and the holes were enlarged, while, owing to 
their being curved and laid in broken-stone ballast, the traolc W$^ not 
stable. These were only in service for about two years, 
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In December, 1885, it was decided to try 35,000 ties of the " Post " type, 
bat heavier than those ou the Netherlands State Railways; 35,000 ties 
of the Braet plan, being a moditicatiou of the ^^Post" type; and 5,000 
ties of the Bernard type. 

The first were of the old form, 8.2 feet long, 10 inches wide, 2.84 to 3.6 inches deep, 
.48 inch thick in the middle, and .64 inch thick at the rail-seat ; the fastenings con- 
sisted of holted clamps with spring washer nut-locks. There were twelve ties to a 
rail length of 29.52 feet, and the rails were laid with suspended joints. The weight 
was 165 pounds per tie. Mr. Bricka considered this too heavy, and thought that a 
thickness of .32 inch to .48 inch would he sufficient. The '* Braef ties were designed or 
adapted by Mr. Braet, engineer of the Belgian State railways; they are 8.2 feet long, 
10.8 inches wide at the bottom, 3.8 inches deep at the middle, and 4.4 inches at the 
rail-seats; the thickness is .36 inch at the middle and .52 inch at the rail-seats; the 
weight is 165 pounds. With both these typos the Rnppel plan of bolted clamp-fasten- 
ings is used. The Bernard tie is composed of two channel-irons 7.54 feet long, 4.8 
inches high, and 2.24 inches wide over the flanges ; the thickness is .24 inch. These 
are placed back to back, 7.32 inches apart, and at each end is a flat base-plate 16 
inches wide and 36 inches long, fastened to the bottom flange of each channel-iron by 
fonr rivets .80 inch diameter, and turned up to close the end of the tie. At each end 
of the top of the tie is a grooved tie-plate 7.96 inches wide and 13.2 inches long under 
the rail, resting on the top of the upper flanges of the channel-irons ; the plate gives 
the nsual inward inclination to the rail. Hook-headed bolts pass through the upper 
flanges of the channel-irons and through the tie-plates, the rails being fastened by 
large washers or clamps, with a recess in the top to receive a coiled-spring nut-lock. 
The tie is filled with and burled in the ballast, to increase its weight.and the stabil- 
ity of the track. The weight, complete, is 231 pounds, and there are eight ties to a 
rail length of 22.96 feet. It was said during the discussion in the chamber that they 
had not given satisfactory results (see ** The Bernard Tie *'). The " Post" ties were 
made at the Louviere works, and cost $24.09 per ton ; the ** Braet '^ ties were made at 
the Cockerill works, and cost $23.80 per ton ; the '^ Bernard" ties were made at the 
Coaillet works, and cost |29.90 per ton. 

. The following particulars are taken from a special report sent to me 

in May 1888, in regard to the track laid with the "Bernard'' ties. 

There were about 3^ miles (18,450 feet) of line laid with 5,000 of these 

ties; 4,000 were on grades of 0.X6 per cent, and 1,000 on level track. 

. The first were laid in 1884, the remainder in June,1886. Mr. Mathieu was 

the engineer. The weight of the tie is given as 215.6 pounds. The co^t 

is $2.90 per tie at the works, the durability and the cost of maintenance 

are not yet determined. The metal is not painted or treated in any 

way. Passenger and freight traffic is hauled over the line ; the engines 

. weigh from 35 to 75 tons, including tenders, and the cars weigh empty 

. 4 to 9 tons. The rails are flange section, 76.5 pounds per yard ; the 

.joints are suspended and fastened by splice-bars. There are 8 ties per 

rail length of 29.52 feet. The ballast is of broken stone ; it is 20 inches 

. deep in the middle, level with the top of the ties between the rails, and 

level with the rail-heads between the tracks and outside. The line is 

of standard gauge and the width of road-bed is as follows: 6.56 feet 

center to center of inner rails of double track, 4.92 feet center to center 

of rails of each ti*ack, 3.28 feet from center of outer rails to edge of bal- 

l^t^ 30 inches width of ballast slope. The reason for adopting metal 
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ties was to obtain a solidity, a bearing-sarface, and a weight which 
« would increase the durability and diminish the expense of maintenance. 
The results have been very satisfactory j the track is solid, the fasten- 
ings hold well and give no trouble. No breakages had occurred and 
there was no trouble with maintenance. The ties present the advantage 
that on account of the extra length of bearing-surface they can be con- 
* sidered as two ties spliced together and the number can be reduced 33 
per cent, below the ordinary number of ties. Their bearing in the bal- 
last and their weight are very great, giving them exceptional stability. 
Tbe climate is moist and variable, but no special observation has been 
made of its effect upon the ties. 

The Cockerill tie.— A tie of the "Post" type, of which the CockeriU works sent par- 
* ticuliirs in Febrnary, 1888, was 8.2 feet long, 9.6 inches wide inside at the bottom, 10.8 
inches wide over the ribs. The to^) was horizontal except at the rail seats, and the 
bottom was horizontal throughout. The ends were closed and benfc below the level of 
the bottom of the tie, being G inches deep. Weight, 164.56 pounds. At the middle it 
was 3.64 inches deep with a top table .36 inch thick. At the outer part of the rail seat 
it was 4.4 inches deep with a thickness of .52 inch, and at the inside part it was 3.8 - 
inches deep with the same thickness of the top table. The thickness of the sides was 
from .30 inch at the bottom to .36 and .46 inch at the top. The fastening bolts were 
3.44 inches long under the head, .84 Inch diameter, with x heads and hexagon nuts. 
The clamps were 2.28 inches by 2.60 incheSj with a bolt hole .88 inch diameter; a lag 
at the outer side made the depth over all 1.80 inches, and this lug fitted into tbe ob* 
long bolt hole (1.6 by .92 inch) in the tie. Spring washers for nut-locks are used. 
The rail joints were spliced with angle bars having a rib on the nnder side of the edge 
of the flange. The bars wore«27.20 inches long, with four bolt holes, the inner ones 6 
inches apart center to center, and the outer ones 4 inches. For a rail length of 29.52 
feet there were twelve ties, spaced 22 inches apart center to center at the joints, 
25 inches apart next to the joints, and intermediate ties 32 inches apart. Other ties 
of this type were 8.2 feet long, 8.88 inches wide inside, 10 inches wide over the ribs. 
The depth over all was 2.84 inches at the middle, where .48 inch thick, and 3 inches 
where .64 inch thick. At the rail seat the thickness was .64 inch and the depth 3.6 
inches. The width of the top table was 5.04 inches, except at the rail seat, where it 
is 4.4 inches, and just outside it narrows to 3.78 inches. These ties are not nar- 
row-waisted at the middle, but are of uniform section and thickness between the 
rail seats. The adjustment of gauge is effected by the use of clamps with lugs of 
different width, instead of by eccentric necks on the bolts. The more recent form of 
track has rails weighing 76.5 pounds per yard, with joints spliced by bars 31.84 
inches long and four bolts, The joint ties are spaced 24.24 inches center to center. 

From 1885 to May, 1888, 2,625 tons of the " Post ^ type of tie had 
been manufaetured for these lines by the Angleur works. They were 
of Thomas Gilchrist steel, not tarred or treated ; they weighed 110 to 
16) pounds each, and cost $22 to $25 per ton. Most of the ties of this 
type were considerably heavier than those used on the Netherlands 
State railways (Holland). Continued experience on these latter lines 
has shown the weight of 117.7 pounds to be sufficient in every way, and 
the inventor considers, as does Mr. Bricka, that the extra weight is 
quite unnecessary, involving extra cost, and only resulting in putting 
useless and dead metal into the track. 

The Belgian State railways system comprises 1,990 luiles^ and on 
January, 1888, there were 219,485 metal ties in service. 
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Great Central Railway— Different forms of metal track have 
been tried. Among them was the Serres and Battig system of longi- 
tudinals (See ^< Austria")) bat there were many breakages and the trial 
was not saccessful. In 1873 the superintendent of permanent way re- 
ported that he was fully satisfied with the experience so far obtained 
with metal ties. He was nnable to employ them farther at the time in 
consequence of the extraordinary advance that had taken place in the' 
price of iron. The company's report for 1887 stated that the favorable 
results during 1886 had been still more marked daring 1887. In tlie 
latter year 6,000 additional metal ties were substituted for wooden ties. 
fcJatisfactpry results are said to have been obtained with a " Z-iron'' tie 
weighing 149.6 pounds and costing not more than $1.80 each ; these 
were laid about 1887. 

Since 1886 there have been in service 11,000 iron ties of two types, 
manufactured by Oaramin & Co., of Thy-le-Ghateau (see Plate No. 11), 
aud they are giving very good results as to security and economy in 
maintenance, according to a statement sent to me by the engiiieer-in- 
chief in October, 1889. He stated that so far not a single one of these 
ties had been taken out of service, while on the state railways, where 
steel ties are used, quite a number had to be taken out owing to break- 
age. This unfavorable result he attribated to the alteration in the 
metal produced by the punching of the holes for the bolts. With stoel 
special precautions must be observed in the manufacture, while witii 
iron there is less need of such care. He does not, however, proscribe 
the use of steel for ties, but thinks much progress is still to be made in 
metallurgy before this material will be definitely successful for such 
purposes. 

The ties now used weigh, complete, about 154 pounds ; they are 8.52 
feet long for standard-gauge track. This weight is sufficient for a 
moderate traffic with an average speed of 37.2 miles per hour for pas- 
senger trains, but he considers that the weight should be increased to 
176 or even 198 pounds for tracks with very heavy traffic. Various 
kinds of ballast have been used with these ties ; ashes mixed with 
earth (a very inferior quality of ballast), river gravel and broken stone ; 
good results have been obtained with all these materials. The gravel 
should be slightly earthy, so as to form a solid core under the tie. This 
railway has a length of 365.18 miles. 

These ties are of semi -cylindrical section, with horizontal flanges on the lower edges 
and having a flat top table; the horizontal flanges are cut away at the middle of the 
tie. They are 8.52 feet long, 3 inches deep, 6.4 inches wide inside at the bottom and 
U inches wide over the flanges ; the upper face of tho top is flat for a width of 3 inches. 
The flanges are .36 inch thick ; the sides are .36 inch at the bottom and .40 inch at 
the top, and the top table is .52 inch thick. Inside the tie, under each rail, is an iron 
plate 10.8 inches long and abont.75 inch thick, fastened by two rivets passing through 
the top of the tie. Each rail rests on a grooved tie-plate, giving the rail the usual 
inclination, and having a channel for the rail flange and a rib along each side. Short 
Screws, abont 3f inches long over all, pass through the tie-plate and tie and are tapped 
into tho iron plate riveted inside ; these screws have wide round heads, which bear 
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00 the flange of the rail and the rib of the tie-plate, and have a square projection on 
top for the track-wrench. The older ties of this form weighed 149.38 ponnds com- 
plete ; but the newer ones, adopted in 1887, weigh 152 pounds, made up as follows: 
Tie, 133.30 pounds ; tie-plates, 5.10 pounds; riveted plates, 9,06 pounds; rivets, 1.63 
pounds ; screws, 2.91 pounds. 

The other type of tie, adopted in 1886, was of similar section ; but Inside, under 
each rail, was an oak block 9.3 inches long ; this was held in place by an iron plate 
9.8 inches long, riveted to the tie by two rivets to each flange; the plate was about 
.27 inch thick, with a rib in the middle about 1.15 inches wide, making the thickness 
at that part about .56 inch. The rail rested on a tie-plate having a rib on eacli side, 
but no channel for the rail flange. The fastenings consisted of screws similar to those 
described above, but 6.12 inches long over all, passing through the wo(»den block and 
the thick part of the bottom plate. The weight of each tie, complete, was as follows : 
Tie, 130.64 pounds ; tie-plates, 4.73 pounds ; riveted plates, 17.20 pounds ; screws, 
3.96 pounds ; oak blocks, 4.77 pounds ; total, 161.30 pounds. 

At the International Bailway Congress, held at Milan, Italy, in 1887, 
Mr. Kowalskj presented the following particulars respecting these ties: 

Five thousand were laid in 1886 and 5,000 were to be laid in 1887 ; they were placed 
under unfavorable conditions and in ground imperfectly drained ; they were on em- 
bankments and in cuts on tangents and curves of 1,640 feet, 1,968 feet, and 2,624 feet 
radius, and on a maximum grade of 3.5 per cent. During the first year the traffic 
consisted of 1,493 passenger trains and 2,920 freight trains, a total weight of 1,068,258 
tons. The speed of the former is 37.2 miles per hour and that of the latter 15.5 miles 
per hour. The passenger engines weigh 31 tons, and the freight engines 52 tons. 
Tiie rails are of flange section, weighing 74.35 pounds per yard. The ballast is of 
ashes and quarry gravel. The track keeps in good condition and the fastenings keep 

1 ight. The price of the iron tie is double that of the wooden tie. The work of main- 
tenance during the first year of service was less than that of wooden ties. The ar- 
rangement of fastening with screws and an iron plate was being adopted in place T>f 
the wooden block. 

Northern Railway.— On the Belgian lines of the Northern Rail- 
way of France, the " Severac '' tie has been used. In 1885 there were 
1,500 of these ties in the track, 750 at Engis, near Liege, and 750 near 
Oharleroy. Since they had been laid 6,000 trains had passed over 
them, and no creeping of the rails or displacement of the keys which 
fasten the rails had been observed. At a meeting of the Belgian Soci- 
ety of Engineers in March, 1886, it was stated that 1,500 of these ties 
had been in service for nine months under a traffic of sixty-four trains 
per day, and were in as good condition as when laid, while no differ- 
ence could be noticed between the noise when passing over these ties 
or wooden ties. They were manufactured by the Angleur Works (See 
*' the Severac ties "). The following particulars are from a statement re- 
ceived in May, 1888, in regard to the " Severac" ties : In June, 1885, they 
were laid on 1,968 feet of single track on the line from Namur to Liege ; 
and in July, 1885, on 1,968 feet of single track on the line from Erque- 
liuues to Oharleroy. On the former section there were curves of 4,920 
feet radius, and grades of 3.8 per cent. ; on the latter section there were 
curves of 1,640 feet radius, and grades of 1.46 per cent. Mr. Bernard 
was the engineer of the line to Namur. The locomotives weigh about 
38 to 69 tons in working order, including the tender; the cars weigh 
3.6 to 8 tons empty. The traffic is passenger and freight. The tie is 
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an I-beam, 8.2 feet long, 4.8 inches high, 3.2 inches wide over the 
flanges, .32 inch thick; on the bottom is a plate 9.6 inches wide and 
.32 inch thick, secured by eighteen rivets ; it runs the whole length of 
the tie and is turned up at the ends. A chair for the rail is riveted to 
the top at each end of the tie. The weight of the tie complete is 204.6 
pounds. The ties are made of iron at the Angleur Works ; they are 
not treated in any way, and cost the railway company $1.08 each, but 
the net cost at the works was higher than this, according to the state- 
ment of the inventor. The cost of maintenance had not been defined, 
bat was very low. ' The joint ties were spaced 24 inches apart, center 
to center, and the intermediate ties 34 inches. The ballast is of ashes; 
it is 20 inehes deep in the middle, level with the rails between and out- 
side of the tracks, and level with the tops of the ties between the rails. 
The dimensions of the road-bed are as follows : 6.56 feet between tracks 
(center to center of rails), 4.92 feet center to center of the rails of each 
track, 3.28 feet from center of outer rails to top of ballast slope, 30 inches 
width of ballast slope. The rails are of flange section, weighing 60.36 
pounds per yard ; the joints are suspended, and are spliced in the usual 
way. The reason for using metal ties was to compare the cost of their 
maintenance with that of the track on wooden ties. The results were 
satisfactory ; there was no trouble with maintenance, and the only trouble 
with the rail fastening (a taper key driven between the rail flange and 
a lug on the tie plate) was that before driving the keys to a tight bear- 
ing it was necessary to dress the track inline and surface, as after the 
keys have been finally driven this dressing is impossible on account 
of the extreme stiffness and rigidity of the track. The only breakages 
were in the chairs which appeared to be rather weak ; no accidents were 
caused by these breakages. The ties appeared to behave much the 
same as wooden ties ; they are well made, but as regards bearing they 
do not present more advantages than wooden ties, which would have a 
width of 9.6 inches. The climate is moist and variable, but no partic- 
ular observations have been made of its effect on the ties. Oak ties 
cost $1.1^ each, including the rail fastenings, and have an average life 
of fifteen years. Creoso ted beech ties cost $1.09 each, including rail 
fastenings, and have an average life of twenty years. 

LiEaE AND LuxEMBOUBa Eailway.— The Serres and Battig system 
of iron longitudinals (See '< Austria") has been tried, but with unsat- 
isfactory results owing to numerous breakages. The " Ooblyn" type of 
cross-ties has also been used. The principal trials have been with the 
"Post" type of steel cross-tie, with very good results, as noted under 
"Holland," Netherlands State Eailway. 

Liege and Seraing Eailway. — The Society of Economic Eailways 
(Liege to Seraingand extensions) has, after making experiments, adopted 
the "Coblyn" type of steel ties to replace oak ties. In thecompany's re- 
port presented at a meeting in May, 1888, it was stated that renewals 
with these ties would be carried on as needed, and by small sections. 

Local Eailways. — ^A special statement received in May, 1888, 
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shows that the Local Railways Compauy laid in December, 1887, 500 
iron ties of the '< Bernard" type, covering 2,437 feet on the line from 
Jedoigne. They were on tangents and curves of large radius, also on 
grades and curves, to 98.4: feet radius. Mr. Dartevelde was the engineer. 
The ties and fastenings were of steel, but the chairs were of iron. The 
weight per tie was 132 pounds, and there were 6 ties to a rail length of 
29.52 feet. The cost was $2.10 each at the works. The rails were of 
flange section, 6.4 inches high, weighing 60.36 pounds per yard ; the 
joints were suspended. The results, etc., are the same as given in the 
statement relating to the Belgian state railways. Trials have also 
been made with the " Ooblyn'' type of steel ties. 

For the Oharleroy suburban lines the company has adopted the 
" Z-iron'' tie. These lines are 9.3 miles long, one meter gauge, with 
maximum grades of 6 per cent, and curves of 82 feet radius. There 
are three lines; on two of them the traffic consists of thirty trains per 
day, and on the third line fifty-four trains. *The lines were opened in 
1887, and the track has given good results from the beginning, especially 
in regard to its freedom from noise; there were 12,829 ties in service. 
The lines follow the country roads, and the track is in some places in 
the paved streets, and in other places on waste ground along the side 
of the highway. The ties weigh 114.4 pounds each, including fastenings, 
and cost $1.30 each. The passage of trains is as easy and quiet as on 
track with wooden ties ; the crossings are laid with 'wooden ties and 
no difference is noticed when the trains pass from track with metal tics 
to track with wooden ties, or vice versa. This is claimed to be due to 
the rigid fastening of the rails by a taper key. 

The following is an abstract of a report made to the company in Oc- 
tober, 1888, by Mr. F. Grumieaux, engineer and superintendent of the 
Oharleroy lines : 

The lines are of very irregular profile ; of the 9.3 miles total length, 6.2 miles pre- 
sent grades of 3 and even 6 per cent. The rails are 29.52 feet long ; those laid in the 
streets weigh 60.3 pounds per yard and have eight ties to a rail length; those laid at 
the side of the road weigh 43.2 pounds per yard aud have ten ties to a rail length. 
The passage of trains is as smooth and easy as on track with wooden tie^, as can be 
noted at crossings where wooden ties are used. The taper keys first used were too 
small ; on the Lodelinsart line, where there is a grade nearly 1.24 miles long, varying 
from 3.5 to 6 per cent., down which the engines run with the brakes partly applied, 
there was considerable creeping of the rails, the ends of the rail touching one another 
and the ties beiixg shifted laterally so that the tangent became a series of bends. 
This part of the track was relaid in June, 1888, and stronger keys were nsed, after 
which there was neither creeping nor displacement of the track. The ties taken oat 
had a thin coat of rust, but the experience was then too short to allow'of any opinion 
to be formed as to the ultimate effect on the ties. Some Belgian engineers have 
affirmed that metal ties can only be used with gravel or broken stone ballast, as ashes 
will destroy them by corrosion, owing to the sulphurous matter contained in this ma- 
terial. These lines, however, are ballasted entirely with ashes, and the future will 
show whether the opinions of these engineers are well founded. No figures could be 
given as to the cost of maintenance and repairs, and in fact German and Dutch en- 
gineers are of opinion that it is not until the third year of service that the good re- 
sults of the use of metal ties become apparent. 
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TIES. 

The Severao Ties (See plate No. 10).— The *<Seyerac'' tie consista of an |-beam with 
abroad plate riveted to the bottom; this plate extends the whole length of the tie, 
aod is tnmed np at the ends. The size of the plate on plan is exactly that of an 
ordinary wooden tie and the height and width of the closed end are the same as those 
of a wooden tie, so that the volume of the ballast resting on the bottom plate is 
practically eqaal to the volume of a wooden tie. By this means the tie itself may be 
comparatively light for handling, say abont 198 pounds, and very heavy when in place 
in the track, being more firm or stable than wooden ties. To the top table of the 
I-beam are riveted two rail chairs, giving the rails an inward inclination. There are 
two projecting lugs on each chair: the outer one holds the outer flange of the rail, 
while the inner one has a taper steel key driven between it and the rail flange. 

There are various modified forms of these ties. They may have a plate riveted on 
the top as well as on the bottom ; or they may be rolled with a narrow top flange and 
a wide bottom flange, so as to dispense with the riveted plate, the bottom flanges being 
cat through at the corners and bent up to form a closed end. They may also be of tee- 
section (X or J,), with the horizontal flanges bent down or up, as the case may be, to 
close the ends. This form maybe used for narrow-gauge lines, the horizontal flanges 
being bent down or up and then horizontally, so as to form a top table at the ends and 
a bottom table at the middle, or vice versa; this is advantageous for lines where it is 
desirable to economize in the width of the ballast, as the resistance to lateral motion is 
then at some distance from the ends of the tie. (This is one of the special features 
claimed for the Standard steel tie, now being tried in the United States. ) Another form 
is of ^-section, with a piece of angle-iron riveted to each side of the top of the web, 
'-under each rail, forming a rail seat. Another form is of similar section, but has a sad- 
j die piece of /V -shape at each rail ; the flat top rests on top of the web of the tie and 
forms a rail seat, while the horizontal flanges are riveted to the bottom flanges ol' 
the tie. The fastening intended to be used was a bed- plate of mild steel riveted to 
the tie; there were two lugs, the outer one holding the outer flange of the rail and 
the inner one being bent down to hold the inner side of the flange, or bent back when 
a rail or tie was to be removed. This would require a very soft metal to stand this 
bending and rebending without cracking, and steel made by the Gilchrist process 
was considered the best for this purpose. The fastenings by means of lugs and a key 
have, however, given excellent results. While this tie weighs, in position in the 
ballast, about 330 pounds (metal and stone), an ordinary wooden tie only weighs 
about 154 pounds. 

The inventor had the following objects in view in designing this form of tie: (1) 
the suppression of movable fastenings, so that the tie could be made complete at the 
works, the track men only requiring a hammer for the bent lug ; (2) the same base and 
the same resistance to longitudinal and transverse motion as a .wooden tie ; (3) easy 
ballasting; (4) the maintenance of the gauge and the inclination of the rails; (5) 
easy placing and removing; (6) ease of manufacture. In regard to this last point, 
however, it may be noted that the ties in use, with eighteen rivets each, represent a 
good deal of shop- work. 

These ties have been tried on the Belgian lines of the Northern Railway of France. 

2%c Bernard Ties (See plate No. 10.) — Mr. Bernard, engineer of the Belgian division 
of the Northern Railway of France, has invented a cross-tie consisting of two channel- 
irons placed back to back, and with a broad bed-plate riveted to the bottom at each end, 
each plate having eight rivets, and the end of the plate being turned up to make a 
closed tie. Each rail rests on a chair secured to the top of the channels by bolts, the 
X heads of which are on the under side of the top flanges of the channels. A special 
form of nut is used, having part of its lower face plain and part indented; the plain 
part bears on a washer which is large enough to leave a space between it and the 
bolt. In this space is a spring nut-lock of one spiral ; the lower part of the spring 
has a lag w'hiiih flto into a hole in the rail clamp, and the upper part has a tooth en- 
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gaging with the teeth on the lower face of the nat and so preventing it from working 
loose. The tie may be made with two 2-iron8 instead of channel-irons, the lower 
flanges being inward. They can also be adapted for double-headed rails by using 
the regular chairs for this form of rail instead of the flat chair for flange rails. 

In a pamphlet upon his patent tie, Mr. Bernard says: 

''The tie may be considered as formed of two ties united ; it presents two bearing 
points for the rail, so that the distance between these ties is gained in the general 
spacing of the ties and their number can be reduced 33 per cent. The distance be- 
tween the two bolts on each side of the rail is 12.16 inches. For eight ties to a rail 
length of 29.52 feet, the joints are suspended, and the arrangement is 11.2 inches 
center to center of bolts of joint-ties, and 34.2 inches between the adjacent bolts of 
intermediate ties, except that the distance between the two middle ties is 35. 12 inches. 
For six ties to a rail-length of 29.52 feet, the joints are supported and the arrange- 
ment is 41.68 inches between the bolts of the joint and shoulder ties, and 50.92 
inches between those of the intermediate ties. The weight is from 242 to 305.8 pounds, 
but as each tie of this type is equivalent to one and a half ordinary ties, the com- 
parative weight would be about 160 and 203 pounds respectively. For the spacing of 
six ties to a rail-length of 29.52 feet, Mr. Bernard suggests a rail about 6.4 inches 
high, 4.2 wide over the flange, 2.48 wide at the head, and weighing about 86 pounds 
per yard. The sixteen rivets per tie represent a good deal of shop-work, as with 
the *Severac ' tie." 

These ties have been tried on the Belgian State railways and the lines of the local 
railways company. 

The Coblyn Ties (See plate No. 10). — These are steel crosft-ties of approximately 
X-section, but with a deep groove along the middle of the top table ; the edges of 
the top table are turned down slightly and the ends are closed. For standard gauge 
lines they are about 7.8 feet long, 9.6 inches wide over all, 3.64 inches deep in the 
middle, and 1.04 inches at the sides, .32 inch thick on top, and weighing about 112.2 
poands. The cost, with fastenings, complete for rails weighing about 72.33 pounds 
per yard is about $1.89 per tie. For meter-gauge lines they are about 5.9 feet long, 
8 inches wide, 3.5 inches deep in the middle, and .96 inch deep at the sides, .32 inch 
thick on top, and weighing about 61.6 pounds. The cost, with fastenings, complete 
for rails weighing about 42.25 pounds per yard is about $1.26 per tie. A special form 
of fastening is designed to be used with the heavier flange rails. The rail rests on a 
chair riveted to the tie; the inner side of the flange is held by a lug projecting 1.6 
inches over it ; on the outer side is a high jaw inclined toward the rail ; over this fits 
a loose cap, with its inner face also inclined, and. having a vertical groove; a taper 
wooden key is driven between the side of the cap and the web of the rail and bears 
tightly against the under side of the rail head; the wood swells into the groove in 
the cap so that the key can not work loose. The several parts of the fastening are 
stamped at the works. This fastening may be used for wooden ties, and it is claimed 
that the use of the tie plate will increase the durability of wooden ties and enable 
soft woods to be used. 

These ties have been tried on the Liege and Luxembourg Railway, and adopted on 
the Liege and Seraing Railway. The riding over metal ties with the fastening de- 
scribed is said to be as quiet as, if not quieter than, over wooden ties with ordinary 
clamp or spike fastenings holding the rail by the flange ; this is attributed to the 
holding of the rail by the web and head with an elastic body, which absorbs the vibra- 
tions. These ties give a good bearing for the rail, make a stable track, are easily 
ballasted, and may be used with broken stone or slag ballast. 

The 2i-Iron Ties (See plate No. 10). — These ties are composed of two rolled 
beams of 2-section, with vertical web, placed side by side with the lower flanges 
inward. At each end is placed a cast-iron rail chair with wings projecting down into 
the tie between the two beams ; three rivets passing through each chair and the webs 
of the beams hold the pieces firmly together. The 2-irons present a great resistance 
to vertical bending motion, and the tie is very stroug. The weight, including fasten- 
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Tags, for ordinary track, is about 195.8 pounds, and for rails weighing 100 pounds per 
yard about 209 pounds. The 2-irous for these heavy ties are about 2.6 inches wide, 
4.4 inches deep, and .28 inch thick. The rails are of flange section, and are given the 
usual inclination by the seat of the chair; there is a lug on each side of the plate; 
the outer lug fits over the outer side of the rail flange, and a taper key is driven hori- 
zontally between the inner lug and inuer side of the rail flange; to prevent the^ 
key from slacking back the end is split, and may be opened with a chisel when driven 
home, and a small wooden or metal wedge may be driven into the split end. This 
makes a very tight and secure fastening ; the rail is fixed as in a vise; the surfaces 
in contact being extended, there is no wear or play, and consequently no vibration or 
rattling. It is estimated that the proposed ties, weighing 209 pounds, would cost 
$2.45 each, or $4,740.75 per mile with 1,9^)5 ties per mife; white oak ties would cost, 
with plates and fastenings, $1.90 each, or about $4,907 per mile with 2,580 ties pev 
mile. The reduced annual cost for maintenance is a special advantage. It is calcu*- 
lated that the annual cost per yard for maintenance would be with the metal ties 21.7 
cents for ten years, 17.15 cents for fifteen years, or 12.21 cents for thirty years. Wiiih 
wooden ties 8 feet 2 inches long, 12 by 6 inches section, it would be 30.62 cents for ten 
years, and 22.92 cents for fifteen years. The track can be more readily and quickly 
laid than with rails spiked or clamped to wooden ties. The weight of the tie in the 
track is increased to about 396 pounds by the ballast within it, and it is very easily 
tamped and ballasted. These ties are to be given trials in various countries. The 
Congo Kailway Company (in the interest of the Belgian Government) has ordered 
these ties for 270 miles of road, from Matade to Stanley Pool. The chief engineer of 
the Ottoman Railway, of Turkey (owned by an English company), has recently 
been in Belgium with a view to replacing the wooden ties with "Z" ties. The fol- 
lowing railways also intend to experiment with them: Loando and Ambaca, in tho 
Portuguese territory of the Congo; Portuguese State railways; Minho and Douro 
Railway, Portugal; South and Southeastern Railway, Portugal; State railways, 
France ; Egyptian railways ; Bone and Guelma Railway, Algeria. 

SITMMARr OF METAL TRACK FOR BELGIUM. 



Railway. 



Metal 

Cr08B<ti08, 

(about). 



State 

Great Central. 

Korthern 

Local 

Totail... 



100.00 
5. 00 

.7 
9.7 



115. 50 



GERMANY. 

General Remarks.— Germany has an extensive system of rail way 8, 
most of which are State railways. The principal system of the German 
Empire is that of the Prussian State railways, which are owne<l and 
operated by the Prussian Government^ the system is divided into 
divisions corresponding with the several provinces of the Prussian 
Kingdom. The railways of the other States of the empire, npt belong- 
ing to Prnssia, are owned by the governments of these States a>s a rule. 
There are also several private railways, some of which are under gov- 
ernment control. The lines are principally of standard gaugp, 4= f^et 
8J inches. 

In this country very extensive experiments with metal tr9*ck have 
been made, the experiments extending^ over a number of year9.an|4 if^- 
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eluding trials of various types of track. Tbe experience has been in 
general in favor of tbe metal track, and has led to its being adopted in 
some cases. The first experiments were made in 1862, and in ld8^'81 
there were 2,875.5 miles laid with metal track, equal to 8.1 per cent, of 
the total mileage then in operation. In January, 1885, there were 
3,234.54 miles laid with metal cross-ties, and 3,145.26 miles with metal 
longitudinals, a total of 6,379.80 miles of metal track, representing 16.52 
per cent, of the total length of single track, which was then 38,608 
miles. The following table, showing the growth of different classes of 
track on German railways, from 1878 to 1884, is from the report of Mr. 
Bricka to the minister of public works (France), and to it I have added 
the official figures for 1888 : 

Mileage of German railtoays, 1878-1884. 



Tear. 



1878 
1879 
1880 
1881 
1882 
1883 
1884 
1888 



Main lines. 


Local lines. 


Total track. 


Wooden 
ties. 


Metal longi- 
tudinals. 


Metal ties. 


18, 645. 88 
19, 041. 44 
18.886.44 
18. 978. 82 
19, 001. 76 
18,982.54 
18, 931. 70 
19, 169. 16 


833.28 
1. 582. m 
], 988. 96 
2,165.04 
2,582.92 
3, 059. 70 
3,642.50 
5, 107. 56 


33. 343. 60 
34, 904. 76 
35, 522. 90 
36, U61. 68 
36. 906. 12 
37. 697. 86 
38,1508. 02 
41, 290. 76 


32,008.74 
32, 621. 30 
32,399.34 
32. 150. 72 
32, 088. 72 
32, 008. 74 
31, 914. 50 
32,147.62 


902.10 
1, 574. 18 
1,980.28 
2. 359. 72 
2. 604. 00 
2, 892. 92 
3, 145, 26 
3, 562. 52 


176.46 
489. 18 
828.32 
1, 240. 00 
1, 905. 26 
2,465.58 
3^234.54 
5,224.12 



Stone, 

blocks, 

etc. 



257. 30 

220.10 
314.96 
311.24 
308. 14 
310.62 
313.72 
356.50 



During the past decade there has been considerable activity in the 
introduction of metal track, and the results have been in general thor- 
oughly satisfactory. This experience is of more practical value than 
that of the earlier experiments, as the earlier forms of track were natu- 
rally deficient in many ways, while the more recent forms have been 
designed in accordance with the teachings of experience and have been 
in service under modern conditions of traffic. Both longitudinals and 
cross-ties have been tried on an extensive scale, but the former are not 
being used to any extent for new work, while large quantities of cross- 
ties are being introduced continually. It is stated on authority that on 
new lines and on such old lines as are to be thoroughly repaired, the 
Hilf system of longitudinals is not to be used any more, and the Haai:- 
mann system of longitudinals only to a limited extent. The reasons 
given are that the maintenance is difficult and the construction and 
drainage of the road-bed especially difficult. As regards the life of the 
ties, that is a point as yet undetermined; the earlier forms of ties were 
too weak for modern conditions of traffic, and those fitted for such con- 
ditions have only been in service for from five to ten years. On the 
Elberfeld division of the Prussian State railways (Westphalia), it is 
considered that metal ties will not have a longer life than wooden ties 
(fifteen years maximum) ; but in view of the experience with the earlier 
ties and of the durability of steel rails, etc., this estimate can hardly be 
considered as correct. Mr. Gustav Meyer, chief engineer of the Prus- 
sian State railways^ is of opinion that the life of metal cross-ties of 
modern design may be estimated as at least double that of the best 
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wooden ties, or thirty* to forty years. Metal ties have been definitely 
adopted on some lines. 

Wooden ties are still used to a very great extent, partly owing to the 
policy of the government to foster and develop the forests and encour- 
age the forest industries, and partly on account of their smaller first 
cost. The native forests can not supply nearly enough timber to meet 
the demands, and large quantities of wooden ties are imported annually. 
The appropriations for railways in 1888 included about $2,500,000 for 
wooden ties and only $1,000,000 for metal ties, and it was estimated 
that the importation of wooden ties amounted then to $450,000. This 
has roused the iron and steel manufacturers, who have called the 
attention of the government to the fact that metal ties are a success 
iu point of efficiency and economy, and they have petitioned the gov- 
ernment to provide for a more rapid introduction of such metal track 
in the interests of the iron industries. Large quantities of metal ties 
are made for export ; according to a report by Mr. Tanner, United States 
consul at Chemnitz, Germany exported 26,991 tons of steel ties in 1885 
as compared with 17,000 tons iu 1884. 

It has been stated sometimes in the technical and daily press that the 
metal track has not proved satisfactory, and is being either discontin- 
ued or actually removed. The perusal of the following pages will show 
clearly that the metal track is a success and that a supposed economy 
is the main reason for the comparative slowness with which it is being 
further introduced. The fact of the use of metal ties at switches and 
frogs on the Prussian state railways (see the end of the part of this 
report relating to Germany) is an evidence of the efficiency of the track 
and the favor with which it is regarded. In the only instance where 
metal track has been abandoned (on the Altona division of the Prus- 
sian State railways) it is officially stated that local conditions of the 
ballast and road* bed, and not any deficiencies of the track, have led to 
this action. The tracks laid with wooden ties are being improved by 
the extensive introduction of heavy metal tie-plates and improved fast- 
enings for the rails. The wooden ties are usually treated with some 
preservative process. The administration of the Saxony State rail- 
ways roport that wooden ties are used almost exclusively upon these 
lines. 

The extent of metal track on the Prussian State railways in 1886 
and 1887 was as follows : 



Main tracks 
Side tracks. 

ToUl. 



1885-'86. 



Cross-ties. 



Miles. 
2,480 

248 



Longitudi- 
nals. 



2, 728 



Miles. 
2, 232 
124 

2,350 



1886-'87. 



Gruss-ties. 



Longitudi- 
nals. 



Miles. 
2, 870. 60 
260. 40 



3,131.00 



Miles. 
2, 275. 40 
124. 00 

2, 399 40 
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New material was used as follows : 



Year. 



1885-'86 
]886-'87 



Iron ties and longitadlnals. 



Tons. 



40,214 
31,913 



Total cost. 



$1,356,067.00 
1,041,760.75 



Cost per 
ton. 



$33.75 
32.75 



Wooden ties. 



If amber. 



Total cost. 



1.510,806 ,$1,7<44,846.25 
1,581,169 1,876,552.50 



Cost per 
tie. 



$1.18 
1.15 



The following table gives the qaantities of wooden and iron ties laid 
in 1886, 1887, and 1888: 

Prussian state railways. 



Year. 



]885-'86 
1886-'87 
1887-'88 



Wooden 
lies. 



No. 
1. 507, 263 
1,582,877 
1,654,304 



Metal ties. 



No. 

672,086 
522, 470 
403, 623 



Wood. 



Per cent. 
69.16 
75.18 
77.02 



Metal. 



Per cent. 
30.84 
24.82 
22.98 



All railways in Germany, 



1885-'86 
188&-'87 
1887-'88 



2, 462, 004 
2, 544, 992 
2, 677, 424 



1,007.152 


70.97 


868.262 


74.56 


750, 670 


78.10 



29.03 
25.44 
21.90 



The following table gives the comparative mileage of different classes 
of track from 1880 to 1885 : 



Year. 



1880-'81 
188l-'82 
1882-'83 
1883-'84 
1884-'85 



Cross-ties. 



Wood. 



Per cent. 
96.73 
95.39 
93.51 
91.90 
89.97 



Iron. 



Per cent. 
2.43 
3.74 
5.63 
7.23 
9.18 



Mileage. 



Longitudi- 
iials — iron 
(mileage). 



33,442 
33,704 
34, 270 
34,873 
36,416 



Total mileage. 



Cros."*ties. 



2. 046. 5 
2, 422. 6 
2, 636. 5 
2, 957. 3 
3,219.3 



Per cent. 
94.10 
93.18 
92.76 
92.10 
91.55 



Longi- 
tudinals. 



Per cent. 
5.76 
6.70 
7.14 
7.81 
8.32 



Note.— Small balance of length not accounted for. 

Abont June, 1889, the following note on this subject appeared in 
" Kuhlow's German Trade Review :'' 

Metallic v. Wooden Ties in Germany.^ks far back as last year the North-Qerman 
group of the German Iron and Steel Mannfactnrers' Union and the German Iron mas- 
ters' Union addressed a petition to the minister of public works, in which the latter 
was requested to take steps so that the use of wooden ties should not only not be- 
come greater, but that the substitution of iron or steel ties for wood might be con- 
tinued, as was the case in the previous year, and to proceed with the view to having 
everything connected with the railway lines only of iron and steel. The societies 
above named have recently again addressed themselves to the minister with the re- 
quest that the latter do all in his power to put an eud to the importation of foreign 
wooden ties, and to supply the deficiency thus created by an increased use of iron 
ties. The petitioners assigned a number of reasons for their action. The increase in 
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the use of iron ties» which on the Prussian railways was IH per cent, on the 
quantity in nse in 1883~'84, was only .53 per cent, on the other railways of Germany, 
while the German forest owners derived no benefit therefrom, as can be proven by 
the figures representing the yearly importation from abroad of wooden ties. The 
amount of wages lost by German railway workmen consequent upon importing ties 
from abroad is calculated at $1,392,187.50 and the loss caused by the diminution in 
the traffic on the state railways at $371,250. A reply to the petition has just been 
received from the minister of public works, in which he states that he is very glad 
when he can encourage the use of iron ties on the Prussian railways as former! j', but 
he is not in a position to accede to the request of the petitioners to exclude as far as 
possible the wooden ties. The wooden ties, particularly after the new improvements 
in the tie-plates and track fastenings, have proved themselves to be especially suit- 
ahle as supports for the rails, while the iron ties hitherto supplied have not suffi- 
ciently justified their use on those portions of the line in which a fine or impervious 
material for ballast has to be reckoned with. When iron ties are produced which 
will obviate the difficulties attendant on their use in the cases named a large increase 
in their application will take place even on those lines on which they have been 
hitherto used only to a limited extent. 

Prussian State Railways. — Berlin division {province of Branden- 
burg). — Metal loDgitadiQals of the " Hilf and *' Haarmann " types, are 
used (See plate No. 12), and at the end of 1884 there were 473 miles of 
this class of track in service. The Baarmann longitudinal, as now 
used, is in lengths of 29.49 feet, weighing 508.95 pounds, or 51.75 pounds 
per yard ; it has the middle part about 4 inches wide, 2.08 iuches deep, 
and .36 inch thick, with a rib on each side of the top table, forming a 
groove for the flange of the rail ; the flanges of the longitudinal are in- 
clined downwards toward the outer edge at a slope of lin 12 and the 
edges are bent down vertically to a depth of 1.18 inches ; the width over 
the flanges is 12.8 inches. The rail clamps are short channel plates (c ), 
with the top flange bearing on the rail and the bottom flange on the 
inner side of the longitudinal ; the two clamps are held together by a 
bolt .76 inch diameter passing through the clamps and through the 
upper part of the longitudinal, under the rail. At the joints the ends of 
the longitudinals rest on a saddle plate of inverted channel section, 
with a deep groove rolled in the top table, which is inclined so as to 
make the outer side of the longitudinals higher than the inner side, 
and so give the rail the usual inward inclination. The lower flanges of 
the rail clamps pass through the top of the saddle, taking a bearing on 
the under side of the top table. The saddle is secured to a bed plate 
19.28 inches wide and .40 inch thick, by bolted clamps on the Euppel 
plan (See plate No. 13). The rails are of flange section, weighing 59.7 
pounds per yard ; they are 29.52 feet long and 5 inches high, with a 
flange 3.40 inches wide. The rail joints are spliced by deep angle-bars 
having a vertical web projecting below the rail. The weight of the 
track complete is 1,616.55 pounds per rail length, or 179.63 pounds per 
yard. This system of metal track is used on the Berlin City Railway. 

The Haarmann combined rail and longitudinal has also been tried 
for a length 3.1 miles. This compound rail (See plate No. 12) was a 
large flange rail composed of two pieces placed side by side 5 it was 8 
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inches high over all, 12 inches wide over the flange, with a head 2.4 
inches wide ; the two parts were connected by two rows of rivets, and 
the joints were spliced by angle-bars 16 inches long, with eight bplts 
.in two rows. The two parts of each rail broke joint by 20 inches. 
Flat tie-bars, with ends bent at right angles and secured by bolts pass- 
ing through the webs of the rails, were placed at intervals of 9 feet 10} 
inches. The weight of this track was 273 pounds per yard. 

The following is Mr. Bricka's statement of the track of this division 
at the end of 1884 : 

MUes. 

Main lines. 1,414.22 

Local lines 163.68 

Total track 2,762.72 

Wooden ties 2,276.64 

Metal longitudinals .• 473.06 

Metal tiea 1.24 

Stone blocks, etc 11.78 

Two systems of track are adopted for the bridges of the city railway, 
for the purpose of deadening the noise : (1) The rails rest on iron lon- 
gitudinals, of the Haarmann type, connected by iron cross-tie connec- 
tions, wooden packing blocks being placed between the two parts. A 
water- tight casing, hang below the floor, receives all water and drainage 
and is covered with a thin layer of gravel to deaden the noise from 
vibration. The wooden blocks are diflScult to maintain. (2) The longi- 
tndinals are bedded in gravel laid in troughs along the bridge, the top 
of the longitudinal being level with the top of the trough. The floor is 
of buckle plates covered with gravel. This track is heavy and altera- 
tions cannot easily be effected for frogs and switches, while it is diffi- 
cult to tamp the longitudinals properly. 

Prussian State Railways. — Elherfeld division (province of West- 
phalia). — This division includes most of the lines in the industrial dis- 
trict of the Ehine, in Westphalia, and has a heavy traffic on its princi- 
pal lines. It also includes the former Berg and Mark Eailway, the 
name of which is well known in connection with metal track, this road 
having been one of the first to experiment on a large scale with such 
track. The following is Mr. Bricka's statement of the track for 1884 : 

Miles. 

Main lines 587.76 

Local lines 159.96 

Total track 1,590.30 

Wooden ties 912.02 

Metal longitudinals 41.54 

Metal ties 629.30 

Stone blocks, etc 7.44 

The first trials made in Germany with metal ties were made on the 
old Berg and Mark Eailway. The trials were commenced in 1869, with 
ties of the original " Vautherin " type ; these were 3.2 inches wide on 
top, 6.8 inches wide inside on the bottom, and 9.2 inches wide over the 
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flanges ; 2.4 inches deep ; the sides and top were .24 inch thick and the 
flanges .32 inch thick ; the weight was 40.70 pounds ; the ends were 
open. This type not proving satisfactory, changes were made which 
led to the designing of the "Berg-and-Mark" (or Bergisch-Markische). 
type of tie. It is a modification of the " Vautberin'^ type, doing away 
with the narrow horizontal flanges at the bottomland having Jhe lower 
part of the sides bent to a vertical position (See plate No. 12). The tie 
was 7.5 feet long, 5.2 inches wide on top, 9.2 inches wide on the bottom, 
and 2.4 inches deep, with the sides vertical for 1 inch from the bottom ; 
the thickness was .24 inch at the bottom, increasing to .36 inch at the 
top, and on the under side of the top table was a rib 1.44 inches wide, 
making the thickness .52 inch to give extra strength at the holes for 
the fastenings. The tie was horizontal for a length of 3 feet 3| inches 
at the middle, and then inclined upward 1 in 20 to the ends, which were 
closed by bending over the top table. The weight of the tie was 98 
poands, and of the fastenings 5.4 pounds, making a total of 103.4 pounds 
per tie. The rails were of flange section, weighing 66 pounds per yard, 
and having a flange 4 inches wide. The fastenings of each rail consisted 
of three gibs and a cotter (See plate No. 13). The outer flange was held 
by a gib, the lower side of which bore on the inside of the tie; a sim- 
ilar gib held the inner flange, and a small gib was placed against the 
opposite side of the hole in the tie, so as to give a good bearing for the 
cotter, which was driven down vertically between these two gibs. 
The cotter was about 6J inches long, eleven-sixteenths-inch thick — 1^^ 
inches wide at top and thirteen-sixteenths inch wide at 1^^ inches from 
the end, thence tapering to a point; the side furthest from the rail was 
perpendicular to the top of the tie. The gibs were all eleven-sixteenths 
inch thick; the outer and the small inner gibs were made in three dif- 
ferent widths, to allow for the adjustment of the gauge at curves, etc. 
At the rail joints the ties were spaced 20.4 inches apart, center to cen- 
ter. 

Metal ties only are now used for main lines ; metal and wooden ties 
are used for branch and local lines. The ties for main lines are of the 
modified Berg-and-Mark type (See plate No. 12). They are 8.2 feet 
long, 4.4 inches wide on top, 8.72 inches wide inside at the bottom, and 
9.36 inches wide over the ribs on the bottom edges ; they are 3 inches 
deep, with the sides nearly vertical for 1.5 inches from the bottom ; the 
sides are .28 inch thick ; the top table is .36 inch thick, with a strip 
along the middle .52-inch thick for a width of 1.44 inches, the extra 
metal being added on the under side. The middle part of the tie is hori- 
zontal for a length of 3 feet 3f inches, and is then inclined upward 1 
in 20 to the ends, which are closed .,.by bending down the top table. 
The weight is 119.24 pounds per tie. There are 10 ties to a rail length 
of 29.52 feet; the joint ties are spaced 24 inches apart center to center, 
and the intermediate ties 37.04 to 37.08 inches apart. The rail fasten- 
ings are gibs and cotters arranged as above described; the outer gib 
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weighs .75 pound, the inner gib .68 pound ; the small gib .26 pound, and 
the cotter .97 pound. The rails are of flange section, 29.52 feet long, 
weighing 67.2 pounds per yard ; they are 5.36 inches high, and have a 
flange 4.20 inches wide. The weight of the track is 2,696.93 pounds per 
rail length, or 274.08 pounds per yard. The ties for local lines are of 
the origiilal Berg-and-%Iark type ; 8.2 feet long, 5.2 inches wide on top, 
9.2 inches wide on the bottom, 2.4 inches deep, with the sides vertical 
for 1 inch from the bottom ; the sides aire .28-ineh tbick^ and the top 
table .36-iiieh thick^ with a rib along the under side, making it .52-ineh 
thick for a width of 1.44 inches. They are bent to shape and have the 
ends closed in the same way as the heavier ties. The weight is 106.26 
pounds per tie, and the track weighs 2,567.13 pounds per rail length, or 
260 pounds per yard. 

The following is a detailed statement, furnished in July, 1888, by the 
officers of the division for the purpose of this report : 

This division includes the former Berg- aud-Mark Railway, and in 1887 it comprised 

about 806 miles of line, with about 1,649.20 miles of main and side tracks, laid as 

follows : 

Miles. 

Wooden cross-ties 790.50 

Metal cross-ties , 762.60 

Metal longitudinals 93.00 

The lines are divided into two classes, according to their traffic ; main lines, gen- 
erally with double track, with a maximum grade (exceptionally) of 1 in 75, or 1.33 
percent., and a minimum curvature of 984 feet radius; local or branch lines, with 
single track, a maximum grade of 1 in 40, or 2.5 per cent., and a minimum curvature 
of 590.40 feet radius. 

The first trial of iron cross-ties was made in 1869 by the Berg-and-Mark Railway. 
In 1874 they were used to a larger extent, and in 1877 a further introduction of them 
was commenced. Iron longitudinals have not been laid on the lines of this division, 
but in 1880, when all the Prussian railways were acquired by the Government, the 
boundaries were extended, and so included parts of some lines using these longitudi- 
nals. On main lines the traffic is about one hundred and sixty trains per day Con 
double track), at speeds of 46.5 miles per hour for passenger trains and 27.9 miles per 
hour for freight trains; the six- wheel engines weigh about 42 tons, with 7 tons on the 
driving wheels. On branch lines the traffic is from twenty-five to thirty trains per 
day, at a speed of 18.60 miles per hour for passenger and freight trains. The six- 
wheel engines weigh about 30 tons, with 5 tons on the driving-wheels. 

The ties are now made of mild steel, and for their manufacture the basic process of 
Thomas Gilchrist has recently been used ; no preservative process has been used ; the 
ties are laid in the condition they leave the rolls, and there is very little trouble frt)m 
rust. They are manufactured by a number of works, jiroposals being advertised for 
in the usual way. The cost at the mills in 1888 was from $27.50 to $30 per ton, or 
about $1.50 to $1.62i per tie for main lines and $1.32^ to $1.45 per tie for branch lines. 
The gibs and cotters, being of wrought-iron, cost at the same time 5|j72.50 per ton. 
The cost of maintenance of the ties is very small, as the works furnishing the ties must 
give a guaranty for two j^ears, replacing every tie which becomes damaged during 
this time. If a tie has internal defects which escape notice at the inspection, they 
will show themselves within two years, and it is found that after that any failure 
of the ties now used is very rare. On the other hand, the labor for the maintenance 
of track on metal ties is considerable, and is greater as the ballast is less hard and less 
porous. This is especially the case during the first few years, until the track has set- 
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tied to a firm bearing. It seems, therefore, that metal ties require the best broken 
stone ballast, and with this material the cost of maintenance of track on metal ties is 
soarcely greater than that of track on wooden ties, especially as the item of renewals 
(uecessary for wooden ties in a few years) is eliminated. Exact comparisons between 
the cost of maintenance of track on metal and wooden ties on this division cannot be 
made, as the expenses are not separated, and there are wooden ties only on branch 
lines and on main lines with little traffic. All tracks having considerable traffic 
are now laid with metal ties. There has been no experience as to the life of metal 
ties. With the present form of tie there are no breakages under ordinary circum- 
stances, and there is no weakening by rust discernible, not even with the older ties. 
Wherever a renewal has been necessary it has been on account of the enlargement of 
the boles iu the tie by wear or of a crack between the holes. In no case can it be said 
that metal ties last longer than wooden ties. 

[In this connection, however, it may be remarked that wooden ties in Europe have 
a mach longer life than in this country, from fifteen to twenty years or more, owinf^ 
to the use of rail chairs, broad tie-plates, and preservative processes. — E. E. R. T. ] 

As remarked above, metal ties require ballast of the best quality. On this division 
broken stone of a hard and durable character is used; this material costs from 62^ 
cents to $1.12^ per cubic yard according to locality, while gravel ballast for 
wooden ties costs only 25 to 62^ cents per cubic yard. The experience here is that 
metal ties have a tendency to grind the softer ballast to duat, which in wet weather 
becomes mud. If the ballast consists of soft clayey gravel, the cost of maintenance is 
proportionately greater. Without ballast metal ties could not be used at all. [They 
are, however, successfully used under such conditions in Australia. See '* Queens- 
land.''— E. E. R. T. ] On the other hand, ballast of hard broken stone forms a solid hard 
' body in the interior of the tie, which contributes considerably to the firm bedding of 
the track. For main lines there is a bottom course of large stones and the smaller 
material is brought up level with the tops of the ties; it is 21.97 feet wide on top 
(for double track), with side slopes of 1 to 1^ and a depth of 14 inches at the middle; 
the sabgrade is crowned to an inclination of 1 in 25. For local lines the style of 
eonstructiou is the same; 10.5 feet wide on top with side slopes of 1 to 1, and a thick- 
ness of 6 inches under the tie at the middle. The attachments of the rail do not cause 
any difficulty ; on the contrary, the position of the rails is more securely maintained 
than with wooden tie% and any loose fastenings can be easily tightened by driving 
the cotters, while with wooden ties respiking would be necessary. 

An impulse to the general use of iron ties on this division was given by the hard 
times of the home iron industry at the end of the last decade; in consequence of 
which the prices were so low that iron ties were actually cheaper thau wooden ties, 
which had to be imported, as the home forests could not supply a sufficient quantity. 
The use of metal ties was also, partly from a patriotic motive, to help the iron indus- 
try. The experience with these ties was in general satisfactory, and their use was 
therefore continued. The dephosphorizing of the poorer German ores by the Thomas 
Gilchrist process has also been favorable to the use of metal ties by reducing the 
price for mild steel. Oak ties for main lines cost $1.37^ each, or $1.50 if impregnated 
with chloride of zinc ; for branch lines some impregnated beech ties have been used, 
costing 96 cents each. The life of wooden ties varies between ^ve and fifteen years ; 
a life often years is rare even for oak ties, as on account of this occasional respiking 
they become weakened, even if still sound. The value of old material must be taken 
into account, for while old wooden ties are practically of no value, old iron ties can be 
sold for $11.25^ to $12.50 per ton, or about 62^ cents each. On the whole, metal ties 
appear to be as serviceable as wooden ties ; a disadvantage consists in their less elas- 
ticity, as riding over them feels harder to the passengers; but they have the advantage 
of a firm and accurate rail fastening. The climate is uniform and moist, having about 
the same effect upon wooden and metal ties. On the strength of our experience we 
can consider metal ties only equal to the best wooden ties. It will depend upon local 
circumstances whether their use will be economical ; if, as in our district, the first 
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cost is not much higher, and if there is good material for ballast available at a low 
price, then the use of metal ties may be considered advantageous and economical on 
account of their longer life and their value as old material. 

Prussian State Bail ways. — Cologne Division, right hank of the 
Rhine {province of the Rhine, or Rhenish Prussia), — Metal track of dif- 
ferent types has beeu tried ou this divisiou since 1868. A longitudinal 
used was similar to the " Vautheriu" type of cross- tie ; it was 8|^ inches 
wide on top, ll^J inches wide on the bottom, 2f inches deep, five-six- 
teenths of an inch thick on top ; the weight was 46.36 pounds per yard. 
Cross-ties of similar form were also used ; they were 7 feet Af^ inches 
long, 3|f inches wide on top, 8|^ inches wide at the bottom, 2f inches 
deep, five sixteenths of an inch thick on top; the weight was 77.16 
pounds per yard, or 82.76 pounds including the fastenings. These were 
manufactured by the Gutehofl'nuug works at Oberhausen. The longi 
tudinals were closed at the ends by an^le pieces bolted ou ; the gauge 
was maintained by means of tie-rods of round iron passing through the 
webs of the rails and having a washer and nut on each side of each 
rail ; the rails were fastened by clamps and bolts. The rail joints were 
even and suspended, spliced by angle bars and channel bars. With 
the cross-ties, the rails of flange section were secured by bolts i\\n\ 
clamps similar to the Euppel plan (See plate No. 13). The ties were 
bent up at the ends to give the rails an inward inclination. For a rail 
length of 21 feet SJ inches, the ties were spaced 21^ inches apart, center 
to center at the joints, 32| inches next to the joints, and 39f inches in- 
termediate, giving eight ties to a rail length. The rail joints were even 
and suspended and were spliced by angle bars. 

Cross-ties of the "Haarmann" type (See plate No. 12), have been in 
use for some years on the Cologne and Minden line 5 they are 7 feet 10^ 
inches long, the middle part is 4^^ inches wide on top and 1|| inches 
deep, the width over the bottom flanges is 9^ inches; and the edges of 
the flanges are turned down for a depth of thirteen- sixteenths of an inch 5 
the thickness of the top is three-eighths of an inch. The ends of the tie are 
bent upward, and the extremities are closed by bending down the top 
table, instead of by riveted pieces; the rail fastenings consist of bolts and 
clamps on the Kuppel plan. The weight per tie is 108 pounds, or 113.9 
pounds including the fastenings. For a rail length of 30 feet the ties 
are spaced 20J inches apart, center to center, at the joints, 33§ inches 
next to the joints, and 39 inches intermediate. The Haarmann system 
of longitudinals has also been used. The longitudinals were 3.92 inches 
wide at top and bottom of the "cap," 2.08 inches deep 5 the width over 
the flanges was 12.8 inches, and the total depth 3 inches ; thickness of 
the flanges, sides and top table was .24, .28, and .36 inch. The weight 
was 47J pounds per yard. The track is similar to that of the Berlin 
Division, already described. The longitudinals were 29.52 feet long, 
laid with even joints, but breaking joint with the rails. At each joint 
was an angle iron cross-tie, 6.23 feet long; at each end of it was a sad- 
dle to which the ends of the longitudinals were fastened. 
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The followiug is Mr. Bricka's statemeut of the track for the end of 

1884: 

Miles. 

Mainlines 920.08 

Local lines 234.315 

Total track 2,241.92 

Wooden ties 1,75.^94 

Metal lougitadinals 124.02 

Metal ties , 347.20 

Stone blocks, etc 11. 10 

Iron cro88ties of the uiodified '' Berg-aiid-Mark " type (See Plate No. 
12) are now iu use on this division. They are 8.2 feet long for heavy 
ballast, or 8.85 feet long for light ballast ; 5.2 inches wide on top, 9.44 
inches wide at the bottom, 3.2 inches deep, with the ends 3.0 inches 
deep; the thickness of the sides is .28 inch, and of the top table .32 
inch. The tie is horizontal, but at each rail seat is a tie-plate giving 
the rail the usual inward inclination ; the outer end of this plate has 
au S-shaped lug, the top part holding the outer side of the rail-flange, 
and the lower part passing through a slot iu the tie and bearing on the 
underside of the top table. The inner flange of the rail is held by a 
bolt and clamp on the Rnppel plan, the lug of the clamp passing through 
the bolt-holes iu the tie-plate and tie. The joint ties are spaced 26.08 
inches apart, center to center ; and the intermediate ties 37 to 37.04 
inches. The rails are of flange section 29.52 feet long, 5.36 inches high, 
with a flange 4.20 inches wide ; they weigh 67.2 pounds per yard. The 
rail-joints are spliced .by deep angle-plates, having a web projecting 
below the rail, the ends of this web being cut to fit the slope of the 
side of the tie ; there are four bolts to each joint. The track, with ties 
8.2 feet long, weighs 2,750.09 pounds per rail length, or 305.58 pounds 
per yard. 

In June, 1888, there were altogether 612.75 miles laid with metal 
track, 450.69 miles with cross-ties, 153.78 miles with longitudinals not 
having cross-tie connections, and 8.28 miles with longitudinals having 
such connections. There are also on one of the local lines 7.8 miles ot 
the Hartwich system of combined rail and longitudinal, laid directly 
in the ballast. 

Prussian State Railways. — Cologne Division, left bank of the Rhine 
(province of the Ehine^ or Rhenish Prussia). — On this division metal track 
has been used very extensively, and several dift'erent forms of track 
have been tried. Metal cross-ties are now exclusively used for renewals 
and new work. The following is Mr. Bricka's statement of the track 
for the end of 1884 : 

Miles. 

Main lines 850.02 

Locallines 1G8.G4 

Total track 2,117.30 

Wooden ties 1,212.10 

Metal longitudinals 252.34 

Metal ties 1 039.84 

Stpne blocks, etc , 13.08 

2J5893— Bull 4 ^9 
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OfloDgitudiDalsthe^Hilf,'' "Rhenish,'' and "Haarmann'' types have 
been used, but no new track of this kind is now laid. Of cross-ties the 
Vautherin type was first used, then the Hhenish, the original Berg-and- 
Mark, the modified form of the " Berg-and-Mark," and the "Haarmann'' 
tie. The modified form of the Berg-and-Mark type was considered the 
best. The " Haarmann " tie was ordered by the minister of railways to 
be used on most of the divisions of the State railways, but it is reported 
that it has not given as much satisfaction as some ot^er systems, and 
its use is not being extended. The ties of this type used on this divis- 
ion were 7.8 feet long, with the middle part horizontal, and the end^ 
inclined upward 1 in 20 for a length of 26 inches. It was 4.4 inches wide 
on top and 4.8 at the bottom of the " cap," 2 inches deep ; 10 inches wide 
over the flanges and 2.56 inches deep over all; the thickness varied 
from .28 inch to .30 inch. A piece of N-iron (or double-angle iron) was 
riveted inside at each end and at the middle. The weight of the tie was 
110 pounds. With cross-ties of the modified "Berg-and-Mark" type 
the Haarmann system of combined tic-j)late and fastening has been 
used, as already described for the Bight Bank of the Rhine Railway. 

A special return from this division was furnished in 1888 for the par- 
pose of this report, as follows : 

Of the 1,681.81 miles of line, 943.96 miles were laid with metal cross-ties and 241.45 
miles with metal longitudinals, the remainder being Btill on wooden cross-ties. The 
track ou longitudinals included 43.44 miles of the Kheuish type, 1.86 miles of the 
Plaarmaiin type, and 200.57 miles of the Hilf type, a total of 245.87 miles, of which 
j,bout 5 miles of the first two types were for experiment. The first longitudinals ^v^ere 
laid in 1872 and the first cross-ties in 1876. 

The division has 30 per cent, of its length horizontal and 70 per cent, on grades ; 
the steepest grade is 1 in 37, or 2.7 per cent. In alignment there are 65 per cent, of 
tangents and 35 per cent, of curves; the sharpest curve has a radius of 590.40 feet. 
The traffic consists of passenger and freight trains, some of the former being express 
trains. The standard four-coupled passenger engines weigh 37 tons, having 24.4 tons 
on the two driving axles and 12.6 tons on the leading axle or truck ; the tender weighs 
27.5 tons. The standard six-coupled freight engines weigh 38.5 tons, and their 
tenders 27.5 tons. The standard six-coupled tank engines for branch or local lines 
weigh 29.2 tons. 

The ties are of mild low-carbon steel, and are not painted or otherwise treated. 
They are manufactured by the Aachen Mills; the Phoenix Company, of Laar^ the 
Union Company, of Dortmund; the Rhenish Steel Works, of Ruhrort; and the Grood- 
Hope Works, of Oberhausen. The cost, delivered, is about $31.25 per ton. In regard 
to maintenance, every mile of track on metal longitudinals requires about 372.58 
days' labor of one man per annum (231 days per kilometer), and every mile of track 
on metal cross-ties requires about 267.74 days' labor of one man per annum (166 days' 
labor per kilometer). The adjustment or widening of gauge at curves is effected by- 
means of different sizes of rail clamps without varying the holes in the ties. The 
observations as to durability are not yet concluded. The ballast consists principally 
of river gravel, but broken stone is used in some places. It is satisfactory for cross- 
ties, but with longitudinals care must bo taken to provide proper drainage. The prin- 
cipal reason for adopting metal ties was their advantage in maintaining the widtli of 
gauge accurately, and the convenience of track laying and tamping was also con- 
sidered. In localities poor in wood the cheaper cost and at least the same, but prob- 
ably longer^ life than that of impregnated wooden ties must be taken into acoomit. 
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The general resolts have been very satisfactory. There has been no trouble with 
maintenance, or with the rail attachments, which are much more secure than the 
ordinary spikes in wooden ties. No trouble has been experienced from breakages. 
With metal track the ties are more durable, so that the track is more economical ; 
and the fastenings are more efficient, so that the track is safer than track on wooden 
ties. 

Impregnated oak ties cost, exclosive of the value of old material, about $1.75 each, 

or about f3,104.84 per mile. They have an average life of about twenty years. The 

' simplest testimony as to the opinion of the advantages of metal and wooden ties is 

that since 1879 no wooden ties have been purchased, iron ties having been used 

exclasively. 

The drawings accompanjing this commanication show cross^ties of 
the "Haarmanu" and the modified "Berg-and-Mark" types. The latter 
are 9.36 inches wide on the bottom, 3 inches deep over all, with the 
sides and top .28 and .36-inch thick respectively ; the weight is 110 
ponnds. The former are 4.4 inches wide on top and 4.24 inches wide 
iuside at the bottom of the ^^ cap," 10 inches wide over the flanges; the 
middle part, or ^' cap," is 1.64 inches deep, and the flanges are tarned 
down .80 inch, making the total depth over all 2.56 inches ; the flanges 
are .24 inch thick, the sides .28 inch, and the top table .36 inch ; the 
weight is 110 pounds. Both these forms of ties are 7.87 feet long, hori- 
zontal at the middle for a length of 3.6 feet, and then inclined upwards 
tD the ends at an inclination of 1 in 20. No tie-plates are shown, the 
rails resting directly on the ties and being secured by bolted clamps 
on the Euppel system. The rails are 5.36 inches high and 4.20 inches 
wide over the flange; the rail joints are even and suspended, and are 
spliced by deep angle bars, projecting below the rail, with four bolts. 
For a rail length of 29.52 feet the ties are spaced 26.68 inches apart, 
center to center, at the joints, 33.76 inches next to the joints, and the 
intermediate ties 38 inches. 

Cross-ties of the " Hoerde " oi " Post " type have also been used. 

The system of rail attachment designed by Mr. Euppel, of this divis- 
ion, is in extensive use and has given general satisfaction. (See Plate 
No. 13.) The rail is held by a clamp of such form that while the inner 
side bears on the rail flange the outer side bears on the top of the tie; 
on the under side of the outer edge is a lug or projection which fits into 
the bolt hole in the tie. The bolt passes up through the tie and clamp, 
aud the nut is secured down on the latter ; the head of the bolt is of 1- 
shape, so that the bolt can be put in or taken out without disturbing 
the ballast or the tie. The adjustment of the gauge at curves, etc., is 
effected by using clamps with lugs of different widths fitting into the 
bolt holes. 

Prussian State Eail ways.— -Pranfe/bH-on-Mam division (province 
of Nassau), — Metal longitudinals of the <'Hilf" type were used in 
1868 on the Nassau State Eailway, now a part of this division of the 
Prussian State Eailways. The following is a brief notice of the several 
differeqt systems of metal track which have since been tried : 

Cross-ties: (1) Ties of the original " Vautherin" type, with gib and 
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cotter fastenings, open ends, and a piece of T-iron riveted across the 
bottom of the tie under each rail ; (2) ties of similar section, but with 
bolted clamp fastenings and having the ends closed by riveted angle 
pieces (as on the left bank of the Ehine Eailway ; (3) ties of the " Berg- 
and-Mark ^ type, with bolted clamp fastenings and with an angle iron 
riveted inside the tie under each rail ; (4) similar tie and fastenings, 
but with the ends closed j (5) ties of the original '^ Vautherin '^ type, 
with bolted clamp fastenings and with the top table bent down at the 
ends; (6) ties of Haarmann section, with bolted clamp fastenings and 
closed ends, 1881 ; (7) modified form of " Haarmann " tie, with the upper 
part wider and tlanges narrow ) bolted clamp fastenings, ends closed 
by riveted angle pieces, 1885 ; (8) similar to No. 7, but with the top 
table inclined at the rail seats. 

This is the form of metal cross-tie adopted in 1887, as noted further 
on : Longitudinals, (la) " Hilf " type, two forms of sections, one with 
middle rib, the other without the middle rib and resembling the original 
" Berg-and-Mark '' cross-tie; the joints of rails and longitudinals coin- 
cided and round tie rods maintained the gauge; (16) longitudinals 
with middle rib ; they were not brought close to the rail joints, but a 
cross- tie of similar section was placed on each side of the joint; (Ic) 
longitudinals and rails laid to break joint, with a cross-tie of similar 
section under the rail joints; (1(1) similar track, but with the cross- ties 
placed back from the rail joints; {le) joints of longitudinals and rails 
coincided ; a cross-tie or similar section was placed under the joints and 
had a saddle support for the longitudinals; (I/) similar to Ko. 1^, but 
with the addition of a T-iron cross-tie at the middle of the rails. This 
is the form of metal longitudinal track adopted in 1888, as noted further 
on. (2) Longitudinals of Hilf section, with joints coinciding with rail 
joints, and an angle iron cross-tie fastened to the rails at the joints ; 
(3a) similar longitudinals, with T-iron cross-ties under the joints and 
a saddle for the longitudinal ; (3^) similar to Ko. 3a, but with a differ- 
ent seat for the longitudinals and with cross-ties of the Lasard section 
(T) under the joints; (3c) similar to No. 36, but with a T-iron cross-tie 
on each side of the joints ; (4) similar in general to No. 3c. The follow- 
ing is Mr. Bricka's statement of the track for the end of 1884: 

MUe; 

Main lines 639.84 

Local lines 37.20 

Total track 1,468.78 

Wooden ties 790.50 

Metal longitudinals 634.88 

Metal ties ^ 37.82 

Stone blocks, etc 5.58 

' Metal cross -ties and longitudinals are now in use for main lines. The 
former are of the "Haarmann type'^ (See Plate No. 12) 8.2 to 8i.86 feet 
long, 6.4 inches wide on top, 7.2 inches wide at the bottom of the cap, 
9.2 inches wide over all ; the depth is from 2.8 inches at the ends and 
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middle to 3.4 inches at the inclined rail-seat ; the weight is 112.4 pounds 
per tie for the shorter, and 127.93 pounds for the longer, ties. There are 
ten ties to a rail length ; the joint ties are spaced 28 inches, center to 
center; the next ones 33.12 inches, and the intermediate ties 37.96 
inches. The rails are of flange section and the joints are spliced by 
deep angle-bars. The fastening for the rails consists of a bolt with a 
gauge- washer against which the rail flange abuts, and a channel-shaped 
clamp fitting over the washer and bearing on the tie and rail-flange. 
It is somewhat similar to the fastening used on the Baden State rail- 
ways (See plate No. 13), but with the exception that the gauge- washer 
fits into the bolt-hole in the tie, having an eccentric head which rests 
on the top of the tie. This system of fastening appears to combine the 
advantages of the Euppel and Baden systems ; the gauge- washer by 
fitting into the bolt-hole adding greatly to the solidity of the fastening 
and reducing the strain on the bolt. The weight of this track is 2,815.30 
ponnds per rail length or 286 pounds per yard. 

The longitudinals now used are of the Hilf ij^pe (See plate No. 12). 
They are 29.38 feet long, 7.2 inches wide on top, 12 inches wide at the 
bottom, 2.6 inches deep, with the top table .52-iach thick. The weight 
is 674.75 pounds, or 69 pounds per yard. The rails are of flange section, 
and the fastenings consist of bolted clamps of channel shape (< — i) which 
bear on the longitudinal and the rail flange. Under the rail-joint is a 
' cross-tie of the same section as the longitudinal ; it is 8.53 feet long, and 
weighs 196 pounds. The cross-tie is under the longitudinals, which are 
fastened to it by large angle clamps ( — i), with bolts passing through 
the cross-tie and the horizontal part of the clamp. Two channels are 
riveted across each end of the cross-tie and support the top table of the 
longitudinal from the inside. At the middle of the rail length is a 
T-iron cross-tie, 8.2 feet long, 5.6 inches wide, 6 inches deep, and weigh- 
ing 154 pounds or 66.34 pounds per yard. On curves of less than 1,640 
feet radios two of these cross-ties are used. The weight of this track 
is 3,040.75 pounds per rail length of 29.52 feet, or 337.85 pounds per 
yard. 

In September, 1889, the officers of this division stated that the Hilf 
system of longitudinals will in future be used only to a small extent 
on a certain part possessing excellent material for ballast, which lets 
the water drain off quickly. Iron cross-ties are used on parts where 
stone ballast is readily obtainable. Where the road bed is in clayey 
or loamyl sand wooden ties are used exclusively on new branch and 
local lines. For the renewals on all lines during 1889 about an equal 
number of iron and wooden ties were used. 

Prtjsscan State Railways. — Erfurt division (province of Thu- 
ringia). — Various systems of metal track have been tried on this line, 
both with longitudinals and cross-ties, but the latter have now been 
definitely adopted. In October, 1889, the officials of this division for- 
warded a detailed statement in regard to their experience with metal 
track. 
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Metal ties were first laid in 1879, and there are now 251.10 miles of track on seven 
sections of the line. The grades are from to 1 per cent., and the curves down to 
984 feet radius. The traffic consists of passenger and freight trains, the express pas- 
senger trains running at 43^ miles per hour. The heaviest six-coupled freight-engines 
weigh 40 tons in working order. 

The ties are manufactured by the Hosch Iron and Steel Works, of Dortninnd ; the 
Mine and Mill Company, of Horde, and the Queen Marie Works, of Cainsdorf, Sax- 
ony. The cost is $33.75 per ton at the works. No preservative treatment is em- 
ployed, the ties being laid in the state in which they come from the rolls. It is 
estimated that the metal track will last thirty years, while wooden ties must be re- 
newed every twelve or fifteen years. The reasons for the adoption of metal ties were 
as follows: (a) the maintenance is cheaper ttian that of track on wooden ties; (h) 
the price is cheaper, taking into consideration the durability of thirty years, than 
that of wooden ties; (c) the encouragement of the iron industry. The general re- 
sults have been satisfactory, and there has been no trouble with maintenance, with 
the rail attachmnts, or from breakages. The wooden ties are of pine or oak ; im- 
pregnated pine ties cost 87.5 cents per tie and last about ten' to twelve years ; oak 
ties cost $1.37^ each and are estimated to last fifteen to eighteen years. 

Arrangements have been made for giving up entirely the use of the Hilf longi- 
tudinal system after a lapse of not more than five years. At the same time that the 
longitudinals were first laid, in 1879, the laying of metal cross- ties was also com- 
menced, and there are at present 251.10 miles of main track laid with them, eqnal 
to 17 per cent, of the total length of track of this division. In selecting the sections 
of the line to be laid with these ties, the quality of the ballast was taken into con- 
sideration, to provide proper drainage. The form of the tie now used has been 
arrived at by the development of the original form according to the experience ob- 
tained. The earlier ties were of the " Haarmann,'' ** Hilf," and the original ** Berg- 
aud-Mark " types. 

The "Haarmaun'' ties were 7.87 feet long, and weighed 113.65 pounds 
each ; they were 4.4 inches wide on top,. 4 inches wide inside at the 
bottom of the " cap," and 10 inches wide over the flanges; the sides of 
the flanges were bent down .8 inch, making the depth over all, 2.56 
inches. The vertical parts of the flanges were .20 inch thick ; flanges, 
.24 to .28 inch ; sides, .28 inch, and top table, .36 inch thick. The ends 

were closed by riveted pieces of double-angle section (( '), the upper 

web fitting inside the " cap " of the tie, the flange riveted under the 
flanges of the tie, and the lower web projecting below tbe end of the 
body of the tie ; the total depth at the ends was 3.40 inches. The tie 
was horizontal at the middle, and inclined upward 1 in 20 to the ends ; 
aa this was found to render the track unstable, the tie was after- 
ward made horizontal, with the rail-seat inclined 1 in 20 by the Hoseh- 
Lichthammer system. (See " Holland.'^) The fastenings were of the 
Euppel type, already described! 

The Hilf ties were 7.87 feet long, and weighed 114.4 pounds each ; 
they were 4.8 inches wide on top, 8.8 inches wide at the bottom, 2.4 
inches deep, with the sides vertical for 1.2 inches from the bottom ; the 
sides were .32 inch and the top table .40 inch thick; the top table was 
bent down at the ends to a depth of 4 inches, and the sides were bent 
round outside at the end. The ties were of similar shape, longitudi- 
nally to the Haarmanu ties, and the same fastenings were used* 
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The " Berg-and-Mark '^ ties were 7.54 feet long, 5.2 inches wide on top, 
9.2 inches wide at the bottom, 2.4 inches deep, with the sides vertical 
for 1 inch from the bottom ; the sides were .28 inch thick, and tlie to[> 
table .36 inch ; with a rib 1.44 inches wide ou the underside, making the 
thickness .52 inch. The weight was 97.90 pounds per tie. The tie was 
horizontal at the middle and then bent up at an inclination of 1 in 20 to 
the ends, which were closed by bending down the top table. Gib and 
cotter fastenings were used. 

The ties now adopted are a modification of the Haarmann type, hav- 
ing the ^* cap " wide and the flanges narrow. They are 8.85 feet long, and 
weigh about 126.50 pounds each ; the ends are flared out and are closed 
by bending down the top table ; they are horizontal throughout. They 
are 6.4 inches Teide on top, 7.2 inches wide inside at the bottom of the 
cap, 9.2 inches wide over the flanges, and about 11.2 inches wide over 
all at the ends ; the depth of the cap is 1.84 inches, and 2.8 inches over 
all; the depth at the ends is 4.8 inches. The sides are .28 inch thick, 
and the top table .32 inch. The fastenings are of the Haarmann type 
already described, the rail resting on a tie plate with a hooked lug at 
the outer end, and a bolted clamp on the inner end. . The plate is 
inches long and 7.08 inches wide over all ; and from .28 inch to .5 inch 
thick. There are ten ties to a rail length of 29.52 feet; the joint ties 
spaced 26.68 inches center to center, and the intermediate ties about '61 
inches. The weight of the track is 2,854 pounds per rail length, or 290. 1 
pounds per yard. 

In renewals on existing lines on this division about 50 per cent, of the 
ties used are of iron and the balance of wood. On new lines, however, 
preference is given to wooden ties on account of their less cost. The 
wooden ties used are generally of pine, imported from foreign countries, 
as the forests of this country can not su[>ply the great demand. 

Prussian State Eailways. — Altona Division {Province of Schlesicig- 
Holgtein.) — Trials of metal track have been made on a small scale, and 
some of the Hoerde or Post steel cross ties have been tried. The fol- 
lowing is the substance of a statement made by the officers of this di- 
vision in August 1889-: 

On this division metal track has beeu tried only to a limited extent; but even on 
the short stretches of road where iron ties were used they have been replaced by 
wooden ties, becanse the ballast and road-bed of this division have proved to bo un- 
suitable for iron ties. 

This official statement suggests two comments: First, it has been 
reported from time to time in the technical and other papers that metal 
ties have not been a success in Germany and have been abandoned. 
This has been through ignorance in taking the experience on one di- 
vision as representing that on the entire railwa^'^ system. The other 
official statements which are given in this report show that on the 
whole the metal ties are giving good results and are being extensively 
adopted, after years of experience and experiment. Second, the state- 



136 

ment shows very clearly that the metal ties will not of themselves nec- 
essarily make a good track, since their abandonment on this division 
is due primarily not to any defect in the ties (the type used is not 
stated), but to the material of the ballast and the road-bed. 

Prussian State Railways. — Hanover Division {Province of Han- 
over). — Longitudinals of the " Hilf " type were first used in 1876 and 
^' Haarmann " longitudinals in 1880. At the end of 1884 there were 
340.38 miles of track on longitudinals, of wliich 154.38 miles were on 
the Hilf system. The track is similar to that of the Berlin division, 
already described. In 1888 there were 222.3 miles of the Haarmann 
and 142.84 miles of the Hilf type. Metal cross-ties were first used in 
1878, and their use has been continued. The " Vautherin," '* Uhenish,'' 
and ** Haarmann " types of ties have been tried. The latter are similar 
to those on the Erfurt division, with the rail seat formed on the Hosch- 
Lichthammer plan. The Haarmann fastenings, with the hooked tie- 
plate, and the Ruppel fastenings, with bolted clamps, are both used. 

The following is Mr. Bricka's statement of the track for the end of 
1884: 

Main lines 1,1*^4.68 

Locallines 101.06 

Total track 2,570.52 

Wooden ties 2,117.92 

Metal longitudinals 340.38 

iMt-talties 107.26 

Stone blocks, etc 4.96 

Prussian State Railways. — Magdeburg Division (Province of tSax- 
ony). — In 1879 trials were made with cross-ties of the same section as 
the Hilf longitudinal. Then the " Berg-and-Mark " tie of the Elberfeld 
division was tried, and later the Haarmaann tie. Tlie latter weighed 
112.2 pounds, were bent up at the ends to give the inclination to the 
rails, and had the Ruppel system of fastenings. Tlie " Hoerde ^ or 
"Posf tie has been tried within recent years. 

The following is Mr. Bricka's statement of the track for the end of 
1884: 

Maes. 

Main lines 858. OvS 

Local lines -.- 73. 16 

Total track 1,920.76 

Wooden ties .>. 1,780.64 

Metal lonp^itudinals 13.02 

Metal ties 126.48 

Stone blocks, etc .62 

Prussian State Railways. — Breslau Division {Province of Site-, 
sia), — On this division, cross-ties of the modified Berg and- Mark sys- 
tem have been tried. They are 8.2 feet long, 4.4 inches wide on top, 
7.76 inches wide inside at the bottom, 9.12 inches wide over all at the 
bottom, 3 inches deep ; thickncv^sof sides, .32-inch, and of the top table 
,36 inch. The weight is 120 pounds per tie. The ends are inclined up- 
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ward 1 in 20. The rail fastenings consist of clamps and bolts on the 
Riippel plan. The joint ties are spaced 26.68 inches, center to center, 
and the intermediate ties about 37 inches. The weight of the track is 
2,704.77 pounds per rail length, or 274.86 pounds per yard. 

In November, 1888, a contract for 599 tons of metal ties was awarded 
to the Laurahutte Works at $31.25 per ton at the works. 

Prussian State Railways — Bromherg Division (Province of East 
Pnissia). — Metal cross-ties and longitudinals are in use on this division. 
Of the latter there were, in 1888, 116.12 miles of the Hilf system with 
liftavy cross-tie connections j 43.64 miles of the Hilf s^^stem without 
these connections, and the ends of the longitudinals resting on a 
saddle plate, and 32.17 miles of tlie Haarmanu system. 

Bavarian St ATR Railways. — Different systems-of metal track have 
been tried oil these lines, parrly to reduce the expenses for maintenance 
i^ud renewals, and partly in the interest of the iron industry of the 
State. The Bartwich system of track has been tried (see plate No. 
12); also the Hilf and Rhenish systems of longitudinals. The types of 
cross-ties tried include the " Vautherin'' (weighing 77 pounds per tie) ; 
the Haarmanu (102.3 pounds;) the " Bergand-Mark," with rail seat in- 
clined on the fiosch'Lichthammer plan (114.4 pounds); and the 
"Heindl" (138.6 pounds). The engineers have recognized the superi- 
ority of cross-ties over longitudinals for main lines, but the latter are 
still used to some extent on secondary lines. In June, 1888, contracts 
were let for 11,100 tons of metal ties at about $29.10 per ton. 

Mr. Bricka, in his report, gives the following statement of the track 
for the end of 1884: 

Milos. 

Mainlines 2,401.2G 

Local lines ...^ 327.98 

Total track 3,727.44 

Wooflen ties 3,235.06 

Metal longitudinals 275.90 

Metal ties 10.54 

Stone blocke, etc 208.94 

Tbe following different forms of tracks are in use on these railways : 

(1) Main lines, i(a)«ateel rails on ison ties of the Qeindl system; (b) 
steel or steel-headed rails on wooden ties. 

(2) Branch lines, (a) steel rails on iron ties of the Heindl system; 
(ft) steel rails on wooden ties. 

(3) Jjocal lines of standard gauge, (a) steel rails on iron longitudi- 
nals of the *' Rhenish^' type; (b) steel rails on Iron cross ties of the 
Heindl system, but lighter than the ties for main lines ; (c) steel rails 
with longitudinals or cross-ties, Hartwieh system. 

(4) Local lines of meter gauge, iron rails on iron ties of the Heindl 
system. 
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The engineers of these lines consider the horizontal tie to be superior to one having 
the ends inclined npward. A tie-plate is also considered advantageous with metal 
track) because it distributes the vertical pressure over a larger area, prevents the 
flanges of the rail from wearing into the tie, and gives also a wider bearing to resist 
lateral pressure. Good results are expected from the method of fastening the rails, 
especially on account of the separation of the part resisting the horizontal thrust 
from the part resisting the overturning of the rail. The former are firmly seated, and 
are not afiected by the inevitable motion of the rail. [It has the disadvantage, 
however, of increasing the number of parts, but this appears to be a matter of very 
secondary importance in European track practice. — E. E. R. T.] 

The ties are of inverted trough section (See plate No. 14), 8.2 feet long, 5.2 inches 
wide on top, 9.6 inches wide at the bottom. They are horizontal and of uniform sec- 
tion throughout ; the ends arc closed by bending down the top table to a depth of 4.8 
inches, and in the older ties the sides were also bent round at the ends. The 
weight is 138.6 pounds per tie. The top table is .36 inch thick, and the sides from 
.3 inch near the bottom to .32 inch near the top. At each rail seat are two oblong 
holes 2.32 inches long by .92 inch wide, 4.08 inches apart in the clear. There are 
eleven ties to a rail length of 29..^)2 feet ; the joint ties are spaced 20 inches center to 
center, the next 30.1 inches, the next two spaciugs 34 inches, and the remainder 36 
inches. 

The rails are of steel, of flanged section, 5.22 inches high, with a flange 4.20 inches 
wide, head 2.32 inches wide, top table 9 inches radius, top corners .56 inch radins, 
weighing 62.78 pounds per yard. Each rail rests on an iron tie-plate 4.64 inches long, 
5.12 inches wide, with notches for the rail fastenings ; the rail seat has an inward in- 
clination of 1 in 20, and is from .22 inch to .44 inch thick; at the outer edge the plate 
is .68 inch thick^ having a rib which resists the outward pressure of the rail flange. 
The weight is 2.16 pounds per plate. The fastenings consist of gauge-washers, . 
clamps, f.nd bolts; the former are 2.6 inches wide along the rail, and of different 
lengths according to the gauge ; one end butts against the tie-plate, having a notch 
for the bolt, and the other end has a lug which fits into the hole in the tie. Upon this 
is the clamp, one end resting on the washer and the other on the rail flange. They are 
held together by a j^-headed bolt, .80 inch diameter, weighing .95 pound each, with 
the nut screwing down on the clamps. At one tie in each rail length a short piece of 
angle-bar is bolted to the rail, the flange bearing against the side of the rail fastening 
and preventing creeping of the rail. The fastening is similar to the "Rnppel" type 
(see Left-Bank-of-the-Rhine Railway), but with the rail-clamp of the latter divided 
horizontally into two parts. The rail joints are suspended and are spliced by a pair 
of angle-bars and four bolts; the bolts are .89 inch diameter, and are spaced 4.20 
inches center to center, for the inner ones, and 5 inches for the outer ones. A space 
of .20 inch is left at the rail ends. 

The weight of this trapk per rail length is given as follows: 

[Per 29.62 feet.] 



Material. 


Weight. 


MateriaL 


Weight. 


2 rails 


Pounds. 
1,235.52 
1,524.60 
39.16 
52.36 
10.12 
47. 52 
30.80 


44 fasteniDs: bolts 


Pounds. 
46.42 


11 ties 


44 rail-clamna . .. 


24.64 


2 outer ancle-bara . .. ....... 


Total 




2 inner an&le-bars 


3, Oil. 14 


8 snlice-bolta 


Total T>er vard . . .. 


22 tie-plates 


334.40 


44 gauge- washers 











Baden State Kailways. — Mr. Bricka, in bis report to the Minister 
of Public Works (Prance), mentioned the curious fact that on these 
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lines the work of maintenance is done by contract ; the railway admin- 
istration famishing the material. The work is said to be well done, and 
the method to hav^ proved satisfactory. The plan has also been tried 
on the Wurtemberg State Railways, and on the Swiss Central liailway. 
He gives the following statement of the track for the end of 1884: 

Miles. 

Mainlines 701.84 

Local lines 97.96 

Total track 1,425.38 

Wooden ties 1.239.38 

Metal longitudinals 3.72 

Metal ties 182.28 

The following particulars, are from an official statement received in 
September, 1889 : 

The total length of railways in operation is 857. 888 miles, of which 343.288 miles 
are donble track and 514.G00 miles are single track. The total length of main track 
is 1,178.10 miles, and of this amount at the end of 1888 there were 569.878 miles, or 
47.8 per cent., laid with metal track, including 2.604 miles with longitudinals and 
567.274 with cros^-ties. Iron cross-ties were ftrst used in 1881, and the experience 
with them proved so satisfactory that they are being used exclusively for reuewals 
for all main track now laid with wooden ties. During the last few years iron ties 
have also been used in the construction of new roads. The renewal of wooden with 
iron ties upon all the main tracks of these railways will be completed in eight or ten 
years. 

The ties weigh 94.16 pounds each, but it is intended to use heavier ties as an ex- 
periment. They are not painted or otherwise treated, but no damage by rust has 
been observed. The time during which they have been in service is too short to allow 
of any observations being made as to their durability or life. As far as the expe- 
rience goes, the iron ties are found to have considerable advantages as compared 
with wooden ties ; they last longer, and so reduce the cost of maintenance ; they also 
keep the track in line better and maintain the gauge more accurately. At Urst, how- 
ever, the maintenance of track on iron ties is not cheaper than that of track on 
wooden ties. The adjustment of gauge is effected by a washer on the bolt, with the 
bolt hole placed eccentrically, allowing for each line of rails three side movements of 
.132, .268, and .40 inch, so that the gauge can be widened .80 inch. 

The ballast is generally of coarse gravel or broken stone, in pieces upwards of 2.4 
inches diameter, free from earth or sand. This material admits of proper drainage 
and has proved satisfactory. The heaviest locomotives weigh 107,800 pounds in 
working order, and have a maximum load of 15,400 pounds per driving-wheel. The 
traffic consists of passenger and freight trains. 

The ties are of the original " Berg-and-Mark ^ type, as nsed on the 
Elberfeld division of the Prussian State Kail ways (see Plate Ko. 12) ; 
formerly they were of iron, bat since 1883 they have been made of 
mild steel. The earlier ones were 7.38 feet long, which was consid- 
ered too short. The ties now used are 7.87 feet long, 4.8 inches wide 
on top, 8.8 inches wide at the bottom, 2.4 inches deep, with the 
sides vertical for 1.2 inches from the bottom. The thickness of the 
sides is from .24 to .28 inch, and of the top table .36 inch. The 
middle part of the tie is horizontal for a length of 3.28 teet. The rail 
seats are inclined upward 1 in 20 for a length of 25 inches, and then the 
tiQ inoUnes downward to the end. At the ends the top table is ben^ 
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down and flared oat,. so that the closed ends are 4 inches deep and 10.8 
inches wide over the bottom. The bolt holes are .84 inch square, with 
rounded corners. They are staggered at each rail seat instead of 
being placed opposite one another. The rails are of flange section, 
made of Bessemer steel. The fastenings consist of bolted clamps, on 
the Roth-and-Schuler plan. (See plate Ko. 13.) The bolt is .76 inch 
diameter, with a neck .80 inch square, and a round cup head 1.36 inches 
diameter; the bolt passes through a gauge- washer and rail clamp, and 
the nut screws down on the latter. The washer is 1.76 inches square 
and .66 inch thick ; it has a bolt hole .80 inch in diameter, so placed as to 
be .28, .412, .548, and .68-inch from the four sides, thus permitting a close 
adjustment to gauge; the rail flange buts against this plate or washer. 

The clamp is of channel shape (( 1) and fits over the gauge washer; 

it is 2.84 inches by 2.6 inches, with an oval bolt hole .84 by 1.24 inches; 
it is about .52 inch thick ; the shorter leg is .68 inch deep and bears on 
the rail flange; the longer one is 1.16 inches deep and bears on the tie. 
There are 11 ties to a rail length of 29.52 feet; the joint ties are spaced 
22.8 inches apart, center to center, and the intermediate ties 33.72 
inches. The weight of this track is 2,640 pounds per rail length, or 
267.6 pounds per yard. Prices bid for ties in December, 1889, averaged 
about $38.20 per ton. 

The road-bed is crowned at subgrade,and the ballast is filled in level 
with the tops of the ties. For double track lines the width over the 
bottom of the ballast is 26.24 feet, and the side slopes are 2 to 3, giving 
18 inches of ballast beyond the ends of the tie; the depth of ballast is 
18 inches at the side, and 12 inches at the middle. For single track 
the width at the bottom is 14.27 feet, side slopes 2 to 3, giving 18 inches 
of ballast beyond the ends of the tie; the depth of the ballast is 16 
inches at the side and 12.8 inches at the middle. At stations the top 
of the ballast is level with the surfa<5e of the ground; it is 11.48 feet 
wide on top, 10 inches deep at the sides, and 16 inches deep at the mid- 
dle, so that all water runs to the bottom at the middle, where there is 
a drain covered with broken stone of large size. 

WuRTEMBEua STATE RAILWAYS. — Metal cross-tics have been used 
since 1879, and several different forms have been used. Those now used 
are of the modified Vautherin section, with ribs instead of flanges ou 
the lower edges, and with a rib 1.66 inches wide along the underside 
of the top table to strengthen it at the holes for the fastenings. The tie 
is 7.87 feet long, 5.2 inches wide on top, 10.4 inches wide at the bottom, 
3.2 inches deep ; the top table is .36 inch thick, and .52 inch at the 
thickened part The weight is 130 pounds per tie. The tie is bent up 
at the rail seat, and then slopes dovvn so that the end is at the same 
level as the middle. The ends are closed by riveted pieces. The rails 
are secured by gib and cotter fastenings, similar to those used on the 
Elberfeld division of the Prussian state railways, and they have given 
satisfaction, The xfork of mainten^>i|Q^ is less than with track on 
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wooden ties owiug to the weight of the tie. At the end of 1884 there 
were 194 miles of metal ties, out of a total of 1,426 miles, and it was 
then expected to extend this about 37.2 miles per year. 
Tbe following is Mr. Bricka's statement of the track for the end of 

1884: 

liUes. 

Main lines 878.54 

Local lines 78.74 

Total track 1,404.92 

Wooden ties 1,185.44 

Metal longitndinals 16.74 

Metalties 194.06 

Stone blocks, etc 8.68 

Alsaoe-Lobbaine State Railways. — A number of different sys- 
tems of metal track have been tried, and in August, 1889, the manage- 
ment reported that there were in use eight kinds of metal track and 
fonr systems of attachments. Of the total length of track there were 
then as follows : 

Miles. 

Wooden ties 888.931 

Metal longitudinals 583.686 

Irou and steel ties 312.015 

Tlie form of cross-tie adopted in 1887 is of the mollified " Berg-and- 
Mark'' type (See plate No. 12); 8.85 feet long, 6.2 inches wide on top, 
10.52 inches wide over all, 3.6 inches deep ; the sides are .28 inch thick 
and the top table .32 inch; weight 156^ pounds. The earlier form of 
the tie of this type was 7.87 feet long, 4.4 inches wide on top, 7.84 inches 
wide inside at the bottom, 9.2 inches wide over the ribs, 3 inches deep, 
top table .4 inch t^ick, weight 126.5 pounds; it was bent to a curve to 
give the rails an inward inclination. The rails were of flange section 
aud were secured by clamps and bolts on a plan similar to the Buppel 
plan. The newer ties are horizontal, and the " Haarmann ''tie-plate and 
bolt fastening are used, as on the Cologne division of the Prussian 
State Eailways. The ends are closed. With this newer form of track 
tbere are ten ties to a rail length of 29.52 feet; the joint ties are spaced 
23.6 inches, center to center, the next 30.4 inches, the next 38' inches, 
and the intermediate ties 30| inches. The weight of the track is 
3,204.88 pounds per rail length, or 325.70 pounds per yard. The Hoerde 
or Post ties are also being tried. 

A cross-tie of the " Haarmann ^ type has also been used ; it was 7.87 
feet long, 4.28 inches wide inside at the bottom, 10 inches wide over all; 
the edges of the flanges were turned down .80 inch ; depth over all (not 
including the end plates) 2.56 inches. The end plates were of double 
angle, or H section, riveted to the horizontal flanges, closing the 
end of the " cap " of the tie and projecting 1.2 inches below the flanges. 
The weight was 106.7 pounds per tie. The " Haarmann" tie-plate and 
pail fastening were used, requiring only one bolt and clamp for each rail. 
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The Hilf system of lon|]^itii(liual8 has been tried on this line. The 
longitudinals were 24.6 feet long, 12 inches wide at the bottom and 2.4 
inches deep; the thickness of sides and top was .32 inch. The rails 
were secured by bolted clamps, on a plan similar to that used for the 
cross-ties on the Hesse-Louis Railway, but the bolts had not eccentric 
necks. The rail joints were spliced by one angle-bar and one channel- 
bar. At the joints of the longitudinals was a cross-tie 7.5 feet long, 
and the gauge was maintained by tie-rods passing through the web of 
the rail and secured by nuts ; these were spaced 12.3 feet apart. Lon- 
gitudinals of the '' Rhenish " type were also used ; they were 8 inches 
wide on top, 12 inches wide over the bottom ribs, 9.84 inches wide in- 
side at the bottom ; 3.6 inches deep; thickness of sides .32 inch, and of 
top, .36 inch. They were 24.6 feet long, and weighed 63.6 pounds per 
yard, a little more than those of the "Hilf " type. The ends were closed. 
The joints of the longitudinals were spliced by saddle plates 28.8 inches 
long, of almost similar section to them, fitting inside and secured by 
bolts. There were no cross-ties, the gauge being maintained by tie-rods 
placed at intervals of 12.3 feet. Longitudinals are now only used in 
exceptional cases. The Hartwich system of combined rails and longi- 
tudinals, consisting merely of deep flange rails, without cross-ties, has 
been used where local lines are laid in the streets or along roads. The 
rails were 29.52 feet long, 7.2 inches high, with a head 2 inches wide 
and a flange 4.8 inches wide ; weight, 73.2 pounds per yard. They were 
connected at intervals of 9 feet 10 J inches by round tie-rods, 1 inch 
diameter, passed through the webs and secured by a nut on each side of 
each rail ; there were three tie-rods to each rail length. The rails were 
spliced at the joints by angle-bars with two rows o^olts. The weight 
of the track was 1,647.9 pounds per rail length, or 183.10 pounds per yard. 
Great care was taken to insure proper drainage. At snbgrade a line 
of large rough stone blocks was laid under each rail, and upon this 
was a bed of broken stone in which the rail was bedded to the middle 
of the web. The ballast was filled in to the level of the rail heads, with 
a paving of blocks just under the tie-rods. Cross-drains were laid at 
intervals. These precautions, however, wereexpensive,dimiuishingany 
economy due to this system of track. This track was first laid about 
five years ago. 

The weights of the engines in use in 1885 were as follows : 



Class of engine. 




Passenger 

Freight 

Mixed 

For secondary lines. 



Pound*. 
80,000 
86, 240 
OH, 750 

55,880 



Maximum 

weight on 

one axle. 



Founds. 
32.230 
30, 140 
28,000 



«r.Tr- 



I 
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The followiDg is Mr. Bricka's statement of the track for the end of 

1884: 

Miles. 

Mainlines 699.98 

Local lines i 109.12 

Total track 1,516.52 

Wooden ties 874.82 

Metal ties 79.98 

Metal longitudinals 559. 86 

Stone blocks, etc 1.86 

Main-Neckar Railway (See plates Nos. 12 and 13).— On this line 
mild steel cross-ties have been used since 1880, and their use is being 
extended. The original Vautherin section is adhered to, with the rail 
seats formed on the EJoschLichthammer plan. Mr. Bricka in his report 
(1885) stated that wooden ties were not being used for new lines or 
g6ueral renewals. He reported the track as excellent. He examined 
ties that had been in service for three years and found no signs of 
wear under the rails or at the bolt-holes. The track behaved as well 
auderthe passage of trains as the best track on wooden ties, and cost 
less for maintenance. The following is his statement of the track for 
the end of 1884: 

Mile8. 

Mainlines 58.28 

Total track 148.94 

Wooden ties 126.48 

Metal ties 20.46 

In October, 1889, I received the following report from this railway, 
with a letter stating that it would have been sent at an earlier date, 
but that having adopted that year a heavier section of tie they pre- 
ferred to wait ant 1 particulars of these new ties could be given : 

Up to the end of 1889, aboat 100,000 cross-ties on the Hosch-Lichthammerplan hixd 
been laid; eqnal to about 12,500 rail lengths of 24.6 foet, or 58.125 miles of track. 
Iron ties were first used in 1881, and each year, until now, 10,000 ties have been laid ; 
in 1884 and 1885, however, 20,000 ties were laid each year. The ties are now of mild 
steel. The traffic is very heavy. The ties are manufactured by the Hosch Iron and 
§teel Works, of Dortmund; the De Wendel Works, of Haizengen^ and the Hoerde 
Mining and Rolling Mill Company, of Hoerde. The cost per ton ri.OOO kilograms = 
2,200 pounds) is from $33.10 to $35.90, delivered at the Darmstadt station. At pres- 
ent the life of the ties cannot be given, but it is estimated (from eight years' experi- 
ence) that they will certainly last between thirty and fifty years. Formerly gravel 
ballast was used, but broken stone is now adopted as experienc(^ has proved its supe- 
riority, especially for the heavy ties of the section of 1 889. The change from wooden to 
iron ties was made because at the same cost of iron and wooden ties the former give 
certainly more security and better gauge, and are also of longer duration. At fir^it 
ties of .3'^ inch thickness were used, which, at the prices at that time, were hardly 
more expensive than oak ties. These light ties (weighing 84.414 pounds each) had 
the disadvantage that the entire track, rails and ties, was too light ; it had to be fre- 
quently tamped and straightened or lined up. It was thought that this objection 
would be remedied by increasing the thickness of the tie to .40 inch, giving a weight 
of 10G.7r) pounds. The result was not as good as had been expected, and therefore, in 

22893— Bull. 4 10 
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1889, ties weighing 135.3 ponnds were adopted, but were not delivered nntil October 
of that year. The good resalts expected from the use of metal ties have been in the 
main realized, and the safety of tbe traffic is increased. The niainteuaace of track 
with the light metal ties was a little more expensive than with wooden ties. There 
is no more trouble with the. rail joints on these ties than on wooden ties. Breakages 
of ties occur very rarely, and of rails hardly ever. The metal ties have maintained 
the gauge accurately, which was not always the case with wooden ties. Foi nieriy 
two-thirds of pine and one-third of oak ties were used, both impregnated with a 
solution of sublimate. They were 8.2 feet long, 5 to 5.5 inches wide, and 4 inchca 
thick. The cost was Si. 27^ per tie for oak, and 7;if cents for pine. The adzing of 
the rail seat cost 2 cents, ani the preserving 8f cents, so that the cost for tie com- 
plete was f 1.38^ for oak and 84^ cents for pine. The life is from fifteen to twenty 
years for oak, and from five to eight years for pine. The sharpest curve on which 
the metal ties are laid is of 1,148 feet radius, and the steepest grade is 1 in 333. 

The ties of 1880 were of mild steel ; they were 8.2 feet long, 4 inches wide on top, 
2.4 inches deep, 8.8 inches wide over the bottom fianges, which were .6 inch wide ; 
the thickness was from .24 inch at the lower part of ihe sides, to .32 inch at the top 
table. The middle portion of the tic was horizontal for 4.2o feet, the rail seats were 
inclined 1 in 20 for 8.52 inches, and the tie was then horizontal to the end. The 
weight was 81.41 pounels per tie. The fastenings were of the Ruppel plan of bolted 
clamps. The bolt holes at each rail seat were staggered. The rail joints were even 
and suspended, spliced by straight plates and four bolts. To a rail length of 24.6 
feet there were nine ties ; the joint ties spaced 21.6 inches apart, center to center, and 
the intermediate ties 34.8 inches. Tbe ties of 1883 were similar to the above, but the 
tliiekness was from .26 inch to .36 inch. The ends and middle of the tie were in the 
same horizontal line, the rail seats being Inclined and then sloped back to the normni 
level. At the rail joints one of each i)air of clamps was long enough to cover tin- 
width of the fiange of the rail. There were nine ties to a rail length of 24.6 fee: ; 
the joint ties were spaced 20.4 inches apart, center to center; the next 31.88 inches, 
and the intermediate ties 36 inches. The weight was 91.85 pounds per tie. These 
ties were of mild steel. The ties of 188G were similar to those of 1883, but the thick- 
ness was from .32 inch to .40-inch. The rail joints were spliced by one channel bar 
and one straight bar, 27.2 inches long, with six bolts. The weight was 106.75 pounds. • 
There were nine ties to a rail length of 24.6 feet; the joint ties spaced 26.08 inches 
center to center, the next ones 20.04 inches, and the intermediate ties 36 inches. 

The ties of the type adopted in 1889 are of the same general type. They are 8.2 
feet long, 5.6 inches wide on top, 2.8 inches deep, 10.4 inches wide over the bottom 
flanges,, which are .72 inch wide. The thickness is .32 inch at the sides and .40-inch 
at the flanges and the top table. The rail seat is inclined for a length of 10 inches, 
and then slopes back in 6 inches to the horizontal line of the tie. The ends are bent 
to a depth of 4.8 inches. The weight is 135.2 pounds per tie. The fastenings are nf 
the Ruppel system. The rails are of flange section, 5.2 inches high, with a flange 4 
inches wide. The joints are spliced by one straight and one channel bar, with six 
bolts. For a rail length of 24.6 feet there are nine ties. The joint ties are spaced 26.08 
inches center to center, the next ones 29.04 inches, and the intermediate ties 36 inches. 
For a rail length of 32.8 feet, there are twelve ties; the joint ties are spaced 26.08 
inches center to center, the next ones 28.64 inches, and the intermediate ties 35.2 
inches. The weight of the track for a rail length of 24.6 feet is 2,337.32 pounds, or 
28.5 pounds per yard. 

Hesse Louis Railway. — On this line the Hilf system of longitudinals 
has been tried, bat this system of track was abandoned, as the cost of 
maintenance on the 78 miles laid with it was found to be, during the 
years 1881 to 1886, 36 per cent, higher than that of track on cross-ties. 
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The "Bergand-Mark" type of cro8S-ties is now used. The followiug 
is Mr. Bricka's statement of the track at the end of 1884: 

Miles. 

MainUnea * 420.36 

Total track 757.02 

Wooden ties •- 4rt4. 46 

Metal longitadinals 78. 12 

MBtalties 192.20 

Stone blocks, etc 1. 24 

The following is from a special report received in January 1800 : 

Metal track is in use to a greater or less extent on all the divisions of the road. 
The lines from Frankfort-on-Main to Eschhofen, from Wiesbaden to Niederuhauseu, 
from Babenhansen to Hauau, and from Erbach to Eberbach, are laid entirely with 
metal track. At the end of 1888, there were 304.42 miles of main line, and 75.02 miles 
of local lines, laid with such track; making a total of 379.44 miles. The steepest 
grade on which the track is laid is 1.43 per cent. ( 1 in 70\ and the sharpest cut ve has 
a radias of about 984 feet. The first metal track was laid in 1874. The traffic con- 
sists of passenger,- freight and express trains. The heaviest locomotives weigh 48 
tons, without the tender, and have a maxim uui load of 7 tons on the driving wheels. 

At the end of 1888 the metal track included 300.08 miles of cross-ties and 79.36 
miles of longitudinals. The longitudinals are of the Hilf type, with middle rib. 
The cross-ties are of similar section, but without the middle rib; they are 8.2 feet 
long and weigh 114.4 pounds. Both longitudinals and cross-ties are of rolled iron. 
They are not treated with any preparation to resist rust. They are manufactured by 
the Luxemburg Metal Works, the Saarbruck Iron Works, and the Burbach Forge 
Company, near Saarbruck. During 1888, the contract price for cross-ties averaged 
f2d per 2,200 pounds, at the works. Longitudinals have not been purchased since 
1879. The cost of maintenance of the track on metal ties can only be given for the 
parts which are laid entirely with metal track ; on the other parts the costs for 
wages, road-bed material, etc., for track on iron and wooden ties, are not kept .in 
separate accounts. In 1888 the cost for maintenance of track, for material and wages, 
per kilometer, was as follows : 

(a) Frankfurt Station to Eschhofen fl08 

(6) Wiesbaden to Niedemhausen 79 

( c) Babenhansen to Hanau .' 87 

Id) Erbach to Eberbach 85 

The cost per car axle per kilometer is calculated as follows : (a) 6.25 cents ; (&) 8.5 
cent«; (c) 7.25 cents; (d) 9.75 cents., 

•At curves, the holes in the longitudinals are drilled to correspond to the curves, 
and the gauge is kept by the cross connections and the cross-ties under the joints of 
the longitudinals. With cross-ties, the bolts which fasten the rails have eccentric 
Decks which admit of an adjustment or widening of gauge at curves of .72 inch in 
nine movements. Tie-rods are used with the track on longitudinals. When first, 
laid, only one tie-sod was placed to each pair of longitudinals, but experience proved 
that a second was desirable. These tie rods are placed at the middle and ends of 
the rails, and are secured by bolts and nuts. As to the durability, the time during 
which the metal crack has been in service to a large extent is too short to enable 
a definite statement to be made. The ballast consists of gravel and broken stone. 
Coarse gravel or broken stone are good; fine gravel or sand are not so satisfactory. 
The width of ballast is from 11.48 feet to 22.96 feet. The rails are of flange sec. 
tioD ; those on longitudinals weigh about 52 pounds per yard ; those on cross-ties 
weigh 71.65 pounds per yard. In exceptional cases, rails weighing 71.65 pounds per 
yard will be laid on longitudinals. On longitudinals the rail joints are spliced b;' 
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a pair of plain splice bars ; on cross-ties tbey are spliced by a pair of angle-bars. On 
track with cross-ties the rail joints are suspended. Metal track was used priuci- 
cipally because wooden ties wero sometimes dit¥icnlt to obtain, and also because with 
raetal track a better track-laying and maintenance of gauge is insured than is at- 
tainable with wooden ties. The results with metal track thus far are thoroughly 
satisfactory. With good road-bed material the maintenance of .the track gives no 
trouble, and neither is there any trouble with the rail fastenings. No transverse 
breakages have occurred with longitudinals or cross-ties; on the other hand cracks 
lengthwise of the tie are not uncommon between the bolt holes, and a stronger con- 
struction of the track was very soon required. An opinion can not yet be given as to 
the comparative durability or life of metal and wooden ties.. An impregnated pinc3 
tie costs at present 86 cents; an impregnated beech tie, 84 cents to $1.37; and an 
oak tie, ^l.^^O to $1.42. The life of an impregnated pine tie averages ten years, that 
of an impregnated oak tie, twelve years. The life of beech ties is not yet determined. 
The temperature ranges between — 15° C. and -f- 25° C. in the shade. No effect of 
the climate upon wooden or metal ties has been observed. The cross-ties are consid- 
ered better than longitudinals, as they give a better drainage of the road-bed, and 
consequently the work of maintenance of the track is less. 

The foUowiug particulars are lakeu from tbe drawings accompanying^ 
the above cominuuication : 

The longitudinals are 29.39 feet long, for rails 29.52 feet long ; the joints of rails 
and longitudinals corresponding. They are 7.2 inches wide on top, 12 inches wide ;i t 
the bottom, 2.4 inches deep ; the sides are vertical for 1.2 inches from the bottom ami 
the middle rib is the full depth. The thickness is .32 inch; the middle rib is .8 inch 
thick at the upper part and .4 inch thick at the bottom. The croiis-ties at the joints 
are of similar section ; they are 8.53 feet long, with the middle portion horizontal 
and the ends bent up at an inclination of 1 in 20 to give an inward inclination to tho 
longitudinals and. rails. Each rail is secured to the longitudinal by twelve pair^ of 
bolted clamps, spaced about 34 inches center to center, and26.2 inches at the rail ends. 
Tlie longitudinals are attached to the cross-ties by bolted clamps. The longitudinals 
and cross-ties wei^ 59.1 pounds per yard, or 579 and 168 pounds each, respectively. 
The weight of the track is 2,484.5 pounds per length of 29.39 feet, or 276 pounds per 
yard. The ballast consists of a bottom course of large stone, and an upper course of 
ordinary broken stone, filled in to the tops of the lougitudinals. 

The cross-ties are 8.2 feet long, 4.8 inches wide on top, 9.6 inches wide at the bot 
torn, 2.8 inches deep; the sides are vertical for 1.2 inches from the bottom. The 
thickness of the sides is from .24 to .36 inch ; the top table is .4 inch thick. The mid- 
dle portion of the tie is horizontal, the rail-seats are inclined for alength of 16 inches, 
and the tie is then horizontal to the ends, which are closed by bending down the top 
table to a depth of 4 inches. The bolt-holes are oblong, 1.24 by .88 inch; they are 
3.6 inches apart in the clear and are staggered, being 1.6 inches center to center- 
The rails are secured by lotted clamps (See plate No. 13). The bolts have eccentric 
necks to permit of adjustments of gauge, and have hemispherical heads, so that thoy 
can not be put in from above. The clamps are of F" shape, the horizontal log rest- 
ing on the rail-flange and the vertical leg on the tie. There are eleven ties to a rail 
length of 29.52 feet; they are spaced 25.2 inches center to center at the joints, 31.4 
inches next, and the intermediate ties 34 inches center to center. The rail-joints are 
spliced by angle-bars and four bolts: the bars bear against the clamps on the crous- 
ties, and creeping of the rails is thus prevented. 

Lower Palatine (Pfalz) Eailway. — ^The following particulars are 
taken from a statement and drawings furnished in September, 1889, by 
the officers of the Pfalz Railway. (Rhenish Bavaria) for the purpose of 
this report : 
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On the railways of tlio Palatine, iron cross-tiea have been used since 1885 ; at first 
they were of wrought iron, but are now of mild steel, niaunfactured by the Thomas 
process. As far as experience goes, these ties have proved successful. They are now 
used not only in continuous stretches, but also singly in exchange for wooden ties in 
ordiDary renewals. The total quantity, up to the end of 1889, is about 160,000 ties, 
and there are continuous stretches of track 63.86 mileg long laid with them. 

The ties are of the Hoerde type, similar to the " Post " type (See *• Holland"), ex- 
cept that each side is in one plane instead of two, as in the latter. They arc 7.87 feet 
long, and weigh 114.4 pounds. The top is horizontal at the middle, inclined upward 
1 in 20 at the rail-seats, and then sloped down to the ends, which are closed. At the 
outer part of the rail-seat the tie is 4 inches wide oa top, 9.4 inches wide over the 
bottom ribs, 3.56 inches deep, .44 inch thick on top ; under the rail it is 4.4 inches 
wide on top, 9.4 inches wide over the bottom ribs, *>i,26 inches deep, .44 inch thick on 
top; at the inner part of the rail-seat it is 4.8 inches wide on top, 9.4 inches wide 
over the bottom ribs, 2.8 inches deep, .28 inch thick on top ; at the middle, it is of 
section, flat for about 1 inch on top, 3 inches wide just below the top, 4^ inches wide 
over the bottom, 5 inches deep, .28 inch thick. The top table is bent down at the 
end, projecting 2.8 inches below the bottom of the tie. The rails are fastened by 
boiled clamps, on the Ruppel system. The rails are of flange section, 5.36 inches 
high and 4.20 inches wide over the flange. There are nine ties to a rail length of 24.6 
feet; the joint-ties are spaced about 22 inches center to center, the next 33 inches, 
and the intermediate ties 37.75 inches. The track weighs about 2,362 pounds per 
rail length, or 270 pounds per yard. 

LuBECK AND BucHEN RAILWAY.— On tbis line metal ties have been 
tried since 1878. Mild steel cross-ties of inverted trougb section are 
now used; they are somewhat narrower and deeper at the middle than 
at the ends. The section at the rail scat resembles ihat of the Hilf or 
the modified *' Berg-and-Mark " ties, but the vertical part of the sides 
is very shallow, and has a small rib on the bottom edge; the section at 
the middle more nearly resembles that of the " Post" tie, but here too 
the change of plane of the sides is very low down. Tlie tie is 7.87 feet 
long, and weighs 107.8 pounds; at the rail-seat it is 9.2 inches wide 
over the bottom and 3.2 inches deep, with the top table .36 inch thick, 
and the sides .3 inch thick at the top and .25 inch at the bottom ; at 
the middle it is 8 inches wide at the bottom and 4 inches deep, with the 
same thickness. The rails are of flange section, weighing 70.42 pounds 
per yard, and are secured by clami)s and l-headed bolts; the bolt- 
boles aie staggered. For a rail length of 29.52 feet there are eleven 
lies; the joint-ties are spaced 27.12 inches center to center, the next 
ones 33.24 inches, and the intermediate ties 33.32 inches. The weight 
of the track is 2,716.36 pounds per rail length, oi* 276 pounds per 
yard. 

Halberstadt and BLANKENBERa RAILWAY. — Cross-tics of the 
*' Berg and -Mark " type are used, with gib and cotter fastenings. They 
are 7.12 feet long, have the ends bent to an inclination of 1 in 20, and 
weigh 88 pounds each. The rails are of flange section, 21.62 feet long, 
5.2 inches high, with a flange 4 inches wide. The weight of the track 
is 1,767.87 pounds per rail length, or 245.37 pounds per yard. This 
railway includes the rack-rail line, on the Abt system, from Blankenl^erg 
to Tanne. The ties are of similar section to the above, 7.21 feet long, 
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8 inches wide on the bottom, and weighing 90 pounds each. The ends 
are closed by riveted angle-irons, and other angle-irons are riveted inside 
at about 18 inches from the end. The ties are spaced about 35 inches 
center to center. The rack-rail is carried in chairs which are fastened 
to the ties by gib and cotter fastenings similar to those for the track- 
rails. The ballast is filled into the ends of the tie to the inner angle* 
iron^, and the middle part of the track between the rails is left entirely 
clear of ballast. 

MULH4USEN, BNSISHEIM AND WiTTENHEIM RAILWAY.— This IS a 

country tramway line, built partly along the public highway, and the 
information given, which is taken from a report published in 1888, re- 
fers only to the section from Mulhausen to Ensisheim, the extension of 
4.83 miles to Wittenheim not having been built at the time of the report. 
The line was opened in December, 1885, being built to develop the trade 
of the old city of Ensisheim, which had declined on account of its 
isolation from railway communication. The line is 10.22 miles long, 1 
meter gauge; maximum grade 2.4 per cent, for 295.20 feet, with other 
grades of 1.2 to 2 per cent, for a total length of 1,459.60 feet. The 
sharpest curve is 65.6 feet radius, and the alignment is as follows: 
Tangents, 7.70 miles, or 76 per cent.; curves of 3,280 feet radius, .35 
mile, or 3 per cent.; curves of 1,640 to 328 feet radius, 1.63 miles, or 
16 per cent.; curves of less than 328 feet radius, .53 mile, or 5 per 
cent. 

Three systems of track have been adopted : (1) The Demerbe track, 
consisting of a rail of saddle or inverted trough section, weighing 
61.36 pounds per yard. On the upper surface is a groove for the wheel 
flanges. It is used for a length of 3.5 miles for passing through villages 
It requires no bolts, being secured by keys. On tangents the rails are 
29.52 feet long, and on curves of 65.6, 98.4, and 114.8 leet radius they 
are 14.76 feet long, with two cross-ties. The rail is the same as that 
used on the Mulhausen street railway, but the attachments and splices 
are simpler. (2) Flange fails on oak ties. (3) Flange rails on iron 
longitudinals. This system, employed especially where the width of 
the road is not more than 22.96 inches from the center of the track to the 
side, is composed of a rail 3.4 inches high, bolted to an iron longitudi- 
nal. The joints are entirely suspended, the splice plates being clear 
of the ends of the longitudinals. The rails weigh 31.69 pounds per 
yard, the longitudinals 24.75 pounds per yard, and the track complete 
about 120.75 pounds per yard. The rails are 29.35 and 29.52 feet long, 
and the longitudinals 27.71 and 27.88 feet. The gauge is maintained 
by five tie-rods of round iron to each pair of longitudinals, secured by 
nuts at the ends ; they are spaced 5.9 feet center to center. With this 
system of track, which is laid for a length of 2.32 miles, the minimum 
curvature possible is 328 feet radius, on account of the necessity of 
bending the longitudinals. For curves of 328 to 656 feet radius, the 
outer and inner rails are 19.68 and 19.51 feet long respectively, and the 
outer and inner longitudinals nre 18.04 and 17.87 feet long respectively. 
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HoLLENTHAL RAILWAY. — Tbis IS a standard gauge railway between 
Freiburg and Neustadt, wbicb was opened in May, 1887. It is 21^ miles 
loug, of wbicli 4f miles are fitted as a rack railway. Tbe rack used is 
of the Marsb (or so-called Kiggenback) ladder type. Tbe track is laid 
with mild steel cross-ties of tbe Hilf type, with closed ends. Tbe rails 
are of flange section, and are fastened to tbe tie by bolted clamps ; tbe 
chairs for tbe rack rail are bolted to tbe middle of tbe tie. Tbe raijs are 
29.52 feet long and weigh 72.84 pounds per yard. There are ten ties to 
a rail length. The ordinary track weighs 246.3 pounds per yard, and 
the rack and appurtenances 256.8 pounds per yard. 

TIES. 

The Hoerde Tie, — This is praotically the same as the '^ Post" steel cross-tie, already 
described (see Holland). In February, 1^86, the mannfactariDg company (Hoerder, 
Bergwerks und Hutteu Verein) stated that the following numbers of these ties had 
already been supplied: German railways, 500,000 ; Gottliard Railway, 160,000; Swiss 
Western Railway, 160,000; Sumatra Railway, 80,000 ; Dutch State railways, 100,000; 
total 1,000,000 ties. Besides these, about 200,000 had been laid in France and Belgium. 
Tbe price then varied from $25.84 to $38.34 per ton, free on board at Antwerp, accord- 
ing to size and quantity. 

The special features of this form of tie are that the inclination of 1 in 20 is given 
to the rail seat in the process of rolling, while at the same time aq increased thick- 
ness is given to the same part to increase its strength and durability. The tie is also 
niade narrower and. deeper at the middle than at the ends. By the method of rolling 
just mentioned the metal is subjected to less working and fatigue than when the seat 
h stamped to shape by a subsequent operation : the thickness may be increased .12 
to .16 inchy while at the same time it may be reduced at other parts of the tie without 
diminishing the efficiency of the tie. A reduction of 10 per cent, in weight is claimed, 
with equal strength and durability to a tie of uniform section. By making the tie 
deep at the middle its stiffness or rigidity is increased, and any buckling or bending 
which might alter the width of the gauge is prevented, even when tbe tie is improp- 
erly ballasted. For main lines it is not advisable to reduce the weight below 110 
pounds, but it is claimed that for secondary railways the ties may weigh only 72.6 to 
77 pounds where now ties weighing 99 pounds are used. The deepening at the middle 
also prevents firm tamping of the tie in the middle, and the trackmen are given 
spi'cial Instructions to tamp only the part under the rails, leaving the middle free, to 
prevent ''hogging'' of the ties. Such motion as the tie may have in the ballast tends 
to drive the ballast from the middle toward the rail seats. 

For main lines the tie is 8.53 feet long, 11.2 inches wide at the ends, 9.4 inches 
wide for about 26 inches from the ends, and then narrowing to 4.72 inches at 
tbe middle. The depth is 5.24 inches at the middle, 2.32 and 2.92 inches at the 
inner and outer parts of the rail seat ; the ends are closed by bending down the top 
table to below the level of the body of the tie. On each of the bottom edges is a 
l»road rib of triangular section. The section is generally polygonal, each of the sides 
liciug in two planes ; in some cases the sides are in one plane only, forming an ordi- 
nary inverted trough. The thickness at the rail seat is .24 inch at the bottom of the 
Hides, increasing to .34 inch at the upper part of the sides -and .36 inch at the top 
table. The thickness at other parts of the tie averages .24 inch. The fasteniuirs 
consist of tee-headed bolts with eccentric necks, which admit of adjustment of the 
gauge; the bolt passes through a clamp, one end of which rests on the rail flange 
and the other end on the tie, the latter having a rib on the under side to bring the 
top level ; the nut is screwed down on the clamp. The clamps are 2.6 by 2.16 inches, 
about .4 inch thick, and .8 inch deep at the outer side ; the bolt-hole is .96 inch 
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<1iaiiieter. Special bolts, with necks of different dimensions, are used for cnrves, and 
these bolts are marked as already descrilKMl for the "Post" tie (See ''Holland"). 
The widening of gauge of .3*i inch and .4 inch, required in ordinary service, can be 
( ffected with the ordinary bolts, the special bolts being used at the points of change 
iVoiu one adjustment of gauge to the other, and at the ends of curves of less than 
li/280 feet radius. The bolt-holes are in identically the same position on all the ties. 
Verona nut-locks are nsed for the fastening and joint bolts. The rail joints are sus- 
pended and are spliced with angle-bars. For rail lengths of 29.52 feet, the joint ties 
are spaced 26.8 inches center to center, and the intermediate ties about 37 inches. 
The weight of the track is given as follows: 



Materials. 



2 railB, 29.52 feet long per yard . 

10 lies, 8.52 feet long, 9.4 inches wide. vach 

4 Hplice-bars, 22.8 inches low;: do . 

H Mplice-boltrt, .88 iucUdiaiiietiT do.. 

4ii raii-elaiiipH do . 

40 track-bolts, .88 inch diameter do.. 

48 uut-locks ... do., 



Weight per rail length . 
Weigbt per yard 



Unit 
weight. 



Poundtf. 
67.2 
tlO 
26. 30 
1.21 
.66 
1.10 
.039 



Total 
weight. 



Pounds. 

1, 1122. 64 

1, 100. GO 

101.20 

9. (>8 

26. 40 

44.00 

1.89 



2, 605. 81 
264.825 



The manufacturers give particulars of tests of the comparative strength of these 
types of ties: No. 1, Netherlands State Railways, narrow and deep at the middle ; 8.52 
feet long, 9.4 inches wide, and 2.'.VZ inches deep at rail seats, 4.72 inches wide, and 
r).24 inches deep at the middle, .24 to .36 inch thick, weighing 110 to 120 pounds. 
No. 2, of similar type, but of uniform section throughout, 9.4 inches wide at the bottom 
and 2.32 inches deep. No. .3, a tie of inverted trough section, used on the Righfc- 
liank-of-the-Rhino Railway, Germany; 8.85 feet long, 4.8 inches wide on top, 9.44 
inches wide at the bottom, 3.1 inches deep, with the inner part of the side vertical 
for 1 inch from the bottom, the outer part being a thickened rib ; s des .2S inch and 
top .32 inch wide; weight 125.4 pounds. The ties were supported at the middle. A 
beam or rail was laid across the two track rails, ami upon this heavy frogs were 
]»l2iced, the load being uniformly distributed. The bending down of the nnsupported 
OMds of the ties would widen the gauge. No. 1, the widening of the gange was from 
. 18 inch with 6,050 pounds to .39 inch with 12,100 pounds load. The only permanent 
set was with this last load. No. 2, with a load of 7,260 pounds, the tie failed at the 
middle, being entirely deformed. No. 3, the tie failed at the middle under a load of 
9,r»80 ponnds and was entirely deformed. 

For light or portable railways of 24 inches gauge, the works manufacture two 
forms of ties: No. 1 is 32.8 inches long, horizontal and shallow at the ends, with the 
top table arched up at the middle to increase the depth and stiffncas; the ends are 
elf>sed. It is 4 inches wide and 1 inch deep at the ends, 2.24 inches wide, and 2.2 
inches deep at the middle; thickness, .16 and .24 inch at the rail seats. No. 2 is of 
uniform section throughout. The rails are 6.56 feet long, of flange section, but with 
a narrower flange on the inner side of the rail ;• they are 2.6 inches high, 1.88 inches 
wide over the flange, with a head .92 inch wide. The fastenings consist of hook- 
bolts, the hook-head holding the rail flange and the nut being on the inside of the 
tie. The rail joints are spliced by straight plates riveted to one end of each rail of 
each section of track, the ends of the rails of the next section being inserted between 
tiie projecting plates. The ties are spaced 16 inches apart, center to center, at the 
joints, and 32 inches apart intermediate. The track is made in sections 6.56 feet 
h)ng, each con>:isting of two rails, three ties, and four plates. The weight of one 
such section is about 88 pounds. 
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The Good ff ope Worlca ties, — The Good -Hope Works, at Oberhansen, inannfactnrc a 
number of different forms of ties and fastenings. One typo is somewhat similar 
to that adopted for the Indian State railways. (See "India.*') It is 8 feet long for 
standard gauge lines; at the middle it is 4^ inches deep and 8^ ipchcs wide on the 
bottom ; at the rail seat it is 9^ inches wide on the bottom, with vertical sides and 
rounded comers ; the top table is hoiizontal and at the ends it is bent down and 
Ibired OQt to a width of 13 inches. The rails are of flange section and rest on metal 
tie-plates, which give them the required inclination. The fastenings consist of a gib 
to bold the outer flange and two gibs and a cotter for the inner flange. The plate 
from which the tie is ma^le is 8 feet & inches long by 15^ inches wide, and weighs 9 
|K)uud8 per square foot. The tie weighs 98 pounds, the two tie-plates weigh 12 
IMMuids, and the fastenings 9| pounds, making a total of 119^ pounds for each tie 
complete. Similar ties are made for gauges of 5 feet 3 inches (weighing 125^ pounds) 
:iud 5 feet 6 inches (total weight 128^ pounds). It is also made for the 3 feet 6 inches 
••ange, but is of arched section in the middle, and broader and shallower under the 
lails; the tie-plates are not used; the tie weighs 56 pounds, or 8 pounds per square 
foot, and the fastenings 3^ pounds. The rails are of flange section, weighing 41^ 
poiiDd.s for the narrow gauge and 53 pounds per yard for the wider gauges. Ties of 
I lie Haarniann and Vautherin types are also manufactured. 

The Bvrkhardt longitudinals. — The following description of this system of trcick is 
sibgtrncted irom the Minutes of the Proceedings of the Institution of Civil'Kngineers 
(Kiijrland), Vol. LXXXI, 1885 : 

'^ The longitudinal is of inverted channel section, 27 feet 10^ incheslong, 9.76 inches 
wide ou top, 2.36 inches deep, and 12.6 inches wide over the flanges. One of th« ends 
is clo.sed by a riveted plato and the other by the cross-tie connection. A space of 19^ 
inches is left between the ends of the longitudinals, and this space comes under the 
rail-joints. Tlie rails are fastened at nine points by bolts and clamps. There are 
three cross-ties to eacii longitudinal ; they are of angle or channel iron, 6 feet 7 inches 
long, 4 inches deep. The weight of the track is 268 pounds per yard." 

IHes made from old raih. — A system has been designed by L. Schuike, of Dusseldorf, 
for utilizing old rails for ties. The rails, of flange section, are cut into lengths of 
aboot 7 feet 6 inches, and two of these pieces laid on the side, heail to head, form one 
cross tie. The heads and webs are cut away on the upper side at each rail seat for 
the metal tie-plates, upon which the rails rest. The track rails are secured by bolted 
clamps, different sizes of clamps being used for the adjustment of the gauge. It is 
stated that the average price for old rails in Germany in 1887 was about $10 per net 
ton for heavy i*'on rails and about f7.50 per ton for light steel rails. The weight of 
these ties is from 60 to 100 per cent, greater than that of wooden ties. It is claimed 
that while ten iron or wooden ties are used to a rail length of 29.52 feet, only eight of 
these ties would be required, especially if the two parts of each tie were placed 
further apart, and the tie plates lengthened acconlingly. They uiay be spaced from 
29.6 inches at the joints to 36 inches intermediate. The manufacture requires a con- 
siderable amount of shop work — sawing to length, cutting the seats for the tie-plates, 
making the bolt-holes, etc. — all of which is expensive. While the plan might be 
successful for light railways with small traffic, it is not likely to be practicable for 
main lines or heavy traffic. As to the supply of material, it will be noted that one 
rail 30 feet long will only make two ties. 

These ties have been tried on two or three railways in Germany, and a few have 
heen tried in Belgium. They are said to have given satisfactory results as to main- 
tenance, but it is not probable that they will be adopted to any extent. 

Metal ties at switcJies and frogs. — On the Priiasiai) state railways the 
metal ties are employed at switches and frogs. The ties are of tbe^ 
modified " Berg-aud-Mark'' type, 11.2 inches wide over the bottom and 3 
inches deep. Bolted clamp fastenings are used. For a length of 81.45 
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feet over a awitcli and frog, there are 40 ties of various lengths, from 
the ordinary length of 7.87 feet to 14.76 feet beyond the frog; this long 
tie holding all the rails. The tie to which the switch-lever and appa- 
ratus is fastened is 12.46 feet long. The ties are variously spaced ; 30 
inches center to center at the frog, 32.4 inches at the switch, and up to 
37.2 inches intermediate. At the switch there is a bed-plate 18.6 feet 
long by 14.8 inches wide uiider each line of rails, covering 8 ties. The 
frog and guard rails cover 5 ties. At crossings and slip switches the 
arrangement of the ties is rather more complicated. 

The work of laying and fitting switches and frogs on these ties is 
probably more difficult than with wooden ties, but when once laid they 
require much less attention, owing to the secure fastenings and the 
accurate maintenance of the gauge, and the track is certainly much 
safer than with the ordinary arrangemeut of frogs and switches. The 
fact of the introduction of metal ties at these points is an evidence of 
the favor with which such ties are considered. 

SUMMARY OF METAL TRACK FOR GERMANY. 



Railways. 



Prussian stato railways : 

Heilin division 

El Uerfeld division 

Colojrne di vJHion (R) 

Cologne division (L) 

Frankfurt division 

Erfurt division 

Hanover division 

Maji;deburg <iivision . . . . 
Broinberg division 

Bavarian slate rai I ways . . . . 

Baden state r.iil way s .' 

Wurtemberg state railways . 

Alsace-Lorraine railways.. . 

Mnin-Neckar Railway 

He:me Louis Railway 

Low. r- Palatine Railway 

UolIcDtbal Railway 



Total inclndcd in this report. 
Official total at end of 1888 . . 



Year. 



1884 
1887 
1888 
1888 
1884 
1889 
1884 
1884 
1888 
1889 
1889 
1880 
1889 
1889 
1888 



Ties. 



MiUs. 

1.24 
762.60 
450. 69 
943.96 
37.82 
251. 10 
107.26 
126.48 



140.00 
567.27 
350.00 
312.02 

58.13 
300.08 

80.00 
4.75 



4,493.40 
5,224.12 



Longitad 
inals. 



Mileg. 
473.06 
93.00 
162.06 
241. 45 
634.88 



340.38 
13.02 

191.93 

399.00 

2.61 

16.74 

583.69 



79.36 



3,231.18 
3, 561 52 



Total 
track. 



Mile». 
474.30 
8:>5.60 
612.75 

1,185.41 

672. 70 

251. 10 

447.64 

139.50 

191.93 

539. 00 

569.88 

366.74 

895.71 

58.13 

379.44 

80.00 

4.75 

7,724.58 
8,786.64 



AUSTRIA AND HUNGARY. 

General Remarks. — Metal tracks of different kinds have been 
tried on the most important railways, and tbe two types which have 
been most widely experimented with are the Heindl type of cross-ties 
and the Hohenegger type of longitudinals. On the lines whore wooden 
ties are used metal tie-plates are frequently employed to prevent the 
cutting of the wood by the flange of the rail ; they are not generally 
used on every tie, except on very sharp curves; they are generally 
heavy plates about 5.25 by 7.50 inches and .4:0inch thick under the 
rail, with a rib on one or both sides. The spikes pass through tbe 
plate, and hold both rail and plate. The following notes as to the 
track are taken from an article of mine, '^ The Austria-Hungarian rail- 
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ways,'' published in the Railroad Gazette, New York, August 19, 

1887: 

Tbe iron rails aro from 39.6 poands per yard iu leiigtbs of 18.14 feet to 75 pounds 
per yard in lengths of 19.68 feet. The steel rails are 64.5 poands per yard in 
leugtbs of 22.79 feet, 66.3 pounds per yard iu lengths of 29.52 feet, and 76.5 poands 
pt'r yard in lengths of 22.79 feet ; the second of these steel rails is the standard. For- 
merly insistent joints were need, the wooden joint-ties being 8.2 feet long, 10 inches 
wide on top, llf inches wide at the bottom, and 6 inches thick. Suspended joints 
are, however, now being nsed. The ordinary ties are about 8.2 feet long, 6 inches 
wide on top and llf inches wide at the bottom ; in some cases both sides have a 
slope, in others one side is vertical and the other slanting, while others have th« sides 
vertical, but with the corners beveled oif to the top width. Gaage-rods are some- 
times used on curves. 

These countries are said to be among the most favored countries in 
Europe as regards the production of timber. 

The following table, showing the growth of the railways and the 
steady increase in the use of metal track, is from tbe report of Mr. 
Bricka to the minister of public works, France, in 1885. 



Mileage of railways of Austria and Hungary, 






Tear. 


Main Unes. 


1 
Local lines. Total track. 


Wooden Met.nl longi- 
ties. 1 tudinals. 

1 


Metal cross- 
ties. 


]m 


10,600 U 
10, 621. 22 
10, 6RS, 34 
10, 62G. 80 
10, 970. 28 
11,078.16 
11, 647. 32 


625.58 
681. 68 
718. 58 
84:{. 34 
8.59.94 
1,271.62 
1,607.04 


14, 977. 96 
15.086.46 
li), 237. 74 
ir», 351.20 
15, 860. 22 
16,52.3.00 
17, 681. 78 


14.966.18 11.78 




1879 


15, 071. 58 
15,219.14 

15, 324. 54 
15,821.78 

16, 464. 72 

17, 606. 76 


12.40 
16.12 
18,60 
27.28 
42. 16 
47.74 


2.48 


1K80 


2.48 


1881 


a 06 


1882 


11. 16 


1883 


16.12 


1884 


27.28 







Austrian State Eailways. — Some years ago a few metal ties of 
the "Atzinger" type, designed by Mr. Atzinger, an engineer, were laid 
on a length of about 2.48 miles on the Francis Joseph Railway, wbich is 
HOW a part of the state railways system. They were similar to the 
"Berg-and-Mark^' type of tie, with the Ruppel plan of fastenings (see 
Germany). In 1879 wrought-iron ties, weighing 154 pounds each, were 
laid for a length of about .85 mile between Nussdorf and Kahlenberg- 
erdorf. In 1882 mild steel ties of the same type were laid for a length 
of 1.75 miles between the latter town and Klosterneuborg ; these were 
7.87 feet long, 4.8 inches wide on top, 9.6 inches wide at the bottom, 3.2 
inches deep, weighing 118.8 pounds. The ends were closed. On this 
single-track line there was an ordinary traflSc of forty trains per day, 
with seventy trains on f§te days. 

The Serres-and-Battig system of longitudinals (Plate No. 11) was 
also tried about ten or twelve years ago. They were laid in 1877-1879 
for a distance of .62 mile on the line from Vienna to Bruck, .62 mile on 
the line from Oravitza to Anina, and also iu the station at Budapesth. 
The longitudinal consists of two beams, forming a A ^^ a x with a very- 
short stem when assembled together. At the lovyer edge of each beam 
is a horizontal flange, and the upper part is vertical for a short depth ; 
between these vertical parts rests the web of a flangeless T rail, 
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secured by bolts passing tbrongh the web and tlie tops of the two 
beams. The objects of this system are as follows: (1) To make a track 
which the weight of trains will tend to keep together or consolidate ; (2) 
to make the wearing part of the rail renewable; (3) to avoid the use of 
small pieces of material. The longitudinals are connected at their joints 
by fiat plates bolted to the horizontal bottom flanges. The transverse 
connections consist of deep bars of | — H — | section passing through 
the longitudinals, notched to receive the web of the rails, and resting 
on the top of the horizontal flanges of the longitudinals. The head of 
the rail is 1.32 inches deep; the vertical part of the longitudinals upon 
which rests the head and between which lies the web of the rail, .60 inch 
ibick, is 2.48 inches deep, and from thence to the level of the top of the 
horizontal flanges is 2.98 inches; these flanges are 2.48 inches wide. 
The width of the longitudinals at the bottom is 7.64 inches inside and 
12.60 inches over the flanges. The thickness of the vertical and hori- 
zontal parts is about .60 inch and of the inclined parts about .24 inch to 
.38 inch. The tie-bars extend beyond the longitudinals and are placed 
about 7.87 feet apart; they are 4.48 inches deep, about .32 inch thick, 
with flanges about 1.8 inches wide, the two middle ones being rather 
narrower. The bolts holding the rails and longitudinals together are 
.76 inch diameter, with oval bolt holes to allow for expansion. The 
weight of the track was about 258 pounds per yard. The line was 
standard gauge, single track, with the ballast deep under the longitudi- 
nals and on the outside level with the bottom of the rail head. For 
curves, the parts are bent at the works. When tried in Belgium this 
track was unsatisfactory, owing to the poor quality of the iron and faulty 
construction, but in Austria it has given good results. A piece of track 
.02 mile long laid in 1879, near Temesvar and Oravitza, included curves 
uf 374 feet radius and a grade of 2 per cent. ; there was a heavy traffic, 
with trains hauled by engines having three and four coupled axles. This 
siMjtion of track was found by Mr. Bricka in 1885 to be in good condi- 
tion ; the repairs had been few, and the maintenance was reported as 
having been more economical than with wooden ties. Further experi- 
ments, on a more extended scale, were to be made. Some of this track 
was still in service in 1887. It is said to have given especially good re- 
sults at stations, where the maintenance is diiiicult, and where it is 
necessary to avoid a frequent renewal of the ties. The comparison of 
cost has been given as follows : 



Materials. 



Onliuary 

track with 

woodeu ties. 



K.nis 

Tien or longitudinals 

Fastenings 

IMIast 

Laying 

Total cost per yard 




Serres and 
Battig sys- 
tem of metal 
track. 



$l.9« 

4.U2 

.06 

.86 

.14 



7.06 



i 



\ 
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The most extensive experimeDts, however, have been with the 
"Heiudr^ type of cross-tie (Plate No. 14), the invention of Mr. Franz 
Heind), general inspector of the state railways. These ties have been 
laid as follows : 



Where laid. 



On thi-ee divisions 

In the All berj; tunnel (first track) — 
In (he Arlberg tunnel (second track) 
On secondary railways 



Total 

At stations (side-tracks, etc.). 



Total to 1888. 



rear. 



1883 

1884 
188."* 
18S6 



No. of lu lies. 



1.302 

6.634 

6.634 

13. 020 


27. 690 
24.800 



52.390 



The ties are of steel, of inverted trough section, having the lower 
part of the sides vertical. They are 7.87 feet long, 6 inches wide on 
top, 10.4 inches wide at the bottom, 4 inches deep with the sides verti- 
cal for 2.4 inches from the bottom^ .32 inch thick at the sides and .40 
inch on top. The weight is 158.4 pounds per tie. The fastenings are 
rather complicated and are composed of a number of pieces. Each 
rail rest« on a tie-plate which gives the inclination of 1 in 16 ; an angle 
clamp (r~) is placed on each .>ide, the top resting on the tie with its end 
fitting into a notch in the tie-plate and the lug fitting into the elongated 
bolt hole in the tie; the adjustment of gauge is effected by using dif- 
ferent sizes of these clamps. Lying in a groove in the top of this chimp 
ii$ another chimp with one end projecting over and bearing upon the 
tlaiige of the i«ail. A ± headed bolt, with the nut on top, holds these 
parts together. The tie i« horizontal throughout its length. Formerly 
tlie top table was bent down at the end to a depth of 5.2 inches, and 
the sides bent round ; now, however, the proje(*.ting end of the top 
table is cut to such a shape that when bent down it eli'ectually closes 
the ends of the tie. For a rail length of 24.0 feet the ties are spaced 
20 inches apart at th« joints, 32 inches next to the joints, and 3G inches 
center to center of intermediate ties.. The rails are of flange section, 
about 4.9 inches high, with a head 2.32 inches wide and a flange 4.48 
inches wide. The joints are spliced by angle-bars with four bolts. The 
ballast is of earthy gravel. The weight of track complete is 2,833.58 
pounds for a rail length of 24.6 feet, or 345.6 pounds per yarci. 

The ties for the secondary rail wjiys are of similar type to those already 
described; 6.2 inches wide on top, 9 2 inches wide on the bottom, 3.2 
inches deep ; thickness of sides .32 inch, and of the top .34 inch. The 
weight^is about 123.2 pounds. 

In Arlberg tunnel coke-burning engines are used. For particulars of 
this track, see a note on " The Heindl ties '^ further on. 

Northern Railway.— In 1883 ties of the "Heindl'' type were lai 1 
for a length of 1.2t miles between Vienna and Cracow, on the Emperor 
Ferdinand Nortberp Kailwa^. Part wns laid in giavel and part iu 
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broken stone ballast. Mr. Bricka states that he noted that the noise of 
the passage of trains was no more disagreeable on this track than on 
the parallel track laid with wooden ties. He notes this as an interest- 
ing point, as showing that with ties of proper section and sufficient 
weight the vibrations are not caused, op that with a good form of met^il 
tracic as a whole they are considerably diminished. These ties are of 
similar dimensions and weight with those on the state railways. 

AussiG AND Teplitz Kailway. — Steel cross-ties of the Heindl sys- 
tem were laid in 18^3 for a length of .62 mile. They are of similar 
weight and dimensions with those on the state railways. 

Galician (Carl-Louis) Railway. — A length of .62 mile was laid 
with the Heindl system of steel cross-ties in 1884. These also are simi- 
lar to the ties in Uvse on the state railways. 

Northwestern Railway. — On this railway metal longitudinals 
have been tried since 1876, and the following very complete description 
of the track was furnished in March, 1888, by Mr. Hohenegger, chief 
engineer, for the purpose of this report. (See plate No. 14.) 

The Hue betweeu VieDuaand Tetschen has 59.51 miles laid with metal track, which 
have beeu laid as follows : 





Tear. 


Form. 


No. of 
miles. 


1876 


I 
II 
11 
II 
II 
III 
III 

iir 
III 
III 
III 


2 54 


187T 


2.45 


1878 


4 7U 


18S0 


3. 33 


1881 : 


2.58 


1882 


7.87 


1883 


15.31 


1884 


6 20 


1885 


6.32 


188(5 


4.33 


1887 


3.87 







Of this length the alignmcDt is as follows: 

Miles. 

On tangents 37.21 

On curves of: 

9,840 to 3,280 feet radios 7.44 

2,952 to 1,908 foet radius 3.35 

1,640 to 1,148 feet radius ll.OO 

984 to 935 feet radius 51 

There are daily, in both directions, two fast express trains, two express trains, 
eight accommodation trains, and at least ten freight trains. The passenger engines 
weigh 42 tons each, in working order, and have a weight of 12.4 tons on the driving 
axle; the freight engines weigh 45 tons in working order and have a weight of 11.25 
tons on the driving axle. 

The track is laid with three forms of metal longitudinals : 2.54 miles of No. I 
13.07 miles of No. II, and 43.90 miles of No. III. Those of forms No. I and No. II are 
made from old iron rails, and weigh 51.90 pounds and 60.95 pounds per yard, re- 
spectively ; No. Ill are of mild steel, made by the Thomas process, and weigh 58.80 
pounds per yard. There is no protection against rnst, the longitudinals being laid in 
the state in which they leave the rolls; no rust has thus far been observed. The 
loDgitadinals are manufactured at the Teplitz Rolling Mill and Bessemer Works, 
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Price. — ^The prices are as follows, for delivery at railway stations : No. I, $5.94 per 
220 poauds, or about $60 per toa ; No. II, $3.46 per 220 pounds, or about $35 per ton ; 
No. Ill, |4.56 per 220 ponnds, or about $46 per ton. For the manufacture of Nos. I 
and II, the railway company furnished the necessary old rails, which were accepted 
and accounted for at (1.92 per 220 pounds, or about $20 per ton. 

Benewals. — Of form No. I, after eleven years' service, one longitudinal was re- 
newed on account of the opening of a welded joint ; this is 0.0001 per cent, of the 
whole. Those of form No. II were made from old flange rails, which were simply 
* - welded together, and rolled in three sizes ; of the first delivery, after ten years* serv- 
ice, 7.08 per cent, had to be renewed on account of imperfect welding. Those of 
form No. Ill are, so far, without defect or failure, and not one piece has been re- 
newed. 

Carves. — ^Tbe longitudinals of forms Nos. I and II are rolled straight, and the holes 
for the rail-bolts were spaced according to the radius of the various curves ; those of 
form No. Ill are bent, while hpt, to the required curve. Those of form No. I were 
all of equal length, because, in consequence of the considerable distance left between 
the ends at the joints, a shortening on the curves can easily be effected by layiug 
them closer together. Nos. II and III are made of shorter length for the inner side 
of carves, a certain number being laid according to the shorter rail length and the 
radius of the curve. 

2t«-rod8.— These were originally used for Nos. I and II, because the longitudinals 
were only connected at the ends by transverse ties, the distance l»etween them being 
31.81 feet for No. I and 15.83 feet for No. II. An experience of several years has 
proved that tie-rods are not necessary for preserving the accuracy of the gauge, the 
transverse connections under the longitudinals being sufficient for this purpose ; these 
connections placed at intervals of 9.84 feet answer the purpose. 
i Wear. — ^The only wear observed has been with some longitudinals of form No. I, in 

which the flange of the inner rail on curves has worn slightly into the top table. 

Durability. — The life of the longitudinals of form No. I is estimated at about fifry 
years ; those of No. II, made of old flange-rails, will hardly last as long, as, being made 
simply by welding the old rails together, a gradual opening of the welded joints must 
be expected, especially in those parts which correspond to the former web of the rail ; 
the pieces which have required to be renewed have shown this defect distinctly. 
Those of form No. Ill, being of steel, will certainly last even longer than those of 
form No. I. 

Fastenmga, — The rail fastenings for form No. Ill (See plate No. 14) effectually pre- 
vent creeping of the rail on the longitudinal by firm hold of the clamp on the rail- 
flange and the rib of the longitudinal. The inclined outer face of the clamp admits 
of an adjustment of the gauge ; this is effected by slacking one nut, which allows the 
clamp to rise 9nd also move back ; the rail is then shifted, the opposite clamp pushed 
down to a corresponding extent, and both nuts then screwed tight. The rail-flange 
bntts against a boss on the lower side of the clamp, which thus receives all the force 
of the lateral thrust caused by passing trains, and transfers it to the rib of the lougi- 
tndinal, thus protecting the bolt from wear. 

Ballast. — The ballast is of river gravel, excavate;} gravel, and broken stone. The 
^ core of ballast inside the longitudinal is compressed, by tamping and by the pressure 
9 of passing trains, to such an extent that it can only be loosened by means of a pick ; 
^ this compression extends nearly 12 inches below the lower edge of the longitudinal 
and prevents the quick drainage of water from between the rails, this prevention of 
the drainage varying with the dei;ree of compression of the ballast. For this reason 
it is recommended that the ballast should be clean and of a character which will 
allow of the water passing through; where this can not be had, however, sufficient 
means for drainage must be provided. No heaving by frost has been observed on 
this track. 

Bails. — The rails are of one flange section, weigh 58.75 pounds per yard. The joints 
uo spliced by an inner straight plate, and an outer double-angle or channel plate ; 
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font bolte are ased. The outer plate was of symmetrical shape for Niis. I and II, 
aod Served to hold the head of the rail iu horizontal position as well a8 to support it 
vertically. At each end the splice-plate bore against a rail-clamp bolted to the longi- 
todinaly and thns preyented creeping ; in this way the tendency to creep caused by 
the pajfsage of trains was transmitted to the longitudinal, which was itself prevented 
from moving by its rigid cross connections. For form No. Ill the outer splice-plato 
is of nnsymmetrical section, the upper flange being narrow ; the edge of the lower 
flange bears against the rib of the longitudinal, thns increasing the resistance to tbo 
outward thrust of the rail. A bolt passing through this flange and the top of the 
longitudinal effectually prevents any creeping beyond that allowed by slight inaccu- 
racies in drilling the bolt-holes. An inner angle-plate, bearing against the other rib 
of the longitudinal, couipleteH the joint and makes a solid continuous track. With 
Nos. I and II the rail-joints are supported, but with No. Ill they are suspended. 

The steailily increasing speed and weight of passenger trains made it necessary to 
employ heavier and more rigid locomotives, and this traffic nearly reached the limit 
of the power of resistance of the ordinary track with cross-ties. To strengthen this 
track by the use of oak ties, or even iron ties, in place of the usual pine ties, would 
have increased the expenses considerably without increasing in equal proportion the 
power of resistance ot the track against lateral pressure on the many and sharp curves 
of the road. These reasons led to the adoption of track on metal longitudinals, after 
a preliminary trial had been made in 1876^ but the great cost of such tr<'ick made it 
iieccKsary to study the matter more thoroughly. At the first, attention was directed 
to making use of old rails, which, in consequence of the increasing introduction of 
steel, would be obtained at very moderate prices. The success of the experiment per- 
mitted the adoption of iron track for other portions of the line in 1877, 1878, 1880, 
and 1881, but only to such an extent as old rails were taken up and welded together 
to form the longitudinals. These old iron rails becoming scarce, and the introduc- 
tion of the Thomas-Gilchrist process for the manufacture of mild steel,which made tlie 
cost of this material very moderate, led naturally to the adoption of form No. Ill 
(See plate No. 14), made of mild steel. Another reason for adopting the longitudinal 
stringer system of track was the proportionately weak section of the flange-rails used, 
weighing only 64.38 pounds per yard. In view of the increasing weights of the loco- 
motives, this gave the company and its engineer the alternative of increasing the 
weight of the rails to 100.43 i)ounds per yard, or of adopting a still lighter rail and 
obtaining the necessary strength by means of a strong longitudinal or stringer. 
Whether this method of obtaining a strong track is a correct one, the future will 
demonstrate. 

The behavior of the track laid with form No. Ill has been very satisfactory. On 
the part laid with Nos. II and I, it was found necessary to remove the broad iron 
cross-ties which were laid under the joints of the longitudinals, according to the Hi if 
system (See Germany), and to replace them by plain angle-irons. Their purpose is 
merely to maintain the width of the gauge, and not to support the ends of the lon- 
gitudinals like abutments. The track stands admirably and requires little or no 
labor for maintenance and surfacing, either on the straight portions, v/hich are in 
lengths of 3.72 to 4.34 miles, nor^n sharp curves. On the straight portions no sucii 
swinging and rolling motion of the cars can be observed as is the case on track laid 
with cross-ties. There is no trouble with the attachments, the nuts being held in 
X)<)sition by nut-locks, and tightening up of the nuts is rarely necessary. The track- 
men formerly required to redrive the spikes for track with wooden cross-ties can 
now be employed on other track work. In consequence of the continnons support of 
the rails, no rails or splice-plates on this metal track have been broken since 1 he 
same has been in service. The economical value of the use of metal track has hoen 
worked out by calculation. 

Wooden ties. — On the guaranteed system of this railway impregnated oak ties are 
used on all portions oyer which express trains are run ; impregnated pine tie? ^v^ 
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ased at stations, oa side tracks, and on branch lines. The reason for this is that the 
termiDas of the road is ou the Doaan River, so that the oak brought by water from 
Hangary can be bought at a comparatively low price. On the supplementary sys- 
tetn of the railway, which requires in addition the cost of freight of oak ties to 
Vienna, a distance of 200 miles, oak ties had to be abandoned on accoant of the in- 
creased cost, and pine ties are therefore used. These conditions, as already stated, 
were the cause of the introduction of metal track, and at present, of the total length 
of 83.70 miles over which express trains are ruu, 64.3 percent, is laid with this track. 
The remaining parts will be renewed with metal in accordance with .the amonnt ap- 
propriated for this purpose. These parts are now laid with impregnated pine or 
spmce ties, but it must be remarked that metal tie-plates .4 inch thick are laid on 
each new tie that is put in ; on curves of 1,640 feet radius, and less, these plates have 
a rib fitting into a groove across the tie, and the rail is fastened by bolted clamps. 
Oak ties cost at present (1886) about 84.96 cents each, not impregnated; this is in 
consequence of the high German duty on timber which prohibits its export, but only 
a few years ago the price was (1.08 per tie. Pine ties, not impregnated, cost from 38 
to 43 cents each. Oak ties were impregnated with oil of creosote, on the Bethel pro- 
cess, at a cost of 22 cents per tie ; chloride of zinc, of 1.5 dt>grees Beauni6 density, by 
the Bamett process, is now nsed and costs 17 cents per tie. Pine ties are impregnated 
with tar oil or creosote on the Blythe system, and partly with a solution of chloride 
of zinc of 1.5 degrees density, Beaum^, by the Burnett process, at a cost of 17.28 
cents per tie. The life of an impregnated oak tie is estimated at twenty years, and 
the life of an impregnated pine tie at twelve years. 

The following descriptioiiB of the three classes of track are from draw- 
ings famished by Mr. Hohenegger : 

No. I. — ^The longitudinal was of the *^ Rhenish " type (See plate No. 12). It was 8 
inches wide on top, 11 inches over the bottom, 2.88 inches deep ; thickness of sides 
.3 inch, and of top table .:)2 inch. The rails were held by clamps bearing on the rail 
fiancee and the top of the longitudinal, and fastened by hook or L. headed bolts. For 
tangents and curves down to 1,230 feet radius, the rails and longitudinals were 31.08 
to 31.81 feet long, the joints of the former being about 40 inches from those of the 
hitter. The ends of the longitudinals rested on saddle plates riveted to the ends of a 
cross-tie 7.87 feet long, 8 inches wide on top, and 12.8 inches wide on the bottom. 
There were two tie-rods to each rail length. For curves of 1,226.72 to 492 feet radius, 
tbe rails and longitudinals were 21.3'<j to 21.15 feet long, with a cross-tie at the joints of 
the longitudinals and two tie-rods to each rail length. The cross-ties were inclined 
at tbe ends to give the rails the usual inclination, and the longitudinals were fastened 
to them by r* clamps holding the rib. The tie-rods were .88 inch diameter, with a 
hearing plate and nut on the outer side of the rail. The rail fastenings were placed 
at intervals of about 32 inches with the longer rails, and about 31.6 inches with the 
shorter rails ; at tbe joints they were closer together. 

No. II. — The longitudinal was of a section somewhat similar to tbe Hilf or tbe orig- 
inal *• Berg-and-Mark" types (See plate No. 12), but with a semi-cylindrical rib along 
the middle of the under side of the top table. For rails 31.98 feet long, tbe longi- 
tudinals were 15.90 feet long, breaking joint with the rails by about 11 inches. Tbe 
ends of the longitudinals rested on saddle pieces fastened to cross- ties 7.87 feet long, 
8 inches wide ou top, 10.8 inches wide on the bottom ; the cross-tie was horizontal, 
hot the outer side of each longitudinal rested on a packing piece to give it the re- 
quired inclination. The ballast was brought up level with tbe top of tbe longi- 
tudinalsi 

No. III. (See plate No. 14.) — The longitudinal is of a section similar to that of the 
" Berg-and-Mark " cro'ss-tie, but has a rib along each side of the top table. It is 6.72 
inches wide on top, 12 inches wide on tho bottom, 3 inches deep, with the sides ver- 
tical for 1.84 inches from tbe bottom ; the sides are .32 inch thick and the top table is 
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.36 inch thick. The fastenings, as already dcscribod, consist of bolted clamps bearing 
on the flange of the rail and the inclined face of the rib of the longitudinal, while at 
rail joints the bolts pass through the lower flange of the outer splice bar, which is of 
channel section. The longitudinals are 29.43 feet long, and the rails 29.52 feet long. 
The joints of the rails and longitudinals coincide. The ends of the latter rest upon a 
saddle made of a plate .40 inch thick, bent to shape to fit the interior of the longi- 
tudinal, and bolted to the end of an angle-iron cross-tie, 6.56 feet long, 3.2 inches 
wide, 4 inches deep, and .4 inch thick. The saddle is 16 Inches long and 17 inches 
wide ; the top is inclined 1 in 16 to give an inward inclination to the rail. The bolts 
pass through the saddle, longitudinal and clamp. There are two intermediate cross- 
ties, spaced 9.77 feet from each joint tie, center to center; they are of angle-irons of 
the same size as those at the joints, but the saddle for the longitudinal is only 4.8 
inches long. There are three bolts on each side of every rail joint ; the next fast-en- 
ing is 22.2 inches away, center to center and the others are 30.4 inches apart center 
to center. All the nuts are fitted with nut locks ; the nut lock consists of a square 
flat plat<e, with a slit in one side; the plate is prevented from turning and when the 
nut is screwed down upon it the slit piece is bent up against the side of the nut, 
thus preventing the nut from turning. The weight of this track is 2,791.58 pounds 
per rail length, or 283.72 pounds per yard. 

Mr. Bricka, in bis report to the minister of public works, France, in 
1885, speaks very favorably of this latter form of track. The cost is 
about $5.31 per yard for No. Ill, $5.22 per yard for No. II, $6.60 per 
yard for No. I, and $5.12 per yard for track on impregnated oak ties. 

Hungarian State Railways. — The following particulars were pre- 
sented by Mr. Kowalski at the International Railway Congress at 
Milan, Italy, in 1887 : 

In 1887 there were 3,000 metal ties in service, which had heen laid in 1882 and suc- 
ceeding years. They were of the ** Berg-aud-Mark " type, with gib and cotter fasten- 
ings. Up to 188G they were made of wronght-irou, but after that of Bessemer steel. 
The ties weighed 108.90 pounds each, and tlie fastenings 5.19 pounds per set ; making 
a total weight of 114.09 pounds per tie. Up to 1866 they were employed only on the 
Mountain division between Piski and Petroseny, and they were all laid on curves of 
a radius of less than 984 feet. The speed of the trains was from 13.64 to 21.70 miles 
per hour. The track was laid with iron rails weighing 71.5 pounds per yard, and 
steel rails weighing 67 pounds per yard. The ballast was of broken stone. The 
metal ties cost $2.82 eacb, and the wooden ties 67| cents each. The advantages of 
the former were in the simplicity of the attachments and the stability of the track. 
In 1887 the company began the work of gradually replacing wooden ties with metal 
ties on curves. of 984 feet and under. The price of oak ties was still too low to per- 
mit of the introduction of metal ties on a large scale for tangents and flat curves, but 
nevertheless, it was proposed to substitute metal for wooden ties at switches and the 
approaches to important stations, as the former were considered advantageous for 
such a locality. 

Heitzing and Pertchtoldsdouf Steam Tramway. — This is a 
standard-gauge country tramway, built partly along the public highway 
and partly across country. It is 0.43 miles long; 3.9 miles, or 00 per 
cent, of its length, are on roads and streets, and the remaining 40 per 
cent, is practically a light railway. Along the roads the track is laid on 
one side, next to the gutter. The track is on thi» Hartwich system, with 
flange rails carried on longitudinal steel stringers, connected at inter- 
vals by tie-bars. The longitudinals are of a section similar to that of 
the original *< Berg-and-Mark " cross-ties ; they are 4.6 inches wide on 
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top, 8.4 inches wide at the bottoiu, 2.4 inches deep, with the sides vert- 
ical for about .8 inch from the bottom. The weight is aboat 28.72 
pounds per yard. At the joints the ends of the longitudinals rest on a 
Si'tddie piece of sach section as to fit the interior of the tie. The rails 
are of flange section, 4 inches bigb, flange 2.72 inches wide, head 1.52 
inches wide, with the top table at an angle, higher on the outer than 
on the inner sidej the weight is about 31 pounds per yard. The fast- 
enings consist of a riveted lug for the outer flange, and a hook headed 
bolt, with clamp washers, for the inner flange; the heads of the bolts 
are inside the longitudinal. The rail joints are spliced by straight 
sphce plates. The tie-bar is 5.74 feet long, 2.4 inches deep, .32 
inch thick ; it is notched for the bottom of the sides of the longitudinal, 
and at each end is keyed a fl piece against which the outer side of the 
longitudinal bears. In the streets there is a guard rail attached to the 
longitudinal, leaving a groove 1.20 inches wide for the wheel flanges. 
In streets the longitudinals are laid on stone blocks and ballast is 
filled in nearly up to the underside of the railheads. In country roads 
a trench is dug for each line of rail, broken stone laid for the longitu- 
dinals to rest on, and ballast then filled in to the underside of the rail 
heads, the heads just projecting above the street level. The engines 
are ordinary steam motors, boxed in. The older ones had four wheels, 
all coupled, and weighed 29,700 pounds. The later engines have six 
wheels and weigh 39,600 pounds. 

TIES. , 

The Heindl ties, — The system of track with steel cross-ties, invented by Mr. Heindl 
(See plate No. 14), has already been described as used on the Austrian state railways. 
Ill 1888 Mr. Heindl sent a communication in relation to this track, which had been 
laid as foUows, up to the end of 1887: 



Year. 


No. 


im 


1 


1883 


2 


1883 


3 


1883 . 


4 


1883 


5 


I88:{ 


6 


1884.. 


7 


1884.. 


8 


1884.. 





1885.. 


10 


1885 


11 


im 


12 


1887.. 


13 


1887.. 


14 



Bailway. 



Austrian state 



do 

do 

Bararian state 

Emperor Ferdinand's North- 
em. 
Aassig-Teplitz 



Galician, Carl-Ludwig 
Anstriau state 



Alps Mountain Company 

Austrian state '.... 

Bavarian state 



Austrian state . 
Bavarian state 
do 



Location. 



Maxi- 
mum 
;irade. 



Breite nschutzung- 
Scbwanenstadt. 

Ko8t>en-Dux 

Grybow-Ptaszkowa 

Laudshut-Neueuiuarkt . 
Raigern-Dumkrut 



Ullersdorf-Dux. 



Ulai-BocliDia 

Arlberg Tunnel, track 

No. 1. 
Leoben-Leegraben 



Arlberg Tuonol, track 

No. 2. 
Stockhoim-Ludwigstadt 



Li voric-Knin 

(Renewals) 

(Laying second track) 



Total 

Side-tracks at stations on the Austrian state railways 
Grand total at end of 1887 



Per ct. 
.37 

1.03 

1.80 

1.25 

.04 

.86 

03 

1.50 

4.12 
1.60 
2.50 
2.00 



Mini- 
mum 
curve. 



Feet. 
1, 869. 60 

931.52 

984.00 

1,148.00 

4, 352. 56 

1, 554. 72 

3, 109. 44 
981.00 

492 00 

984. 00 

984.00 

934. 80 



Length. 



.62 

.62 

.06 

.17 

1.24 

.62 

.62 
6.63 

.37 



6.63 
19.10 



13.02 
35.34 
31.00 



TotaL 



MUet. 



3.33 



7.62 



25.73 



79.36 



116.04 

24.80 

140.84 
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The followiDg is the principal part of Mr. HeiudPs commanication : 

The heaviest traffic has beeo on liae No. 5, over which 20,000,000 gross tons hnd 
been hauled and express traius had ruu at a speed of 50 miles per hour. The trallic 
on line No. 6 has been about the same. The locomotives have a weight of 6 to 7 tou.s 
per wheel, except on Hues No. 9 and No. 12; the former is a mountain line, and the 
latter is a part of the secondary railways. The cost of maintenance is greater than 
that gf wooden ties only during the first year, and afterward it becomes considerable 
less. In 1886 the cost of maintenance of the metal track on line No. 5 was $164.63 
per mile, while that of adjacent track on wooden ties was $266.25 per mile. The 
durability of the iron track depends principally upon the construction, because with 
a defective method of attaching the rails, a mechanical destruction and wear of the 
track at the fastenings is inevitable. Experience has shown that a light track with 
such defective fastenings will scarcely last more than a few years under heavy traffic. 
With a earefull.y constructed track, however, the durability of the ties and attach- 
ments will be greater than that of the rails, which are directly exposed to the shocks 
and wear from the wheels. The principal conditions for a superstructure with metal 
ties are as follows : First, sufficient weight of ties and rails to insure stability ; and, 
second, the use of an efficient fastening for the rails. The ballasting for a track on 
iron ties does not require more attention than that for track with wooden ties. TLe 
same kind of ballast can be used, but care must be taken to keep it free from earthy 
or clayey matter. The material fills the interior of the tie and in time forms a com 
pact body which adds considerably to the stability of the track. With a metal track 
there is a greater security in the track and greater safety in operation. The dura- 
bility and the avoidance of repairs or other work except tamping must certainly lead 
to economical results even if the first cost be greater. A well- constructed track on 
metal ties is so superior to one on wooden ties, as regards safety for the traffic, tb:it 
an increased first cost might well be incurred, especially for main lines with heavy 
traffic 

Whatever may be the advantages of this system, it is certainly lack 
ing in simplicity, which is a very serious defect, as it mast inevitably 
lead to difficulty in laying and maintaining track, unless well trained, 
skilled, and expensive labor is employed. As already noted, this im- 
portant feature of simplicity is one which as a rule is apparently given 
little attention in Europe. 

SUMMARY OF METAL TRACK FOR AUSTRIA AND HUNGARY. 



1 



Railways. 



Austrian state 

Northern , 

A ussig and Teplitz 

Oalician (CarlLudwi>i) 

Northwestern 

Hungarian state 

Heitzing and Pertcbtoldsdorf 

Total 



Longi* 
tndinals. 



Miles. 



.62 



59.51 

"6.43 

66.56 



Cross- 
ties. 



Miles. 

52.39 

1.24 

.62 

.62 



1.50 



66.37 



Total. 



Miles. 

b'A. 01 

l.:4 

.62 

.(2 

59. 1 

1.50 

6.43 

122.93 



i 
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SWITZERIiAND. 

General Kemabks. — Metal track la in quite extensive ase in this 
country and has beeu given a thorough trial with eminently satisfac- 
tory results, some of the railways having now definitely adopted metal 
ties. At present they are used mainly on lines having the heaviest 
traffic, as on these lines the ties give greater security than wooden ties, 
if they are of sufficient weight, have well proportioned dimensions, and if 
the right means of attachment are employed. Another reason for using 
metal ties is that it is getting more difficult year by year to obtain oak 
ties in sufficient quantity. 

Mr. Bricka, in his report to the minister of public works (France) in 
18S5, gives the following statement of the mileage of the track of Swiss 
railways for 1883 and 1884: 



Year. 


Main 
lines. 

MiU9. 

1, 165. 60 
1,165.60 


Total 
track. 


Wooden 
ties. 

Miles. 
1,633.08 
1,682.86 


Metal 
ties. 

« 


1883 


Mile*. 
1, 695. OH 
1,696.94 


Miles. 
62.00 


1884 


114.08 



The chief engineer of the Jura, Berne and Lucerne Railway sent me 
in August, 1889, the following statement of the mileage of the railway 
track in Switzerland to date: 



Total length 

Length in operation 

Len^h of track with : 

Wooden ties 

Metid ties 

Total length of track 



Inclusive 

of tbo 

Brunig line. 



Miles. 
1,697.65 
1, 777. 54 



1, 973. 46 
397.40 



2, 370. 86 



Exclusive 

of the 
Rranig line. 



MUes. 
1.668.83 
1. 749. 64 



1, 967. 24 
372. M 



2, 339. 55 



GoTTHARD Railway. — During the first construction of this cele- 
brated railway, from 1879 to 1882, timber ties were used. In the sum- 
mer of 1883 experiments were made with different types of metal track. 
These experiments led to the adoption of metal ties, and in 1884 it was 
decided to use such ties only in future; after further experiments a 
form of tie was definitely adopted in 1887. (See plate No. 15). In the 
original construction, the track was laid with steel flange rails, weigh- 
ing 73.65 pounds per yard, on wooden ties. The rails were 5.2 inches 
high, with a flange 4.4 inches wide and a head 2.4 inches wide ; the top 
table was flat, with top corner carves of .56 inch radius. Tlie ties were 
8.2 feet long, 9.6 inches wide on the bottom, 6.4 inches wide on top, 6 
inches thick, the upper edges being beveled to a depth of 1.6 inches. 
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The rail joints were suspended, and metal tie-plates were placed under 
the rails at the joint ties as well as on some of the intermediate ties on 
curves. These plates were 6 inches long, 7.6 inches wide, and .44-iuch 
thick, with a rib on the outer side. There were three spikes to each 
plate; they were of octagonal section, with hooked heads, and were 
driven into holes bored through the ties. The inclination of 1 in 16 was 
given to the rails by adzing out a seat on the tie. The joints were 
spliced by angle-bars and four bolts. 

Several systems of metal track have been tried, among them the fol- 
lowing: 

(1) " Vautherin" tie, of modified section, with heavy ribs instead of 
flanges on the bottom edges ; 4.4 inches wide on top, 7.84 inches wide 
at the bottom inside and 9.2 inches wide over the ribs, 3 inches deep, 
top table .40 inch thick; weight about 12J.2 pounds. There were ten 
ties to a rail length. These were laid for a length of 577.28 feet m the 
tunnel and about 1,968 feet on the line between Bellinzona and Ginbi- 
asco. 

(2) -Hilf tie; similar to the " Berg and-Mark" type, the lower part of 
the sides being vertical; 4.8 inches wide on top, 8.8 inches wide on the 
bottom, 2.4 inches deep ; top table .4 inch thick ; weight about 110 
pounds. These were laid for a length of 2,29(> feet. 

(3) Hilf tie; of similar section to the above, but made of mild steel; 
5.2 inches wide on top, 9.2 inches wide on the bottom, 2.4 inches deep, 
with sides vertical for 1 inch from the bottom ; top table .4 inch thick 
and sides .36 inch ; weight about 110 pounds. These were laid for a 
length of 984 feet. 

(4) Lazartie; this was of T section, with the sides bent down slightly; 
10 inches wide on top, 8.8 inches being horizontal ; middle rib 3.2 inches 
deep, edges turned down .8 inch; weight 134.2 pounds. These were 
laid for a length of 984 feet. 

(5) Hohenegger system of longitudinals (See '^Austria ^), This track 
was laid for a length of 1,640 feet in the tunnel and on the line between 
Bellinzona and Giubiasco. 

After these experiments a cross- tie of rounded trough section was 
adopted, with the top table thickened by adding metal on the upper 
side ; 4.8 inches wide on top, 8.16 inches wide inside at the bottom, 
9.336 inches wide over the ribs, 3.2 inches deep ; corners, 1.6 inches ra- 
dius ; sides 28 inch thick, and top 36 inch thick ; weight, 119.9 pounds. 
In December, 1889, Mr. Bechtle, the chief engineer, reported that there 
were 37.25 miles laid with metal track. 

The preliminary trials, made about 1885, showed that with bad ballast 
the maintenance of track with metal ties cost- more than tbat of track 
on new wooden ties, but that with good ballast the cost was less. The 
ballast now used is broken stone. 

The type of tie definitely adopted in 1887 (See plate No. 15) is slightly 
modified from that last described, but is of varying width and depth, 
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somewhat resembling the <' Post'' tie. At the rail seat it is 4.6 inches 
wide ou top, 8.196 inches wide at the bottom inside, and 9.38 inches 
wide over the ribs ; 3.4 inches deep ; thickness of top table .40 inch, 
and of sides .28 inch ; corner radios, 1.6 inches. Inside the rail seat it 
is of similar width, bat only 3.24 inches deep, and the top .32 inch thick. 
At the middle it is of fl shape, 2.56 inches wide inside near the top, 3.46 
inches wide inside at the bottom, 5.44 inches deep. The top table of 
the tie is horizontal at the middle, with a flat carve to the rail seat, 
which is inclined 1 in 20, and another flat curve from the outer side of 
the rail seat. At the ends the top table is bent down to a radius of 
.36 inch, and the depth is 4.8 inches. The total length of the plate from 
the bottom of one end to that of the other is 8.53 feet. The weight of 
the tie is 127.6 poands. The bolt holes are 1.92 inches by .84 inch, with 
rounded corners, and 3.72 inches apart in the clear. The rail fasten- 
ings are on the Euppel plan (See " Germany — Prussian state railways ") ; 
the inner side of the clamp bears on the flange of tlie rail, the outer 
side rests on the tie and has a lug fitting into the bolt-hole in the tie ; 
tee-headed bolts are used, with the nuts screwing down on the rail 
clamps. For a rail length of 26.24 feet there are ten ties ; the joint ties 

• 

are spaced about 11.30 inches apart center to center, the ties next to 
the joints 30.5 inches, and the intermediate ties 34 inches apart. For a 
rail length of 39.36 feet there are fifteen ties; the joint ties are spaced 
aboat 11.30 inches apart, the ties next to the joints 29.15 inches, and the 
intermediate ties about 33.25 inches. The cost of maintenance, exclu- 
sive of renewals, is said to slightly exceed that of track on wooden ties. 

Switches and crossings are laid on the steel ties. At the heel of 
the switch a tie of extra size is used, being 8 inches wide on top and 
11.2 inches wide on the bottom, while the others are 4.8 inches wide 
on top and 9.336 inches on the bottom. With a stock rail 22.96 feet 
long, and a switch rail 16.40 feet long, there are eight ties, including 
one at the point and one at the heel, spaced 28.52 inches apart center 
to center. On these ties are bolted two plates 17.38 feet long and 18.4 
inches wide, one on each side of the track, and ou these are placed the 
rails. Hand-lever switch apparatus is bolted to a plate resting on the 
ends of two ties of extra length . 

Mr. Bricka states in his report that in 1885 metal ties were laid for a 
length of 15.5 miles, and he gives the following statement of the mile- 
age of the track in 1884 : 

Miles. 

Mainlines 148.S0 

Total track - 204.60 

Wooden ties '. .- 202.12 

Metal ties 6.82 

NoBTHEASTERN Railway. — Metal ties were first used in 1880; the 
" Vautherin '' and ''Berg-amlMark" types were tried, and the latter 
was adopted. They are 7.87 feet long, 5.2 inches wide on top, 9.2 
inches wide at the bottom, and 3 inches deep, with the lower part of 
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the sides vertical for 1.6 inches from the bottom ; the top table was .32 
iuch thick, with a rib oq the aiuler »ide 1.6 inches wide, making the 
thickness .44 inch. The weight was 117.7 pounds. The ends were 
closed. At the middle the tie was horizontal, but at 22 inches from the 
middle tliey were bent up 1 in 16 for a length of 14 inches to form the 
rail seat; thence the ends were horizontal, but higher than the niidille 
portion. The rail fastenings are of the Koth and-Schnler type, us used 
on the Baden state railways (Germany); a gauge washer on the bolt 
takes the thrust of the rail, and the clamp bears on the tie and the rail 
flange. In 1884 there were 42,358 ordinary ties and 2,512 special ties 
at switches; in 1885, 42,000 ties were laid. A modified form was 
adopted in 1885; it is of the same type, length and weight, but the top 
table is .36 inch thick instead of .32 iuch ; the sides are rather thinner, 
and there is a rib on each bottom edge. The rail joints are spliced by 
angle-bars 21.20 inches long, with four bolts. At the joints the ties are 
spaced 24 inches apart center to center, 32 inches apart next to the joints, 
34 inches spacing for intermediate ties. These ties have given good 
results in regard to maintenance. 

The ties used at frogs and switches are of the Hilf section, similar to 
the " Berg-and-Mark'' type, but with a longitudinal middle rib, making 
them of rn section. They are 7.2 inches wide on top, 12 inches wide on the 
bottom and 2.4 inches deep, the sides being vertical for 1.2 inches from 
the bottom. The thickness averages .32 inch, and the weight is 58.5 
pounds per yard. Between the switch and* frog, ordinary Berg-and- 
Mark section ties are used, with bolt holes in the top table, and 
weighing about 45 pounds per yard. At switches the ties are Si)aced 
about 30.28 inches center to center. Under each line of rail is a plate 
about 18.76 feet long and 12.8 inches wide, to which the rails are bolted 
and which is itself bolted to the ties; upon this the switch rails move. 
The two ties at the point of the switch are about 13.12 feet long, extend- 
ing outside the track on one side to hold the switch stand and lever. 
At a No. 9 frog there are four ties ; the inner ones, at the frog point, 
are spaced 28.56 inches center to center, and the outer ones 26.60 inches. 
On these four ties is a plate 6.56 feet long, and 10.8 inches wide, to 
whi(5h the rails are bolted, and which is bolted to each tie by two bolts. 

Mr. Bricka, in his report, 1885, gives the following statement of the 
mileage of this road for 1884 ; and 21.08 miles more were laid in 1885 : 

Miles. 

Mainlines 403.6".i 

Total track r>96.44 

Wooden ties ,. 573.50 

Metal ties -. 22.94 

Western and Simplon Railway.-— Steel ties of the " Berg-and- 
Mark'' type and similar to those in use on the Elberfeld division of tho 
Prussian State railways, were tried about 1881. They weighed about 
100 pounds each. The engineers thought the maintenance expenses 
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were greater at first, owing to the difficulty of ballasting, bat the track 
was very elastic and the riding easy. In 1884 there were about 34.10 
miles laid. Mr. Bricka stated that the introduction of metal ties had 
reduced the prices of wooden ties as follows : Oak, reduced from $1.20 
or $1.30 to 90 cents per tie ; larch, reduced from 80 or 90 cents to GO or 
70 cents per tie. For rails 19.68 feet long the ties were spaced 20.08 
inches apart, center to center, at the joints, agd 36.38 inches interme- 
diate. Mr. Bricka gave the following statement of the mileage of track 
up to 1884: 

Miles. 

Mainlines i 368.90 

Total track 492.28 

Wooden ties 473.68 

Metal ties 18.60 

The type of tie adopted in 1887 (See plate No. 15) is of inverted trough 
section, broad and shallow at the ends and narrow and deep at the mid- 
dle, being of fish-bellied shape in elevation. The cross-section is similar 
to that of the '* Berg-and Mark " type. The tie is bent to a curve with 
a radius of 49.26 feet to give the rails an inward inclination. It is 7.54 
feet long over all, 9.2 inches wide over all at the ends, narrowing to 4.8 
inches at the middle, and flaring out to 11.2 inches at the extremities ; 
it is 4.4 inches deep at the middle, 2.4 inches deep for the greater part 
of its depth, and the ends are curved down and project below the body 
of the tie, being 4 inches deep. At the rail seat it is 5.2 inches wide on 
top, 9.2 inches wide at the bottom, 2.4 inches deep, with the sides verti- 
cal for 1.04 inches from the bottom. At the middle it is of fl section, 
with nearly vertical sides and round top corners ; it is 4.8 inches wide 
at the bottom and 4.4 inches deep, with the top flat for a width of about 
2.4 inches. The thickness is .28 inch at the sides, .36 inch on top, and 
.52 inch along the middle of the top table, the extra thickness being 
given by a rib 1.44 inches wide on the underside of the top. For rails 
19.08 feet long, the joint ties are spaced 20.08 inche's apart, center to 
center, and the intermediate ties 36.68 inches apart. The rails are of 
flange section, secured by gib and cotter fastenings. The outer flange 
is held by a gib ; the inner flange is also held by a gib, and a third gib 
is placed back to back with the second one and the vertical cotter 
driven between them, the object of the third gib being to increase the 
bearing of the cotter. At each rail seat there are two holes in the tie ; 
the outer one is 1.56 inches long at right angles to the rail and .72 inch 
wide; the inner hole is 2.624 inches long and .72 inch wide; they are 
3.36 inches apart in the clear. The gibs are .68 inch thick. The cotter 
is 5.96 inches long, .68 inch thick, 1.07 inches wide at the top, and .76 
inch wide just above the point. Inner and outer gibs of three different 
widths are used for the adjustment of the gauge; they allow a widening 
of .16 to .64 inch, and raised numbers on the side enable them to be 
easily distinguished. The gauge on tangents, and on curves of over 
2,955.8 feet radius, is 4.71 feet ; at the ends of curves of 1,315.28 feet to 
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2,952 feet, the inner rail is set out to give a gauge of 4.73 feet, and the 
gauge on the curve is 4.736 feet, the iuner rail being again set out ; on 
curves of 590.4 feet to 1,312 feet radius, the outer rail is set out to givjd 
a gauge of 4.75 at the end of the curve, and is set out again to give a 
gauge of 4.762 feet on the curve. This method enables very close ad- 
justments to be made, and the gauge is accurately maintained, but it 
has the disadvantage of requiring the use of several different kinds and 
sizes of material in trackVork, and as the fastening of each rail to each 
tie requires four separate pieces (three gibs and one cotter) the result 
is an apparant complication, especially on a line having many curves, 
Mhere different sizes of gibs are required. On the other hand, fasten- 
ings, used with metal ties are expected to requiri^ very much less atten- 
tion when once in place than fastenings used with wooden ties, and 
many bolt fastenings require a still greater number of pieces, In track 
work it is always desirable to have as few separate pieces and as great 
simplicity as possible. 

The following particulars are taken from the company's book of " In- 
struction for the laying and ballasting of track having rails 39.36 feet 
long,'' issued in 1885 : 

The gauge of the road is 4.70 feet on wooden ties and 4.71 feet on metal ties. The 
rails are of flange section, weighing 66.40 pounds per yanl ; they are 5.08 inches higli 
with a head 2.4 inches wide and a flange 4 inches wide ; they have an inward incli- 
nation of 1 in 20. The joints are square and suspended, and are spliced hy fish plates 
with fonr holts ; some of the plates have a lug which bears against the tie plate on 
wooden ties, or against the gib fastening on metal ties, the object being to prevent 
creeping of the rails. Changes of grade are effected by a vertical curve of 3,280 feet 
radius, giving a deflection of ^2 inch for a rail length of 39.36 feet. The following 
spacing of ties for rails of this length was adopted in 1887 : Wooden ties are spaced 
24.8 inches apart at the joints, 2U.2 and 32.8 inches next to the joints, and 36.8 inches 
for iu termed i ate ties; metal ties have the ties at the joints spaced 20 inches apart, 
center to center, the next ones 30 and 34.4 inches, and the intermediate ties 36.8 
inches apart. The width at subgrade for single track is 16.40 feet. With wooden 
ties the ballast is 14.8 inches deep at the middle, 16.8 inches deep at the sides, and 
9.84 feet wide on top for single track; the subgrade is crowned, and the surface of 
the ballast is horizontal, just covering the ties. On curves the top of the ballast is 
given the same slope as the ties and on double track on curves the ballast between 
the two tracks is rounded off to a level with the top of the tie of the inner track 
and the top of the rail of the outer track. With metal ties the arrangement is simi- 
lar, but the ballast is shallower, only level with the tops of the ties and not covering 
them ; it is only 8.2 feet wide on top for single track. The volume of ballast per yard 
single track is as follows,the volume of the ties being deducted where wooden ties 
are used : 



With wooden 
ties. 



On tan^entR 

Oo carves below 1,968 feet. 



Cubic yard*. 
1.55 
1,71 



With metal 
ties. 



Oubic yards. 
.83 
.79 



In April, 1888, Mr. Mayer, chief engineer of permanent way, stated 
that the laying of these ties was commenced in 1883; up to the date of 
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his letter 52.70 miles had been laid, and 21.7 miles were to be laid dnring 

1888. Some of the ties put down in 1883 were taken out in 1888 to see 
bow they had behaved in service, aud they were found to be in excel- 
lent condition. They weigh, he stated, 96.8 to 99 pounds each. The 
track keeps in good order, aud the engineer was very well satisfied with 
the ties. The cost of maintenance was even more economical than with 
wooden ties. It is expected that these ties will last twice or two aud a 
half times as long as the best oak ties ; when rejected they will always 
be worth 40 to 50 cents each, while rejected oak ties are not worth 
more than 8 to 10 cents each. They are made from mild steel plates, 
and the railway pays $26.40 per ton of 2,200 pounds, or $ 1.16 per tie. An 
oak tie costs $1, aud the two iron tie-plates for the same cost 10 cents. 
The ballast used with the metal ties consists of screened gravel, not 
too coarse, broken to pass through a ring of 1.6 inches diameter ; broken 
stone of the same size is also used. 

At the meeting of the International Hallway Congress, at Paris, in 

1889, Mr. Mayer presented the following information : 

Siucel883 metal ties have been need iu regular service, being, in tro<1 need gradnaUy 
as the wooden ties necessitate renewals The total length of track thns laid is as fol- 
lows: 

MUes. 

1883 6.738 

1884 10.725 

i 1885 10.131 

1886 9.512 

1887 13.036 

1888 18.426- 

Total at end of 1888 68.568 

This represents a total of abont 126,990 tics in the track. The work is being con- 
tinned, and it is intended to lay abont 15.5 to 1S.6 miles of metal track per year. 
Contracts have been made for supplies for five years. This type of track, as already 
described, is now adopted as the standard track of tho road. The ties first nsed were 
of uniform section throughout, but the form adopted in 1887 is narrow and deep at 
the middle (See plate No. 15) ; the objects being to give a better hold on Jihe ballast, 
to increase the stiffness of the tie, and to ])rev( nt lateral motion of the tie. Tlie ties 
are of mild steel, having a resistance to breaking of 56,000 to 65,000 pounds per 
square inch. The weight is 99 pounds per tie. 

The maximum grades are 2.3 per cent, and the minimum rtVlius of curves is 1,148 
feet. The traffic varies on different parts of the line, being from eight trains in each 
direction per day, with a maximum speed of 28 miles per hour, on branch lines, to 
thirty trains in each direction per day, with a maxinium speed of 40 miles por hour, 
on the main line. The heaviest locomotives weigh about 34 tons, with a maximum 
load of 12 tons on an axle, though some of the old four-wheel tank engines still in 
use have a load of 13 tons per axle. Up to 1884 the rails were 19.68 feet long, with 
seven ties to a rail length. They are now ma<le 39.36 feet long, with thirteen, or in 
exceptional cases Jourteen, ties to a rail length. The first cost of track on new 
wooden ties is about $47 per rail length, or about $3.58^ per yard. The first cost of 
track on steel ties is abont $47.55 per rail length, or abont $3.62^ per yard. The 
current prices, on which these estimates were made, were 87 cents each for oak ties 
and $1.31 each for steel ties ($1.16 for the tie and 15 cents for the fastenings). The 
cost of maintenance has not yet been established, but reports for the year ending 



172 

February, 1889, for tweuty -two sections of track on steel ties and twenty-one sections 
of track on wooden ties, showed the maintenance expenses of the former to be 
slightly less than those of the latter. The company has iound, and this is the gen- 
eral experience, that the maintenance expenses of track on metal ties are during the 
first two years rather higher than those of track on wooden ties, but aft«r that time 
they decrease considerably for the former. The introduction of steel ties has re- 
duced the price of oak ties from $1.25 to 87 cents each. A slight but scarcely per- 
ceptible metallic sound is heard when traveling over the steel ties. No difference in 
the wear of the rolling-stock has been noted. A few fastenings have been renewed, 
not on account of failure, but because they were considered to be too light, and were 
replaced with others of stronger make. The durability of the steel ties has not yet 
been determined, 1i)ut those first put down in 1883 do not show any wear or cutting 
by the rail flange. Of the 126,990 steel ties laid, only 43 have been taken out on ac- 
count of breakage (0.03386 per cent.), while it is estimated that with the same num- 
ber of wooden ties the renewals would have amounted to 20,000 or 25,000 ties (15.75 
to 19.7 per cent.). 

Jura, Bebne and Luzerne Railway. — Iron cross-tics are in nse 
on this road, and the following statement in regard to the track wassent 
to me in August, 1889. by the chief engineer : 



Total lenfft h of road 

Length iu operation 

Leugih of track : 

With wooden ties 

With metal ties 

Total length of track 



Inclnsive of the 

Bodeli and 

Branig lines. 



Miles. 

216.24 
228.16 



229.31 
33.04 



262.35 



Exolnsive of 

the 
Bnmig line- 



MiU». 
188.44 
200.26 



223.09 
7.95 



231.04 



The ties are of iron and are of a somewhat similar type to those used 
on the Gotthard Railway, but the cross section at the rail-seat more 
closely resembles the " Post ^ tie (See "Holland^), with a rib on each of 
the lower edges. The tie is 7.87 feet long ; at the outer part of the rail- 
seat it is 4 inches wide on top, 9.4 inches wide over the ribs at the bot- 
tom, and 3.56 inches deep; at the inner part of the rail-seat it is 4.8 
inches wide on top, 9.4 inches wide on the bottom, and 2.8 inches deep ; 
at the middle it is of fl section, about 3.5 inches wide and 5.36 inches 
deep. The thickness of the sides is from .24 inch at the bottom to .32 
inch at the top; the top table is .2S inch thick, except at the rail-seat, 
where it is .44 inch thick; the ribs on the edges are about .72 irtch deep. 
The inclination of the rail seat is 1 in 20. The rails are secured by 
bolted clamps on the Ruppel system (See plate No. 13), the adjustment 
of the gauge being effected by the use of different sets of clamps. 

On the Delle and Basle line a length of 1.55 miles has been laid with 
a rather different form of track, designed by Mr. Bieri, an engineer ou 
this road. The rail rests on a tie-plate which gives it the inclination 
of 1 in 20 ; bolted clamps of i— shape hold the rail flange, but the 
vertical leg does not fit into the bolt-hole. A hole in the middle of the 
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tie-plate is over a smaller hole in the tie, and into these holes fits :> 
metal plug of T section ; the width of the projection of the head is dif- 
ferent on each side, the leg not being in the middle, so that by turning 
the plug the position of the tie-plate, and consequently the gauge of 
the track, is altered. This is a somewhat similar plan to that tried in 
India by Sir Guiltbrd L. Molesworth, consulting engineer for state rail- 
ways, but ill that case the plugs were used in cast-iron bowls and the 
legs engaged with notches in the tie bars. On the Delle and Basle 
line there are twenty-nine trains per day besides a number of extra 
trains (often one or two per day) during the months of busiest traffic. 

United Swiss Railways.— In August, 1889, the chief engineer 
stated that on this line, which is 166.16 miles long, 1^843 mild steel ties 
were laid during 1887 and to the end of 1888. These ties were similar 
to those of the Gotthard Railway (See plate No, 15). They were manu- 
factured at the Good Hope Works and the Hoerde Works, and cost 
$28.40 per 2,200 pounds, or $1.64 each. The ties are 8.2 feet long, and 
are narrow and deep at the middle; at the rail seat the cross-section is 4.8 
inches wide on top, 9.28 inches wide over the ribs on the bottom edges, 
and 3.4 inches deep ; the top corners have a radius of 1.6 inches, and 
the sides have an outward slope of 5 to 1 ; the thickness of the top 
table is .48 inch and of the sides .28 inch. Inside the rail seat the 
cross section is similar, but only 3.24 inches deep, and the thickness of 
tbe top table is .32 inch. At the middle it is of fl section, 2.54 inches 
wide on top, with top corner curves of .88 inch radius ; depth 5.52 
inches; width inside at bottom, 3.46 inches. The weight is 127.6 to 
1.'U.2 pounds. The bolt holes are .84 inch square, with rounded corners. 
For rails 39.36 feet long, there are fifteen ties ; the joint ties are spaced 
21.6 inches apart center to center, the ties next to the joints 26.4 inches, 
the next 30.08 inches, and the intermediate ties 34.4 inches. For rails 
29.52 feet long there are twelve ties; the joint ties are spaced 2t.0 
inches, the next 26.4 inches, the next 28 inches, and the intermediate 
32.8 inches. For rails 19.68 feet long, there are eight ties; the joint 
ties are spaced 21.6 inches, the next 26.8 inches, the next 30.8 inches, 
and the intermediate ties 34.4 inches. The rail joints are square, sus- 
pended, and are spliced by angle bars 26.8 inches long, extending over 
the joint ties and having the flanges notched for the rail clamps on the 
ties; the bars weigh 22.66 pounds each, and have four bolts. The rail 
fiistenings are of the Roth and-Schuler type (See plate No. 13); the bolts 
are .76 inch diameter, with a round head and a neck .8 inch square ; 
the gauge washers are 1.76 inches square, with a hole .8 inch diameter 
so pla<$ed as to be .28, .38, .58, and .68 inch from the sides, allowing for 
the adjustment of the gauge of the track. Achannel-shaped rail clamp 
with an oval bolt hole, .84 by 1.24 inches, fits over the washer, one leg 
resting on the rail flange and the other on the tie. The bolt passes 
through the tie, washer, and clamp, and the nut is screwed down on the 
latter. 



174 

TheeDgines used have four coupled wheels, aud weigh 1 10,000 pounds. 
The maximum grades are 2 per cent, and the 8Lari)est curves are of 
721.6 to 984 feet radius. No experience Lad then been acquired as to 
the cost of maintenance; the short time of observation had showed that 
the wear of the ties is small, but that the wear of the bolts and the 
gauge washers is considerable on the sharp curves of 721.6 to 984 feet 
radius with this (lioth and-Schuler) system of fastening. The ballast 
is of gravel, and is 16 inches thick under the ties. The rails are of 
llange section, weighing 74.43 pounds per yard. The steel ties were 
adopted because the neighboring roads havehad satisfactory experience 
with them, and because the X)rice of oak ties rose while that of steel 
remained cheap. It seemed, however, at the time of writing (August 
1889), that the price of steel would also go up. Oak ties, 7.87 feet long 
by 9.6 inches by 6 inches, cost about $1.12 to $1.20 each, ai)d have an 
average life of seventeen years. Larch (or tamarack or hackmatack) 
ties t)f the same dimensions cost 66 to 80 cents each, and have an aver- 
age life of ten years. 

Svrjss Central Railway.— Metal ties were first used about 1880 ; 
they are of the "Bergand-Mark" type (Germany), resembling tbose 
in use on the Western and Simplon Railway (See plate No. 15). They 
are 7.87 feet long; the first ones used weighed 103.4 pounds each, but 
the later ones weigh 118.8 pounds. The gib and cotter fastenings aie 
used. The earlier ties were of iron, the later ones are of steel. At t he 
end of 1884 there were over 100,000 ties in service, and it was intended 
to lay about 30,000 per year until they had been laid over the entire 
system. The engineers were well satisfied with tlie results obtained, 
and they considered the track more elastic than track on wooden ties. 
The cotters are said to keep tight and do not wear the holes. At 
switches heavier ties are used, with the top table .52 inch thick, the 
purpose being to have them strong enough not to be broken by derail- 
ments, which occur more frequently at switches than on the open track. 
The ballast is of round, clear gravel, and forms a core in the tie. The 
engineers have found by experience that the metal ties require abetter 
ballast than the wooden ties, but that when well settled, and after the 
first year of maintenance, one packing of the ballast each year is suffi- 
cient to keep the traok in good condition. Mr. Bricka, in his report, 
(1885) gives the following statement of the track for 1884: 

MUes. 

Mainline 244.28 

Total track 403.62 

Wooden ties ^ 333.56 

Metal ties 70.06 

Mount Pilatus Railway. — This is a rack railway up Mount Pilatus. 
It is about 2| miles long, and has a maximum grade of 48 per cent. 
The rack is a flat steel bar with teeth on each side, and the driving or 
spur wheels of the engines are horizontal. The track is entirelj^ of 
B)eta1, and the ties are bolted down to the masonry substructure by 
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bolts 1.08 inch diameter. The cross- ties are of cliauDel section, inverted ; 
thej are 4 feet long, 5.6 inches wide, and 2^ inches deep. The joint 
ties are spaced 15.2 inches ai>art and the intermediate ties 4.3 feet. In 
the middle of each tie is a chair built up of an inverted channel 10.2 
inches wide and 2.88 inches deep, with an angle-iron 2.40 by 2.40 inches 
at each side, the angle-irons being liveted to the sides of the chair and 
the top of the tie by two rivets on each side. At the joints the chairs 
extend over the two joint ties, being 20.8 inches long. These chairs 
ciirryaniron longitudinal of approximately _rv section, 8.4inches wide, 
4 inches deep, and on top of this is bolted the Hat rack-rail, which is 5.2 
inches wide over the teeth and L6 inches deep, made in sections 9.84 
feet long. The gauge of the track is 32 inches. The rails are of flange 
section, about 4.8 inches high, with a head 1.G4 inches wide and a flange 
4 iuches wide; they are 19.68 feet long. The rail joints are secured by 
angle-bars bolted in the usual way. The bars are 2.72 iuches high, with 
a flange 3.2 inches wide having a rib on the underside of the outer edge 
of the flange. This rib bears on the tie while the flange bears on the 
rail. Each angle-bar is bolted to the tie and extends over the two 
joint ties ; a short angle-bar fa^'.tening is used at each intermediate tie. 
The rails and rack are laid to break joint, so that each rail has two 
ties close together at the middle. The horizontal curves have a railius 
of 262.4 feet (about 22 degrees), the vertical curves, at changes of 
grade, have a radius of 1,640 feet. 

BuBGBNSTOCK RAILWAY. — This is a short rack railway, on the Abt 
system, up the Burgenstock mountain. It is operated by a cable, the 
plant being driven by electricity generated by water power at a consid- 
erable distance; the rack gear is intended merely for safety, on ac- 
count of the steep grade. The line is 3,070.08 feet long, with a grade 
of 32 per cent, for 1,148 feet from the bottom and 58 per cent, for the 
remainder of the distance. It is the steepest railway in existence. At 
the middle of the line is a curve 606.8 feet long, the tangents of which 
form an angle of 112 degrees. The cross-ties are angle-irons about 4.92 
feet long; the vertical web is about 3.2 inches deep, and is imbedded in 
masonry ; the horizontal web is about 4.8 inches wide and carries the 
rails. The gauge is 1 meter. The rails are of flange section, weighing 
44.25 pounds per yard ; they are 4.6 inches high, with a flange 3.96 
inches wide, resting on a plate .20 inch thick between the rail an<l tie. 
The rails are fastened by bolted clamps, or by bolts passing through 
the rail flanges. The ends of the ties are closed by riveted angle 
irons. In the middle of the track is a rack-rail of two bars, .8 inch 
thick and 1.12 inches apart, each bolted or riveted to an angle iron 
bolted to the tie. 
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SUMMABY OF &IETAL TRACK FOR SWITZERLAND. 



Railways. 



Gotthard 

Northeastern 

Western and Stmplon , 

Jura, Heme, and Lucerne 

(Tutted Swiss 

Swiss (Central (estimated) 

Mount Pilatns 

Burgenstock 



Total (compiled from retnrns) 
Actual total in 1889 



Longi- 
tudinals. 



Miles. 
.25 



.2") 



Gross- 
ties. 



Miles. 

37.00 

4L00 

68.57 

33.04 

1.00 

120.00 

2.75 

.62 



303.98 



TotaL 



Miles. 

37.25 

41.00 

6a 57 

33.04 

1.00 

120.00 

2.7.'> 

.62 



304.23 
397.40 



Spain, 

General Remarks. — In Spain, metal ties are in use to a moderate 
extent, but wooden ties, either of native fir or imported creosoted pine, 
are more generally used. In October, 1888, tlie following interesting 
statement from a Spanish correspondent was published In an English 
technical paper : 

Very large quantities of the fir ties ased by Spanish railways have been derived 
from the forest districts of Portugal north of Oporto. I have lately been visiting^ 
this district, and find that in places where, twenty-five years ago, fir trees of sufiK- 
cicut size for ties seemed innumerable, there are hardly any to be seen now which conld 
be used for that purpose within twenty years. Espinho, Caminha, and Vianna, 
which are small ports from which the ties used to be shipped, have now scarcely any 
traffic of this kind at all. Considering that Spain may require within a compara- 
tively short period 20,000,000 or 30,000,000 of ties for new lines, besides those required 
to replace decayed wooden ties on the existing lines, there can be very little doubt 
th^t steel ties will rapidly come into use in this country. 

The gentleman whose statement is quoted above wrote to me in 
January, 1889, saying that the principal railway companies were still 
using wooden ties, of which a great number came from the north of 
Europe, and some from the Landes, in France. Prices have not been 
altered for some years, but in the country large timber for ties is very 
scarce. At one time he imported 1,000,000 ties from Portugal, but in 
1887 he went over the district where the trees had been cut and found 
that it would be many years before other ties could be obtained from 
there. In the north of Spain, particularly toward the Pyrenees, oak 
ties are still to be had, but even for the lines decided to be constructed 
this source of supply will not be suflBcient. He thinks the period is 
fast approaching when metal ties will be a necessity. In September- 
1889, the same gentleman stated in a letter to the paper above men, 
tioned that although a scarcity of wood for mining purposes was being 
felt in Asturias, wooden ties were being sold in other parts of the 
country at cheaper rates than had ever been known before. 

The maximum life of Spanish pine ties, not creosoted, is reported BiS 
about five years. On the Rio Tinto Railway, creosoted Baltic ties are ' 
found more economical, lasting ten or twelve years. 
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Daring the discussiou of a paper on '* Metal Sleei)er8 for Railways," 
by Mr. E. Benedict, read before the lustitntioa of Engineers and Ship- 
builders, Glasgow, in March, 1877, Mr. Peter Stewart stated that he had 
some experience on a short line in the south of Spain, half of which, or 
about 14: miles, was laid with rectangular cast-iron bowls, with tie-rods, 
in sand ballast. The rest of the line was laid with uucreosoted wooden 
ties. In running ov^er the road there was a hard metallic ringing sound 
from the iron track. This portion of the line was very favorable as re- 
garded grades and curves, but the difficulty and cost of general main- 
tenance were so great that the iron ties had to be replaced with wooden 
ties, which, with ordinary care, were little affected by the climate, and 
gave very fair results. 

Much interest in the subject of metal ties is said to be shown at 
Bilbao, that place being an important center of the iron industry. It 
was hoped that the Northern Eailway would adopt cast-iron ties, as the 
productive capacity of the iron- works exceeds the demand for home 
consumption, but so far oak ties appear to be preferred. 

Bilbao and Las Arenas Eailway. — ^This lino runs from the port 
of Bilbao to the town of Las Arenas at the mouth of the river ; it is 7.10 
miles long, one meter gauge ; minimum radius of curves, 278.8 feet, and 
360.8 feet maximum grade, 1.98 percent. The main line and sidings are 
laid with steel cross-ties which were put down in June, 1887, (See plate 
No. 16.) 

In a communication received in May, 1888, in regard to this line, it 
was stated to be believed that these ties would be cheaper than wooden 
ties. At first more attention has to be paid to such track than that 
laid on wooden ties. No difficulty had been experienced with the fast- 
enings. The gauge had been maintained better than is possible with 
wooden ties. It was, however, considered advisable to increase the 
length of the ties and to space them more widely apart on any exten- 
sions of the line. The ties are of inverted trough section, being of the 
modified Vautherin type, with a rib on each of the lower edges. They 
are 492 feet long, 3.6 inches wide on top, 7.2 inches wide at the bottom, 
2.4 inches deep. The thickness of the sides is .24 inch, of the rib .52 
inch ; the top table is .26 inch, but with a rib on the underside increas- 
ing the thickness at the middle to .32 inch. The tie is horizontal 
throughout except that the rail seats have an inclination of 1 in 17 for a 
length of 0.20 inches, and are then sloped down to the normal level. 
At each rail seat there are two rectangular holes, 1.64 inches long by 
.76 inch wide, 2.4 inches apart in the clear. The fastenings are on the 
Bappel plan (See "Germany; Left-Bank of the Ebine Eailway"), and 
consist of clamps which hold the rail fiange and have a lug projecting 
downward and fitting into the bolt hole in the tie ; these clamps are 
secured by tee-headed bolts, the heads being inside the tie, and the nuts 
screwing down on the clamps. The joint ties are placed 16.48 inches 
apart, center to center, and the intermediate ties are spaced 35,44 iuohe9 

22S93— Bull. 4 13 
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apart on tangents and 31.2 inches on carves. They were manufactnred 
at the Bochum Works, in Germauy, and were not painted or otherwise 
treated. The rails are of flange section, weighing 32.16 pounds per 
yard ; the^' are 3.6 inches high, with a head 1.6 inches wide and a flange 
3.8 inches wide. The rail joints are suspended, and are spliced by 
straight flsh plates of curved section, fastened by four tee-headed bolts ; 
the plates are 14.4 inches long; the inner holes are 4.56 inches apart, 
center to center, and the outer holes 3.28 inches. The ballast is of bro- 
ken stone, which becomes pulverized. The weight of the locumotives 
is about 20 tons. 

Another statement, received in January, 1889, gives the following 
particulars : 

The ties were laid in 1886 under the sapervision of Don Adolfo Ibarreta ^they are 
4.6 feet long on tangents and 5.25 feet long on cnrves, and are spaced 21.0 inches 
apart on curves and 25.6 inches on tangents. They are of mild steel, weighing 46.2 
pounds each, and cost about 75 cents each. The ballast is of broken stone, of a rather 
soft character ; it behaves well under the ties if the pieces do not exceed 2 inches in 
size. The rails weigh 34.2 pounds per yard. The traffic consists principally of pji8> 
senger trains, and the engines, with six wheels, weigh about eighteen tons. The 
reason for adopting these ties was that wooden ties have a short life, owing to tbo 
wet nature of the ground ,* they have proved generally satisfactory , and the bolt 
fastenings hold much better than the spikes in wooden ties. There has been no trouble 
from breakage, and no difficulty with rail attachments or maintenance. The tics 
would have given better satisfaction if they had been heavier. The steel ties are 
considered to be very well adapted for use in wet climates, but track on metal ties 
takes some little time to .settle down to a firm and permanent bearing. Wooden ties 
would have cost about 50 cents each^ but none have been used on this line. 

Almansa, Valencia and Tabeagona Eailway. — ^This line is 
251.68 miles long, with a gauge of 5 feet 6 inches ; the gauge is uniform 
on tangents and curves. The maximum grade is 1.55 per cent., and 
the minimum radius of curves is 583.84 feet. Oast-iron plate ties of the 
DeBergue system are used. (See plate l^o. 16.) They were laid be- 
tween Valencia and Tarragona in 1860, and in 1873 they were laid on 
the line between Almansa and Valencia. The traffic is mixed, princi- 
pally' freight; and the trains are hauled by engines weighing about 50 
tons, with tenders weighing 25 tons, in working order. 
' The ties consist of cast-iron plates arranged in pairs and connected 
by tie-bars ; they were made in England and cost about 69.6 cents for 
each plate and 50.3 cents for each tie-bar. No paint or preservative is 
used. The plates are laid 34 inches apart, center to center of each pair, 
but the tie-bars are only put in every alternate pair. (This practice 
was originally followed on some of the railways in India, but after some 
experience tie-bars were put in for every pair of plates.) The cost of 
maintenance is about $3.77 per mile per year, including labor and ma- 
terial. The life of a pair of plates and a tie-bar is twenty years. This 
track is found more economical, and the gauge is maintained better than 
with timber ties. Ko difficulty is experienced with maintenance, and 
breakages only occur where plates £^re changed while trains are running. 
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The climatic effects upon the metal ties are inappreciable, bat they have 
a material effect upon timber ties. The rails are of Bessemer steel, 
weighing 63.30 pounds per yard, and having suspended joints fastened 
by four bolts. They are of flange section, 4.52 inches high, with a flange 
3.28 inches wide, and a head 2.48 inches wide; the head is rounded, top 
table 4.52 inches radius, top and bottom corners .52 inch radius, with a 
vertical strip about one-eighth inch deep between them ; the flange is 
narrow but very thick, the top faces being at a steep angle. The bal- 
last OD single track is 10.82 feet wide ou the top, 14.46 feet at the bot- 
tom ; the width at subgrade is 16.9 feet in cuts and 19.68 feet in fills. 
Id cuts there is » ditch on each side of the track 28 inches wide on top, 
5.6 inches wide at the bottom, and 10.92 inches deep. The ballast is 
16.8 inches deep, and average 1.107 cubic yards of gravel per linear 
yard. 

Each plate is rectangular in shape, 1^6 inches long with the rail, 
15.2 inches wide, with rounded corners. The bottom is flat, with a shal- 
low rib along the middle, in the direction of the rail, having an 
opening at the middle of the tie-bar ; a lug on the bottom of the 
plate engages with a notch in the top edge of the tie-bar. On the top of 
the plate are two longitudinal ribs, with four transverse ribs between 
them ; these transverse ribs are not so high as the two longitudinal ribs, 
and are inclined so as to give the rail its inward inclination. A shallow 
rib runs round the edge of the plate, and four curved webs or fillets 
connect with the longitudinal ribs. The outer flange of the rail rests 
against the inner side of the rib, but is not held down ; the inner flange 
is secured by a clamp which rests on the plate-rib and the rail flange and 
is fastened by a hooked bolt, the tie-bar resting in the loop and the nut 
being screwed on from the top, bearing on the rail-clamp. Each plate 
weighs 63.8 pounds. The tie-bar is 6.36 feet long, .52 inch thick, and 
2.8 inches deep, weighing 28.6 pounds. It is placed edgeways under 
the plates, a notch at each end engaging with a lug on the bottom of 
the plate so as to insure the accuracy of the gauge, and it is held in 
place by the U bolts. 

SIJMMARir OF METAL TRACK FOR SPAIN. 



Railways. 


Bowls. 


Cross-ties. 


! 

Total. 


• 
Bilbao and Lnei ArBnas ...... ..........w... .............. ............. 


Milet. 


MUes. 
7.10 


Miles, 

7 10 


Almanaa Valencia, and Tarrasona ................................... 


251.68 


' 251 68 








Total 


251.68 


7.10 


258 78 







PORTUGAIi. 



fioYAL Bail WAYS. — At the International Eailway Congress, held at 
Milau, Italy, in 1887, Mr. Kowalski stated that forty pieces of the Mac- 
Lellan system (See '^ England ") had been put down as an experiment, 
but the trial bad been too short for any conclusions to be drawn. 
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ITALY. 

General Eemabks. — ^The railways in Italy are owned by the state, 
but are leased to operating companies under government supervision. 
The railways are divided into two main systems, the Adriatic system 
and the Mediterranean system, each operated by a separate company. 

Metal ties have not yet been introduced except in a very small way 
for experiments, as oak ties can be obtained at a much lower price, 80 
cents to $1 each. It is probable that the extension of the railway sys- 
tems and the increasing destruction of oak trees will change this state 
of things eventually, but the time is in the distant future, as the growth 
of the railways is not rapid or extensive. It was at one time reported 
that the Mediterranean Railway Company proposed to introduce metal 
ties upon one of its divisions, at an estimated cost of about $115,200, 
but this report has not been confirmed, and in answer to an inquiry the 
ei]gineer merely replied that metal ties are not used. The director 
general of the Adriatic Eailway Company stated, in May, 1889, that 
metal ties have not been used on the lines operated by that company ; 
he stated further that the use of such ties is not advisable for the pres- 
ent, because the diiierence in cost of metal and wooden ties is consid- 
erable, and he does not think they will be adopted in the near future, 
as the Italian forests will furnish very good timber for many years yet. 

A few steel ties 'of the type used on the Northeastern Railway, Eng- 
land, have been imported for experimental trial. The Italian Govern- 
ment has laid steel ties on about 13 miles of the line from Massana to 
Sahati, in Africa, and particulars of these will be found under the 
heading of Africa. 

According to information sent me in May, 1888, by an engineer con- 
nected with one of the technical papers of Italy, there are a great many 
short old lines of railway, the greater part of which have been united 
to form four principal systems. Renewals have not been carried out as 
fast as was desirable, and therefore there were a great number of dif- 
ferent tracks, old and new. In May, 1888, a commission, composed of 
representatives of the more important railway companies, proposed to 
the secretary of state for public works a new type of track, to be 
adopted gradually in renewals. Its principal features were as follows: 
Steel rails of flange section, 39.36 feet long, 5.2 inches high, 4.4 inches 
width of flange, 2.56 inches width of head, .66 inch thickness of web; 
weight, 76.45 pounds per yard. Suspended joints, spliced by angle-bars 
with four bolts. There were to be thirteen or fourteen wooden ties to 
a rail length, and the rails were to be fastened by screws. Tie-plates 
of iron, 7.6 inches by 6 inches and 7.6 inches by 7.2 inches, .6 inch thick, 
were also to be used. This project was examined by the superior coun- 
cil of public works, which decided that under existing circumstances, 
considering chiefly the money side of the question, \t w^l-s i^ot a4vi^abl^ 
to adopt a new form of track, 
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SWEDEN AND NORWAY. 

GrENEBAL Eemabks. — The Only trial made with metal ties in Sweden 
orl^orway has been for a short distance on the Swedish state rail- 
ways, a description of which trial is given herewith. 

The following general information relating to the railways of these 
coautries is taken from a communication received in May, 1888, from 
Mr. John Johnson, manager and engineer of the Swedish Central Bail- 
way: 

Timber ties, nnpreBerved, are generally used; they are principally of fir, with a 
small proportion of oak in the south of Sweden ; for standard i;auge lines they are 
8.75 feet long, 9 inches wide, and 6.4 inches thick ; fir ties have an average life of 10 
to 12 years, and cost 27 to 30 cents each. The rails are of steel, of fiange section, and 
are of theC. P. Sandberg standard patterns, weighing 56.5 to 60.36 ponnds per yard 
for the standard gauge, and 30.10 to 34.2 pounds per yard for narrow-gauge lines. 
The rails are fastened direct to the ties by spikes 5.4 inches long, and no tie-plates 
are used. The rail joints are suspended, the joint ties being placed only half as far 
apart as the intermediate ties. The rail joints are spliced by two angle-bars each, or 
one straight and one angle bar. There are nine ties to a rail length of 23.94 feet. 
The ballast is usually of gravel, and blast-furnace slag is used where gravel is 
scarce; it is laid flush with the top of the ties, and is 12 to 14 inches deep. The 
mileage of the railways in 1888 was as follows : Sweden, 1,547.52 miles of govern- 
ment lines and 3,025.60 miles of private lines; all the former are of standard gauge 
(4 feet 8i inches), but 908.92 miles of the latter are of gauges varying from 4 feet to 
I 32.08 inches. There are only 1.86 miles of double track. Norway, 968.44 miles, of 
which 926.28 miles are owned by the government and 42.16 miles by a private 
company. The government lines include 324.88 miles of standard gauge and 601.40 
miles of 3 feet 6 inches gauge. The private lines are of standard gauge. All the 
lines are single track. 

Swedish State Railways.— In June,1888, Mr. Storckenfeldt, assist- 
ant chief engineer of the state railways, sent me some information in 
regard to experiments made on a small scale on this system of railways, 
and notes of these experiments were presented at the International 
Railway Congress held at Milan in 1887. Up to July, 1887, the trials 
had been in progress for eleven months. The ties are of the " Berg- 
and-Mark'' type. They are placed for a length of 2,645.6 feet near the 
station at Akarju; they are on a tangent, with a grade of lin 147; 
part of the track is in a catting and the remainder is on embankment. 
The traffic averages twenty freight and passenger trains per day ; of 
these, four are freight trains with an average of forty cars, weighing 
610 tons loaded, and sixteen are mixed and passenger trains with an 
average of fourteen cars, weighing 264 tons loaded. The speed varies 
from 30 to 34 miles per hour for express trains, 34 miles per hour for 
mixed trains, and 26 miles per hour for freight trains. The weight of 
locomotive and tender is about 43 tons. 

The ties are of iron, of the original *<Berg-and-Mark" type (see Plate 
No. 12). They are 7.54 feet long, 5.2 inches wide oh top, 9.2 inches 
wide on the bottom, and 2.4 iuches deep, with the sides vertical 1 inch 
from the bottom. The thickness of the sides is from .24 inch at the 
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bottom to .28 inch at the top; the top table is .36 inch thick, with a rib in 
the middle on the underside increasing the thickness to .52 inch for a 
width of 1.44 inches. They are of uniform section throughout their 
length. The middle part is horizontal for a length of 3.28 feet, and the 
ends are bent up at an angle of 1 in 20. The ends are closed by bend- 
ing down the top table. At each rail seat there are two holes 1.72 by 
.84 inch, and 3.42 inches apart in the clear. The tie itself weighs 95.91 
pounds, the attachments 2.61 pounds, and the bolts, nuts, and washer 
2.68 pounds, making a total weight of 101.20 pounds per tie. They 
were manufactured by the Union Iron and Steel Company, of Dort- 
mund, Germany. The rails are of steel, of flange section, and the 
fastenings are bolted clamps on the Euppel plan (see Plate Ko. 13). 
The ballast is of poor quality, being composed of a mechanical mixt- 
ure; 30 per cent, of broken stone, 27 per cent, of gravel, 38 per cent, 
of coarse sand, and 5 per cent, of fine sand, clay, and particles of soil. 
The ballast is poor even from a mineralogic>al point of view as it con- 
tains among other kinds of disintegrated rock 8 to 9 per cent, of burned 
limestone, or the refuse from the lime kilns. 

The metal ties were laid as an experiment to test their advantages 
under the conditions prevailing in this country. The cost of track lay- 
ing and of maintenance were about the same as with wooden ties. In 
regard to the durability of the tie and the fastenings it was stated that 
the fastenings of the rails to the ties had remained in good condition. . 
This track does not appear to have a bad effect upon the rolling stock ; 
the elasticity of the track is good, and no complaints have been made 
by passengers as to any discomforts in traveling over it. While the 
trials, up to July, 1887, had been satisfactory, the following recom- 
mendations were made : The ties should be a little longer and deeper, 
as it has been found that they do not offer sufficient stability, and the 
track has to be put in condition as to line and surface several times. 
No relations were established between the price of wooden and metal 
ties, on account of the short time since the latter had been put in. 

DENMARK. 

General Bemi^uks. — In this country there are 996.34 miles of railway- 
owned by the state and 250.40 miles owned by private companies ; they 
are all of standard gauge and all single track with the exception of 
27.9 miles. The rails are of steel, of flange section ; on the main lines 
the weight is 62:88 pounds per yard, but on secondary lines it is only 44.87 
pounds, and on one line it is only 35 pounds per yard. 

Danish State Eailways. — April, 1888, 1 received a communica- 
tion from the general director of state railways in regard to experiments 
made with metal ties. On the line from Tommerup to Assens (island 
of Fiona or Funen) there is a length of 18.1 miles laid with cross-ties of 
Martin mild steel. The ties were laid in 1883- '84, under the supervision 
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of Mr. O. Hoyer, eogiiieer. On this division 34.73 per cent, of the 
length is level, 4.95 per cent has grades of 1 in 1,000 to 1 in 200, and 
60.32 per cent, has grades of 1 in 200 to 1 in 100. As to carves, 73.54 
per cent, of the length of the division is straight, 24.19 per cent, on 
cnrves of more than 1,640 feet radios, and 2.27 per cent, on carves of 
1,640 feet radios and less. The trafQc consists of eight trains daily 
(passenger and freight). The locomotives weigh 17.9 tons each, with 
9 tons on the driving wheels. 

The ties are of inverted trongh section ; they are 7.2 feet long, 3.2 
inches wide on top, 7.2 inches wide on the bottom, and 2.4 inches deep, 
with the sides vertical for .8 inch from the bottom. The thickness of 
the sides and top is .24 inch, with a rib 1.6 inches wide on the ander 
side of the top table, increasing the thickness to .32 inch. Each end is 
closed by a riveted angle piece, and two cross pieces are riveted inside 
at aboat one-third of the length from each end. The section is uniform 
throughoat. The ties are horizontal at the middle for 4.26 feet, then 
inclined up at an angle of 1 in 20 for 8 inches at the rail-seat, and then 
again horizontal for 10 inches to the end. At each rail- seat there are 
two rectangnlar holes 1.56 by .84 inch, and 3.22 inches apart in the 
clear. 

The fastenings are of the Bnppel plan (see Plate H"o. 13) ; they con- 
sist of two clamps holding the sides of the rail flange, and having a lug 
fitting into the hole in the tie. A bolt .76 inch in diameter passes up 
through the tie and clamp and the nut is screwed down on the clamp. 
The bolt has a tee-head .76 by 1.4 inches, inside the tie; the part in the 
hole in the ties is of circular section, but the part in the hole in 
the clamp is rectangular, .76 by .96 inch. The clamps are 2.4 
inches long and their bolt-holes are .82 by 1.04 inches. The adjustment 
of gauge at curves is effected by the use of clamps of different sizes. 
The ties are manufactured by the Union Steel and Iron Company, of 
Dortmund, Germany ; they weigh 53.28 pounds each and cost $38 per 
2,200 pounds. They are tarred at the works. The experience has 
been insufficient for information to be given in regard to durability, 
cost of maintenance, and efficiency as compared with wooden ties. The 
rails are of flange section, 3.8 inches high with a head 2.16 inches wide 
and a flange 3.42 inches wide ; the weight is 45 pounds per yard. They 
are 21 feet long and there are 8 ties to a rail length, spaced 18.4 inches 
apart, center to center at the joints with the next ties 32.52 inches and 
the intermediate ties 34.52 inches apart. The rail joints are square, 
suspended, and fastened by angle splice bars. The width at subgrade 
is 15.41 feet; width over bottom of ballast-bed, 13.45 feet; the ballast 
is 8.4 inches deep under the ties; at the middle and ends it is 3.2 inches 
deep over the ties, sloping down to the rail flanges. The ballast is of 
gravel. 

These metal ties were adopted for experiment, and the general re- 
salts have not been quite satisfactory. There was trouble with the 
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maintenance, frequent lifting of the track being necessary. Breakages 
were rare and occurred generally at the hole for the outer bolt and 
clamp. The weight and strength of the tie were reported to be insuffi- 
cient. When the gravel bed under the ties is frozen, water is retained 
in the interior of the ties, and during the passage of trains water and 
gravel spurt through the holes in the ties and cover the rails and wheels. 
The wooden ties used are of Pomeranian fir (pine), costing $6.30 to 
$6.97 per cubic meter in 1888. They last from eight to ten years. The 
climate is about the same as in Germany. 

RUSSIA. 

General Eemabes. — Metal ties have been tried in this country on 
a very small scale. In May, 1888, General Possiet, then minister of 
ways and communications, stated that they had only been used to a 
very limited extent on two branch roads ; these were the Kursk-Kiev 
road and the Donets road, and even there they had not been sufficiently 
used to enable him to give any conclusions respecting them. » 

Mr. Hugh Oarlile, chief engineer of the Dunaberg-Witepsk Railway, 
stated in February, 1888, that good red pine ties, 9 feet by JO inches 
by 6 inches, would be obtained at about 40 cents each. A difficulty 
which would be met with in the part of Russia traversed by this railway 
in Qsing metal ties would be in repairing the track for frost blisters in 
winter, which is usually done by inserting wooden wedges or packing 
between the rail and tie (''shimming," as it is termed in American rail- 
way track-work), the wedges being spiked to the ties to prevent them 
from moving. 

Moscow-KUESK Railway. — Some metal ties were laid on this line, 
but were taken up again, as they proved too expensive in maintenance, 
so it is said ; their maintenance being more expensive than that of 
wooden ties. In the spring and fall seasons especially the cost of sur- 
facing was found to be much higher than with wooden ties. The cost 
of iron being greater and that of wood being less in Russia than in 
some other European countries, it was claimed that at the prices of 
material in 1888 the iron ties cost one and a half times as much as oak 
ties not treated, and two and a half times as much as pine ties treated 
with chloride of zinc. The basis of comparison was a life of thirty-five 
years for iron ties weighing 112 poundi^, and a life of ten years for 
treated and six years for untreated wooden ties. Conditions in Russia, 
however, are exceptional as regards material and labor. 

TURKEY. 

Eastern Railways. — The following particulars were presented by 
Mr. Kowalski at the International Railway Congress, held at Milan, 
Italy, in 1887 : 

The track laid with metal ties comprised 61.38 miles on which the ties were adopted 
for regular service, and 9.3 miles on which the ties were laid for experiment. The 
ties were of mild steel, and were of two types, viz, the original "Vautheriu" type, 
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with horizontal flanges on the lower edges, and the original " Berg-and-Mark" type 
(see plate No. 12). They were 7.22 feet long ; the ends were closed by riveted pieces 
or by the bending of the top table of the tie, and the rail fastenings consisted of 
bolted clamps. The weight of fastenings for each tie was 3.3 pounds for the four 
clamps, and 3.3 pounds for the four bolts. The " Vautherin " ties weighed 77 pounds 
each, and the <^ Berg-and-Mark " ties 83.6 pounds each, exclusive of fastenings. The 
ties are placed in cuttings and on embankments, on different kinds of ground and on 
grades as steep as 1.5 per cent. On 47.74 miles of the line between Kutchuk-Tchek- 
medje and Konieli-Bonrgas, they have been laid on curves of 1,968 feet radius and 
on tangents connecting two curves; on the remaining 22.94 miles they were laid on 
tangents and on curves of different radius. These lines have a light traffic, averag- 
ing for both directions one to four mixed or loaded freight trains per day. The sub- 
urban line from Constantinople to Eutchnck-Tchekmedje is an exception, having 
nearly thirty trains per day in both directions. The maximum speed allowed is 26 
miles per hour. The locomotives have three axles and weigh 36 tons. The track is 
laid with steel rails weighing 41.16 miles per yard, having the ties spaced 32 inches, 
center to center, and iron rails weighing 6d.5ponuds per yard, having the ties spaced 
3.28 feet, center to center. The ballast is of different materials, from fine sand to 
broken stone ; the use of metal ties has shown the necessity of replacing the fine bal- 
last, or at least mixing it with a coarse ballast. 

The experiments date from 1879, when the first 600 ties were laid ; since then ties 
have been laid as follows : 



Type. 



' 



Vantherin 

Do 

Do 

Bere-and-Mark 

Do 

Do 

Do 

Do 



Tear. 



1880 
1881 
1882 
1883 
1884 
1885 
1886 
1887 



Ties. 



No. 

13,300 

7,800 

6,700 

13,400 

31,400 

31, 000 

16, 500 

9,300 



With fine ballast, the maintenance expenses are higher than those with wooden 
ties ; but with coarse ballast the maintenance expenses of tracks on metal and wooden 
ties are about equal (allowance being made for the expense of renewing wooden ties). 
The trials with fine ballast have also been unsatisfactory, because with a spacing of 
3.28 feet between the ties the resistance to lateral motion is too little unless good bal- 
last is used, preferably broken stone. No wear of the body of the tie had been ob- 
served, so that no limit of the life of the tie could be determined. With a good seat 
for the rails the tracks with wooden or metal tics present the same advantages as to 
the preservation of the rolling-stock, the elasticity of the track and the comfort of 
the passengers. 

The company reported that the intention was to continue the use of the " Berg-and- 
Mark *' type of ties, if the price could be made suitable. They were not able to estab- 
lish a relation between the prices of wooden and metal ties to enable them to decide 
that the use of the latter was more advantageous. They were of the opinion, how- 
ever, that the use of metal ties was not an advjintage when the net cost was double 
the cost of wooden ties ; but, on the other hand, they considered it to be an advantage 
to use metal ties when the price was only one and a half times that of wooden ties. 
For the comparative calculations respecting the two forms of track, they took pine 
or beech ties, treated with chloride of zinc, and each provided with two tie-plates; 
they only counted the value of one of these plates, however, because they last much 
longer than the wooden ties. 
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SUMM ABT OF METAL TRACK FOR SECTION KO. 1. 



Goon tries. 


Bowls. 


Longi- 
tudinals. 


Gross-ties. 


TotaL 


EnffUmd 


MiUi. 


Mileit. 


Miles. 
70.00 

52.12 

321.36 

115.50 

3, 562. 52 

56.56 

303. 9S 

7.10 

.02 


Miles. 
70.00 


France 






52.12 


Holland 




8.06 


329.42 


Beleium 




115.50 


O^rmAny ..,..., .... t 




5,224.12 

66.56 

.25 


8, 786. 64 


Anfttria and Hungary. 




122.93 


Switzerland... - 




397.40 


Spain 


251. 68 


25&78 


mrfrmmmmm ......•.....•.••...•.•.•.••..•••..■••--•>.......•• 




.02 


Italy 




- 




*^~ J •.••....-......• ••..•■•■•■..>••....•......••.•...• 






.50 
18.10 


.50 


Denmark ..*...- 






18.10 










Turkey .- 






70.68 


70.68 










Total 


251. 68 


5, 298. 99 


4, 578. 25 


10, 222. 09 







Section 2.— AFRICA. 



EGYPT. 



General Remabks. — In this part of Africa metal track has been 
in service since 1854. The type of track generally used consists of ties 
made of a pair of cast-iron bowls connected by a transverse tie-rod. 
This form of tie was originally used for a railway line in Egypt; the 
greater part of its length was through the desert, and it answered very 
well, as the fine loose sand made a ballast especially adapted for this 
type of tie. How, however, this track is unfavorably considered by 
the consulting engineer of the railway administration, as noted in the 
following paragraph. It has been generally understood, however, that 
wooden ties were not suitable for the climatic and other conditions 
existing in Egypt, being destroyed rapidly by the heat, by insects, and 
by other influences. 

Egyptian Railways.— Through the courtesy o'f Mr. Gteorge H. 
Wright, of London, engineer for the railway administration, I am en- 
abled to give the following details of the track, from a statement pre- 
pared from notes taken in 1887. Mr. Wright, in a communication 
received in August, 1889, stated that wooden ties only are now imported 
into Egypt ; in his opinion they are much to be preferred to the iron 
bowl ties, as they make a better road and cost less to maintain. He 
stated, however, that the steel plate ties (presumably of the type used 
on the Indian state railways) would probably prove better than either 
the wooden or bowl ties. 



Trtickof Egyptian Bailways, 



^ 



Lines. 


1 


• 

53i 

12i 
8i 

26i 


Track. 


Notes of 1887. 


Rails. 


Ties. 


Dittrietlfo 1. 
Cairo to Tanta .••• 


1856 

1855 

1861 

1866 
1865 
1859 
1861 
1865 
1876 

1876 


D.H. 

D.H. 

D.H. 

D.H. 
D.H. 
D.H. 
D.H. 
D.H. 
D,H. 
D.H. 
D.H. 
F. 


Bowls .... 

. . . .do 

— do 

....do 

• • . .llO.. .... 

— do 

.... do 

.... do. ..... 

— do 

Vautiierin 
Wood 


37} miles iron rails, old bowls, 


Tanta to Kaft-Zavat 


15| miles, steel rails, new bowls, 
laid in 1887. 
Steel rails on new bowls, laid in 


Cairo toCallioub 


1885. 
Bails iron, worn, ties fair con- 


Callioub to Benha. 


dition. 
Do. 


Benha to Tanta ............ 


Do. 


Tanta to Kaf r-Zavat 


Steel rails and bowls, laid in 1886. 


Benba to Mitbeneh ... ...... 


Iron rails, and ties in good order. 


BarraffA Sranoh ............... 


Do. 


Cairo to Heloan Jnnction 

HaIoaii Line ......-- 


Iron rails some wooden ties. 

Do. 
Some ties in bad condition. 
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Track of Egyptian Railways — Continned. 



Lines. 



IHitrict No. 2. 
Eafr-Zaynt to Millaha . 




Kafi'-Zayat to Millaha, second 
track' 

Millaha to SidiGabir 



Sidi-Gabir to Alexandria 

Sidi-Gabir to Alexandria, sec- 
ond track. 

Millaha to Gabbay 

Millaha to Gabbay, second track 

Gabbay to Mex 



Notes of 1887. 



Eosetta Line 

District yo. 3. 

Tantato Cheibin-cI-Com. 
Tanta to Moballet-Iloh . .. 



TantatoMehallet, second track 



Mehallet-Roh to Sanianond .... 



Samanond to Damietta 

Zifteh Branch 

DoHSonb Branch 

Eafr-Sheik Branch 

District No. 4, 

Benha to Za^azii; 

Benha to Zagazig, second track 

Zagazig to Saez and docks. . . . 

Callionb to Zagazig 

Zagazig to Mansourah 

Salhiel Branch 

District No. 5. 

Tchad-el-Baroud to Boalak- 
Dakrour. 

Boulak-Dakronr to Wasta 

Wasta to Fayoom 

Fayouni t o Aboaxa 

District No. 6. 

Wasta to Minieh ^. 

Minieh toMillaiii 

Millaui to Assiont 



1854 
1855 

1876 

1876 
1876 

1854 
1855 
1862 

1875 

1876 



1866 
1857 

1877 



1859 



1869 

1865 
1865 
1875 



1860 
1870 

1868 

1865 
1865 

1869 



1872 

1867 

1868 
1869 



67 D. H. 



57 

I H 
H 

H 

61 

6J 

] ^ 

17i 

( I* 
I 2 



\ 



1 

2* 

38} 

2} 

18| 
32^ 
11 



2U 

cm 

<39 

I H 

38 



\ 



43 

26 

5 

61 

231 



1867 97 
1870 I 29i 

1874 ; \ 4^4 



D. H. 

I>.H. 
D.H. 

D.H. 
D.H. 

D.H. 
D.H. 

D.H. 

F. 

D. H. 



D.H. 
D.H. 

D.H. 

D.H. 
D.H. 

D.H. 
D.H. 
D.H. 

F. 

F. 
D.H. 
D.H. 

F. 



D.H. 
D.H. 
D.H. 
D.H. 
D.H. 
D.H. 
I). H. 
D.H. 
D H. 

D.H. 
D.H. 
F 
D.H. 

D.H. 
D.H. 



D.H. 

D.H. 

D.H. 

F. 



Bowls 22 miles, steel rails, old bowls, laid 

in 1880-'81. 
...do 92 miles, steel rails, new 1k>w1s, 

laid in 1882'85. 

Wood ! Old wooden ties in good condition. 

Bowls ' New steel rails and bowls, laid in 

1887. 
Do. 
New steel rails and bowls, laid in 

1885. 

. . .do A few wooden ties. 

...do I 



...do 



do 

{Wood.... 



Bowl . 
.. .do . 

do . 

Wood. 
Bowls 



Wood 

,...do 

Liowls 

Wood 

Vatitherin 
Bowls . .. 

— do 

Wood 



Bowls 

— do 

, ...do 

Wood 

Steel 

Bowls .... 

— do 

Wood 

Vaiitherin 



Bowls 
Wood. 

do . 

Bowls 



...do 
..do 



Bowls 

I do. 

..-.do . 

Wooil- 



A few wooden ties. 
Extensive renewals required . 



In good condition. 

New bowls laid to replace wooil ,to 

do away with a mixeil track. 
1 mile of new rail and bowls laid 

in 1886. 

Bowls laid to replace wood, to do 

away with mixed track. 
Being relaid with iron bowls. 
174 miles of ties, much corroded. 
Pine, replacing old iron trough ties. 
Ties in bad condition. 



Ties in good condition. 

Tie-bars too long. 
Buckled steel. 



\ 



5 miles mast be renewed before 

1889. 



5| miles of new bowls, laid in 1884, 
1886. 



SUMMARY OF MILEAGE. 



District. 


Iron bowls. 

1574 

138} 

126^ 

163} 

132 

129 


Vaatherin 
cross-ties. 

7 


Steel 
plates. 


AVood. 

3 
42 

!{* 

31 
49 


Total 
metal. 

164^ 

138} 

135} 

187 

132 

129 


TotaL 


No. 1 


1674 
180} 
160^ 


No. 2 




No. 3 .^ 


19 




No. 4 


H 


228 


No. 5 


163 


No. 6 






178 










Total 


8474 


35^ 


H 


190} 


887 


1,077* 







The total length of lines, iiicladlng sidings, in 1887, was 1, 228^ miles. 



r 



> 
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Egyptian Agricultural Railways.— A type of metal track used 
on these Hues consisted of ties made of a pair of wroagbtiroii plates 
connected by tie-bars. (See plate No. 17.) The plates were rectangular 
in shape, 18 inches long, about 15^ inches wide, and seven thirty-sec- 
onds of an inch thick. When bent to shape each plate is flat for its 
whole length and for a width of about 5^ inches ; the sides are bent 
down, flaring out to a width of 13 inches over all at the bottom, and the 
corners are bent in to a width of 10^ inches over all. The depth is then 
about 2| inches. Each pair of plates is connected by a transverse tie- 
bar, 6 feet 2 inches long, IJ inches deep, and three-eighths inch thick, 
placed on edge ; it is secured by a key or cotter on the inner and outer 
side of each plate. The keys are 6 inches long, 1^ inches wide at the 
ends, 1^ inches wide at the middle, and three-eighths inch thick ; the 
edge bearing against the plate is beveled to the same slope as the side 
of the plate. The holes in the tie-bar are If inches long by three- 
eighths inch deep. The hole in the outer side of each plate is slightly 
lower than the hole in the inner side, so that the top of the plate is iu- 
clmed and gives the rail the usual inward inclination. The track is 4 
feet S^ inches gauge. The joint-ties are spaced 2 feet 4 inches apart, 
center to center of tie-bars, and the intermediate ties are spaced 3 feet 
U inches apart. The rails are of flange section, weighing 42 pounds 
per yard; they are 3^ inches high, with a flange 3^ inches wide and a 
head 2 inches wide. The joints are suspended, and are spliced by a pair 
of straight, flat splice-bars 15 inches long, weighing 9.60 pounds per 
pair ; there are four bolts three-fourths inch diameter, and the weight 
of the nuts and bolts is 3.24 pounds per set. The rail-fastenings consist 
of three clips ; on the outer side there are two clips 3 inches long, each 
fastened by a rivet eleven-sixteenths inch diameter ; on the inner side 
is a similar clip, secured by a bolt three-fourths inch diameter, with a 
X bead on the under side of the plate. The weight of each tie complete 
is 60 pounds. The average weight of the track per yard is 140 pounds. 

The following is the weight of material per mile of single track : 

Tons. Lbs. 

Raila 66 

Ties 47 320 

Splice plates and bolts with rails: 

24 feet long 2 1,170 

21 feet long 2 1,976 

18 feet long 3 812 

SuAKiN Railway. — During the English campaign in Egypt in 1885, 
a short section of light railway was laid near Suakin for military pur- 
poses. According to information received from the war office, the 
track was of the type manufactured by John Fowler & Co., of Leeds, 
England, for portable and light railways. The line had a gauge of 
18 inches. The ties were of steel, 3 feet 9 inches long, of shallow in- 
verted channel section, with a deep groove or corrugation lengthwise 
9f the middle of the tie. At e^^cb end of the tie were two brackets, 
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Track of Egyptian Railways — Continned. 



Lines. 



District No. 2. 
Eafr-Zayat to Millaha . 



Kafi'-Zayat to Millaha, second 
track' 

Millaba to SidiGabir 



Sidi -Gabir to Alexand ria 

Sidi-Gabir to Alexandria, sec 
ond track. 

Millaba t-o Gabbay 

Hillaba to Gabbay, second track 

Gabbay to Mex 



o 



Track. 



so 



Bails. 



Eosetta Line 

IH»trictNo. 3. 

Tantato Cheibin-el-Com. 
Tanta to Moh»llet-Iloh . . . 



TantatoHeballet, second track 



Meballet-Rob to Samanond . . . . 



Samanond to Damietta. 



Zifteb Branch 

l>esBonb Branch . . . . 
Eafr-Sheik Branch. 



District No. 4. 



Benha to Zagasii; 

Ben ha to Zagazig, second track 



Zftfcaz^fC to Saez and docks. 



Callionb to Zagazig 

Zagazig to Mansourah 

Salbiel Branch 

District No. 5. 

Tcbad-el-Baroud to Boalak- 
Dakrour. 

Boulak-Dakronr to Wasta 



Waata to Fayoom , 

Fayoum to Aboaxa . . . 

District No. 6. 

WasU to Minieh 

Minieh to Millatii 

Millaui to Asslout .... 



^ 



1854 
1855 

1876 

1876 
1876 

18.'>4 
1855 
1862 
1875 

1876 



1866 
1857 

1877 



1859 



1869 

1865 
186.'} 
1875 



1860 
1870 

1868 

1865 
1865 

1869 



1872 

1867 

1868 
1869 



1867 
1870 

1874 



\ 



67 
57 

H 

H 
H 

61 

6J 

] 3i 

17i 

8i 

( I* 
I 2 



38} 

n 

18| 
32^ 
11 



1 



21i 

(«0i 
<39 

l H 

38 

<26 

i 5 

51 

23i 
143 



{ 



97 
29i 

49 



D. H. 

D. H. 

I>.H. 
D.H. 

D.H. 
D.H. 

D.H. 
D.H. 

D.H. 

F. 
D. H. 

D.H. 
D.H. 

D.H. 

D.H. 
D.H. 

D.H. 
D.H. 
D.H. 

F. 

F. 
D.H. 
D.H. 

F. 



D.H. 
D.H. 
D.H. 
D.H. 
D.H. 
D.H. 
D.H. 
D.H. 
1) H. 

D.H. 
D.H. 
F 
D.H. 

D.H. 
D.H. 



D.H. 

D.H. 

D.H. 

F. 



Ties. 



Notes of 1887. 



Bowls 22 miles, steel rails, old bowl a, laid 

I in 1880'81. 
. . . .do 92 miles, steel rails, new bowls, 

I laid in 1882-'85. 

Wood I Old wooden ties in good condition. 

Bowls New steel rails and bowls, laid iu 

1887. 

. . . . do Do. 

do New steel rails and bowls, laid In 

I 1885. 
....do .,... A few wooden ties. 
....do ' 



. . .do . . 
"Wood. 



Bowl . 
.. .do . 

....do . 

Wood. 
Bowls 



Wood 

...do 

UowIh 

Wood 

Vatitberin 
Bowls . .. 

— do 

Wood 



Bowls 

....do . 

....do 

Wood 

Steel 

Bowls .... 

— do 

Wood 

Vantherin 

Bowls 

Wood 

— .do . .... 

Bowls 

....do 

do 



Bowls ... 

do . ... 

..-.do — 

Wood... 



A few wooden ties. 
Extensive renewals required. 



In good condition. 

New bowls laid to replace wood ,to 

do away with a mixeil track. 
1 mile of' new rail and bowls laid 

in 1886. 

Bowls laid to replace wood, to do 

away witli mixed track. 
Being'relaid with iron Irawls. 
17i miles of ties, much corroded. 
Pine, replacing old iron trongli ties. 
Ties in bad condition. 



Ties in good condition. 

Tie-bars too long. 
> Buckled steel. 



5 miles mast be renewed before 

1889. 



5| miles of new bowls, laid in 1884, 
1886. 



No. 1 
No. 2 
No. 3 
No. 4 
No. 5 
No. 6 



Total 



District. 



SUMMARY OF MILEAGE. 



Iron bowls. 



157i 

1383 

126i 

1C3| 

132 

129 



847i 



The total length of lines, including sidings, in 1887, was 1, 228^ miles. 



Yaatherin 
cross-ties. 


Steel 
plates. 


Wood. 


Total 
metal. 

164^ 

138| 

1353 

187 

132 

120 


Total. 


7 


3 
42 

31 
49 


1674 
180} 






19 




1604 


H 


163 






178 








35i 


H 


190| 


887 


1.077f 



r 



189 



i 



Egyptian Agricultural Railways.— A type of metal track used 
on these lines consisted of ties made of a pair of wroagbtiron pbites 
connected by tie-bars. (See plate No. 17.) The plates were rectangalar 
in shape, 18 iiiehes long, about 15^ inches wide, and seven thirty-sec- 
onds of an inch thick. When bent to shape each plate is flat for its 
whole length and for a width of aboat 5^ inches ; the sides are bent 
down, flaring out to a width of 13 inches over all at the bottom, and the 
corners are bent in to a width of 10| inches over all. The depth is then 
about 2| inches. Each pair of plates is connected by a transverse tie- 
bar, 6 feet 2 inches long, 1| inches deep, and three-eighths inch thick, 
placed on edge ; it is secured by a key or cotter on the inner and outer 
side of each plate. The keys are 6 inches long, 1^ inches wide at the 
ends, \\ inches wide at the middle, and three-eighths inch thick ; the 
edge bearing against the plate is beveled to the same slope as the side 
of the plate. The holes in the tie-bar are \% inches long by three- 
eighths inch deep. The hole in the outer side of each plate is slightly 
lower than the hole in the inner side, so that the top of the plate is in- 
cliined and gives the rail the usual inward inclination. The track is 4 
feet 8^ inches gauge. The joint- ties are spaced 2 feet 4 inches apart, 
center to center of tie-bars, and the intermediate ties are spaced 3 feet 
U inches apart. The rails are of flange section, weighing 42 pounds 
per yard ; they are 3^ inches high, with a flange 3^ inches wide and a 
head 2 inches wide. The joints are suspended, and are spliced by a pair 
of straight, flat splice-bars 15 inches long, weighing 9.60 pounds per 
pair ; there are four bolts three-fourths inch diameter, and the weight 
of the nuts and bolts is 3.24 pounds per set. The rail-fastenings consist 
of three clips: on the outer side there are two clips 3 inches long, each 
fastened by a rivet eleven-sixteenths inch diameter ; on the inner side 
is a similar clip, secured by a bolt three-fourths inch diameter, with a 
X head on the under side of the plate. The weight of each tie complete 
is 60 pounds. The average weight of the track per yard is 140 pounds. 

The following is the weight of material per mile of single track : 

Tods. Lbs. 

Rails 66 

Ties 47 320 

Splice plates and bolts ^ith rails: 

k 24 feet long 2 1,170 

21feet long 2 1,976 

18 feet long 3 812 

f ' SuAKiN Bailvtay. — During the English campaign in Egypt in 1885, 

a short section of light railway was laid near Suakin for military pur- 
poses. According to information received from the war office, the 
track was of the type manufactured by John Fowler & Co., of Leeds, 
England, for portable and light railways. The line had a gauge of 
18 inches. The ties were of steel, 3 feet 9 inches long, of shallow in- 
verted channel section, with a deep groove or corrugation lengthwise 
9f the middle of the tie. At e^^cb end of tU© tie were two brackets, 
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each secured by two rivets ; the outer pieces were augle irous, with the 
upright web incliued toward the rails ; the inner pieces were made to 
fit the web and flange of the rail. The ties weighed 35 pounds each, 
complete. The rails were of flange section, weighing 24 pounds per 
jsadj and wore seeured by oak keys or wedges driven between the web 
of the rail and the outer augle bracket. A number of tiieae ties were 
laid, but the line was taken up at the end of the campaign, and tlie 
time during which they were in service was too short for any opinion 
to be formed as to their durability. 

AliGERIA. 

AlgebiAn Railways {PariSj Lyons and Mediterranean Railway). — 
The Paris, Lyons and Mediterranean Bailway, of France, which has not 
had success with metal ties on its home lines (see ^^ France ") has used 
them with very satisfactory results on the Algerian lines which it owns. 
These lines are from Oran to Algiers, 264.12 miles ; and from Phillip- 
ville to Gonstantine, 53.94 miles. The conditions, however, are by no 
means the same ; the burning climate of Africa causes the very rapid 
destruction of wooden ties, while the metal ties stand very well under 
the comparatively light traffic, and effect a decided economy over 
wooden ties by their greater durability. 

During 1867, 1868, and 1869 between 90,000 and 100,000 (reported as 
93,762) iron ties of the original ** Vautherin'' type, with short flanges ou 
the lower edges, were rolled at the Fraisant Works in France, and were 
laid on the Algiers and Oran line. They were 7.87 feet long, 5.2 inches 
and 3.2 inches wide on top for joint and intermediate ties respectively ^ 
about 7.2 inches wide inside at the bottom, and 10.4* inches wide over 
the flanges, which were 1.4 inches wide and .32 inch thick ; the sides 
and top table were .18 inch and .28 inch thick respectively. The ends 
of the tie were open. The weight was about 77 pounds. The rails 
rested on tie plates which gave them the required inward inclination 
of 1 in 20, and were secured by a gib and cotter fastening ; there was a 
gib holding each side of the rail flange with a cotter driven vertically 
at the back of the inner gib ; the fastenings passed through the tie 
plate and tie. The number of renewals in seventeen years was 3,200, 
caused principally by cracks due to bad metal or improper tamping. 
The cracks were generally in the angles, and went from the ends 
toward the rail seats. There was no trouble from rust, and the expe- 
rience of these seventeen years was favorable to the metal track. The 
metal was of inferior quality, and the attachments of the rails were de- 
fective. In 1885 there were still 91,000 of these ties in service. The 
average age of the ties in 1885 was 17 years, and the total of renewals 
during that period was 3J per cent., while the renewals of wooden ties 
are about 10 to 12 i)er cent, per annum. Owing to this difference the 
iron ties had repaid the extra cost of establishment incurred by their 
use (principal apd interest) in the flfth year, and the remainder of their 
service was a net gain in maintenance. From their state of preserve- 
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tion in 1885 it was estimated that they would give twenty-five years of 
service. From this trial it was concluded that metal ties behaved well 
in the ballast, that they do not rust or fail, and that the few renewals 
are due to defects in the ties or track, and not to a short average life of 
the ties. They cost less for maintenance, but up to the third year it is 
necessary to tamp the ballast and inspect the fastenings frequently y 
after that the attention is not required. 

In J 885, 20,000 steel ties of the " Hilf " or original " BergandMark " 
type were laid. (See plate Fo. 17). They were manufactured in France 
by the Soci6t6 de Denain et d'Anzin. These ties are 7.5 feet long, of uni- 
form section tbnmghout; 4.4 inches wide on top, 8.4 inches wide on the 
bottom, 2.4 inches deep, with the sides vertical for 1 inch from the bot- 
tom; the sides are .28 inch thick; the top table is .32 inch thick, with 
a rib on the underside 1.44 inches wide, making the thickness .52 inch- 
The weight is 85 pounds, or 9G.8 pounds including the fastenings. The 
tie is horizontal for 3 feet 3| inches at the middle, and is inclined up- 
wards at an angle of 1 in 20 to the ends, which are closed by bending 
down the top table to a depth of 4 inches. The rails are of flange 
section and rest directly on the tie. Gib and cotter fastenings are used, 
but a third gib (''guardgib") is now used, to increase the bearing area 
at the back of the cotter. The holes at each rail seat are 1.36 inches 
and 2.48 inches long, spaced 3.48 inches apart in the clear. In May, 
1887, 35,000 ties of the <* Vautherin " type were ordered, and in Feb- 
ruary, 1888, 60,000 steel ties were being laid. 

Mr. Mazieres, the engineer, made a report to Mr. Bricka in 1884, 
stating that in spite of defects in the earlier ties the general results of 
the track had been satisfactory. On the Algiers and Orau line not a 
single derailment had occurred. 

The following information was presented at the International Bail- 
way Congress at Milan, Italy, in 1887, by Mr. Kowalski : 

There were 08.8:^ miles of metal track in service, iucluding 91,000 iron ties of the 
Vautherin type and 20,000 steel ties of the Hilf type. The fastenings were of iron, 
weighing 5.28 pounds per tie for the former and 5.46 pounds per tie for the latter, 
making a total weight per tie of 82.28 pounds and 100.98 pounds respectively. The 
line was principally on low embankments ; there were curves of 1,640 feet radius and 
upwards, long tangents, and grades of 2 per cent. The traffic consisted of passenger 
aud freight trains running at various speeds; 54,000 trains had passed over the Vau. 
theriu ties ; the speeds varied from 18.60 to 34 miles per hour. The engines weighed 
from 30 to 35 tons. The rails were of flange section, of iron, weighing 72.4 pounds 
per yard for the Vautherin ties, and of steel, weighing 68.8 pounds per yard for the 
Hilf ties. The ballast was of river sand mixed with sand and clay of poor quality. 
The steel tie cost about 60 cents more than the wooden tie. but eifected an economy 
of 20 cents in the ballast, a smaller amount being required. When the track is well 
gcttled the work of maintenance is about a fourth less than with wooden ties. The 
life of the steel tie was estimated at treble that of wooden ties, but this could not be 
considered as determined. The life of fastenings was about the same for metal as for 
wooden ties. As to the elasticity of the track, the comfort of passengers, and the 
effect on the rolling stock, these were the same as with wooden ties. The results 
^ad b^n satisfactory an4 it was intended to ei^tei^d the use of the Hilf steel ties, 
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B6ne and Guelma Bail way.— In 1885 this road had had in serv- 
ice for more than two years 3,600 cross* ties of the Severac type (see 
Belgium), and 2,500 ties of the BoyenvalPonsard type (see France). 

ABYSSINIA. 

Massana and Sahati Kail way.— In May, 1889, the state inspector 
general of railways of the Italian Government famished a detailed 
statement in regard to this line, which was built by that Government 
for military purposes, but which has been in operation for too short a 
time to enable any conclusions to be drawn as to the durability of the 
track. The line is 14.26 miles long, of 3.12 feet gauge, with a maximum 
grade of 2.3 per cent, and sharpest curves of 328 feet radius. It is a 
military line, with a traffic of water, supplies, and troops. The track 
was laid in March, 1888, under the supervision of Mr. Yernan. The 
engines weigh from 20 to 30 tons. They have four driving wheels, 
with a weight of about 5 tons in each wheel. The ties are of steel, of 
the Vautherin type, but without flanges on the lower edges, the sides 
being nearly vertical for .40 inch from the bottom. They are 4.92 feet 
long, 3.6 inches wide on top, 7.2 inches wide at the bottom, and 2.4 
inches deep. The sides and top are about .25 inch thick, but a 
rib on the under side of the top table increases the thickness to .32 inch 
for a width of 1.44 inches. The ends are closed by bending down the 
top table. The tie is horizonta 1, but at the rail seats the top table is 
inclined 1 in 20, to give the rails the usual inward inclination. It is 
bent on the Hosch-Lichthammer plan (see Holland), the outer part of 
the rail seat sloping back to the normal level of the tie. The ties 
weigh 39.6 pounds each. They are not painted or otherwise treated 
for protection against rust, etc. They were manufactured by Tardy 
& Benech, of Savona, and the prices were $35 per ton for ties, $56 
per ton for clamps, $76 per ton for bolts and nuts, all delivered at ]S"a- 
ples. In the track the ties are spaced 32.8 inches apart, center to cen- 
ter. The rail attachments are of the Buppel type (see Germany), con- 
sisting of J.-headed bolts .64 inch diameter, with clamps 2 inches wide, 
one side of which holds the rail flange and the other bears on the tie, 
having a lug which fits into the bolt-hole in the tie. Adjustment of 
gauge is effected by the use of clamps with different widths of pro- 
jection of the lugs. Two sizes of clamps are used at each, rail, and the 
gauge on tangents and easy curves is 3.12 feet. By transposing the 
two clamps of one rail the gauge is widened .24 inch for curves of 984 
to 656 feet radius, and by transposing the two clamps of both rails the 
gauge is widened .48 inch for curves of 656 to 460 feet radius. At 
each rail seat are two holes 1.6 inches long by .72 inch wide, spaced 
3.28 inches apart in the clear. The rails are of flange section, 4 inches 
high, with a flange 3.2 inches wide and a head 2 inches wide. The 
weight is 46.26 pounds per yard. The joints are suspended and are 
spliced by plain b£i>rs, The ballast is of broken stone or gravel 14 
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inches deep, with the top level with the uuderside of the rail heads. 
The passage of the first trains packs the ballast well into the ties. The 
width at sub^rade, for single track, is 11.48 feet. These ties were 
adopted on accoant of the short life of wooden ties in the tropical cli. 
mate. The general results have been satisfactory. The system is very 
simple, the track is easily laid, and maintenance, renewals, alignment, 
etc., are easily effected. For surfacing, whenever depressions occur tUe 
track can readily be elevated by tamping gravel under the ties. The 
gauge also is always accurately maintained, while with the wooden 
ties spreading of the rails occurs on curves of short radius. Wooden 
ties would have cost 60 cents each at Naples. 

SOUTH AFRICA. 

iPoriuguese territory.) 

Dblagoa Bay and East African Railway.— This line runs in- 
land from the port of Lourenco Marques, or Delagoa Bay, to the bound- 
ary between the Portuguese territory and the Transvaal, a distance of 
50.22 miles. A report from Mr. Thomas Rumball, of London, the con- 
salting engineer, in April, 1889, stated that 42.16 miles were then laid 
with steel cross-ties and the remainder with wooden ties ; the reason 
for this was that the manufacturers could not keep up the supply of 
steel ties, and as the contract required the completion of the road within 
a certain time wood had to be used. An extension of 5.58 miles, how- 
ever, was then being laid with steel ties. The track was laid between 
April and November, 1887, under the superintendence of Mr. A. B. Rum- 
ball. The steepest grade is 1 in 40, and the sharpest curve is 1,320 feet 
radius. There are comparatively few curves, 45.26 miles of the line be- 
ing straight and only 4.96 miles on curves. The gauge is 3 feet 6 inches. 
The locomotives are six-wheel "bogi" tank-engines {i. e,, with trucks), 
weighing 33 tons in full working order, and having a weight of 10 tons 
on the driving wheels. The freight consists of gold-crushing and other 
machinery, colonial produce, hides, etc. 

The ties are of similar type to those adopted for the Indian state 
railways. They are 6 feet long over all, horizontal in the middle, bent 
up at the rail seats to give the rails an inward inclination, and have the 
ends curved down and flared out to a width of 13 inches (see Plate No. 
17). At the middle the sides are vertical and the top is arched ; at this 
point the tie is 8| inches wide at the bottom and 5 inches deep; the 
sides are eleven-sixty-fourths inch thick, and the top is slightly thicker 
for a width of 4J inches, the extra thickness being added on the upper 
side. At the rail seat it is flat for a width of 4J inches on top, 9J inches 
wide at the bottom, and 4^ inches deep; the sides are slightly curved 
and flare outward; the sides are one-fourth inch thick and the top is 
seven-sixteenths inch thick, the extrathicknessbeingaddedon theupper 
side for a width of 4^ inches and on the lower side for a width of 4 
22893— Bull. 4 13 
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inches. There is a clip 3 inches long stamped oat of the top table of the 
tie for each side of each rail, and the taper steel split keys are driven 
between the outer clips and the rail flauges. The ties are of steel, 
weighing 70 pounds each, and the keys weigh IJ pounds per pair. The 
joint ties are spaced 2 I'eet apart, center to center, and the intermediate 
ties are spaced 3 feet 3 inches apart. They were manufactured by the 
Moss Bay Hematite Company, of Workington, Cumberland, England, 
and cost 90 cents each at the works. The ties are dipped in a boiling 
solution of Dr. Angus Smith's composition, and the keys are dipped in 
boiling linseed oil. An improvement in these ties has been patented by 
Mr. H. Law. 

The rails are of flange section, weighing 56 pounds per yard; they 
are 4 inches high, and 4 inches wide over the flange; the joints are sus- 
pended and are spliced in the usual way. The road is ballasted with 
sand and broken stone ; the ties are considered to be better adapted 
for sand, as the ballast packs well into the tie. The duraljility of the 
ties had hardly been tested, as the road had only been open for about 
two years at the time of Mr. Eumball's communication, but it is confi- 
dently expected that they will not require renewal for thirty years. 
The. cost of maintenance can only be arrived at so very approximately 
as to be of no value, since the line has been subject to severe floods. The 
labor for track-laying was entirely unskilled, but it was found in prac- 
tice that the Kaffirs very quickly got into the way of " threading '' the 
ties on the rails. The steel ties were adopted on account of timber-ties 
being eaten away by the white ants in a short time. They are very sat- 
isfactory, and the running over them is very smooth. The engineer 
thinks that in a country like Africa steel ties should be used in prefer- 
ence to wood. 

CAPE COLONY. 

Cape Government Eailways. — These lines aggregate 1,523.75 
miles in length. , They are of 3 teet G inches gauge, and have maximum 
grades of 1 in 40 and minimum curves of 400 feet radius. The follow- 
ing particulars in regard to the track are abstracted from a paper by 
Mr. Wm. Geo. Brounger, presented to the Institution of Civil Engi- 
neers (London) in 1885. (Proceedings ; Vol. LXXXI 5 session 1884-'85 ; 
Part III.) 

Steel rails of flaDge sectiou are used weighing 45 and GO pounds per yard, with 
suspended spliced joints^ and spiked or bolted to creosobed Baltic ties, 7 feet by 9 
inches by 4| inches for the lighter rails, and 7 feet by 10 inches by 5 inches for the 
heavier rails. With a view to check the tendency to spread of gauge round the sharp 
curves of the Hex River Mountain, on the Western division, bowl ties of Livesey's 
pattern were ordered for a few miles for the sake of the wrought-iron tie-bar, all the 
different kinds of fastenings employed being found to yield in the case of wooden 
ties, even where hard wood was used, though the latter checks the tendency to some 
extent. This piece of track has answered well under a trying traffic. Most of the 
ties were of cast-iron, but a length of 1 mile was laid with wrought-iron. Of the 
latter not a single tie had to be replaced, but many of the former were broken during 
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the process of packing. - la couseqnence of the difficulty aud iiucertaiiity in obtain- 
iDg wooden ties, the increase of their price, and the delay in procuring theui, it was 
decided to try iron ties on a more considerable scale, and 3&i miles of wrought-irou 
trough ties aud 73^ miles of wrought-iron bowls, both of Li vesey^s patterns, had been 
laid down. They had only been recently laid, so that little could be said as to the 
results, but the following particulars were given : 

FirsL Both types require careful packing. In the case of the bowls, if this is not 
done, they are apt to get out of level transversely, and the result is a cant, which 
throws the line out of gauge. 

Second, Special care is essential in the manufacture of both kinds, particularly in 
the fixing of the jaws, otherwise the gauge is a£fectod. 

Where irregularity occurs in the spacing of the holes in the bars, adjustment of 
gauge on curves is given with bowls by placingthe cotter on the inner side, insteait of 
the outer side, of the bowls ; on sharp curvesthis may be done with both bowls. With 
the iron trough ties it is desirable that special ones should be provided for sharp curves, 
with allowance for slack, such ties having unmistakably distinctive marks to pre- 
vent confusion, or otherwise some safe means of adjusting the jaws for gauge. 

[The use of special ties for curves is not to be recommended, as it is probable that 
the right ones will not be at hand when wanted, and they comx)licate the track-lay- 
^Dg. There are better meftns of adjusting the gauge by means of the fastenings. — K. 
E. R. T.] 

Third, More care is requisite as regards ballast, and this has been a source of 
trouble. It is undesirable that the ballast should be coarse for these ties, but it is 
often difficult to obain it fine, it being sometimes necessary to use broken stone for 
top as well as bottom ballast. 

Various kinds of timber have been tried in order to test their durability as ties. 
Some varieties from colonial forests have giv^n favorable results, but their cost has 
been prohibitory. A species of timber from Madagascar proved durable, but its ex- 
port was attended with difficulty. The timber which has hitherto proved the most 
durable is that of the camphor tree, which has been takeu up after being in the 
ground for twenty years, without any preparation, and found perfectly sound through 
heart aud sap wood. The Government, therefore, decided to make plantations of 
this tree, which, under favorable conditions, attains a large size in the Colony, 

The following particulars are from a commanication received in De- 
cember, 1889, from Mr. H. C. Litchfield, and referred to the Junction or 
Hanover line, built in 1883-'84: 

The Hanover line is, approximately, an east and west line, over an open, treeless and 
bushless, undulating country, 300 miles from the coast, and with an average elevation 
of 4,500 feet above sea-level, crossing at right angles the main streams flowing north- 
wards to the Orange River. It is about 70 miles in length, with maximum grades of 
1,25 per cent., and sharpest curves of 8^ 40'. The ties were spaced 2 feet at the (all 
opposite) joints, the intermediate ones being spaced (to the nearest inch) 2 feet 9 
inches for wooden ties, 2 feet 5 inches for iron trough ties, and 3 feet 2 inches for bowl 
ties, yhe wooden ties were all 7 feet long, and of two sections, the heavy being 10 
by 5 inches and the light 9 by 4^ inches; they were all imported Baltic red fir creo- 
soted with not less than 10 pounds per cubic foot of timber of the best creosote oil, 
weighing not more than 10 pounds per gallon. The weight of each heavy tie when 
dry was 110 pounds, or 80 tons per mile. The rails were fastened by spikes. The 
weight of the iron trough tie was66f pounds, or 68.1 pounds with the keys. The 
weight of a pair of bowls was 74 pounds, and of the tie-bar 12 pounds; the weight 
complete, with the keys, gibs, and cotters, was 88.27 pounds per tie. The weights 
per mile of these two kinds were 62 and 62.21 tons, respectively. The prices in 1883- 
^84, landed at the nearest port. Port Elizabeth, were $1.32, $1.84, and $2.26 each, 
respectively, or $2,608 (including spikes), $3,833, and $3,625 per mile. Steel rails were 
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llieu $35 iier too, free ou board, aud freight to South Africa about $6.25 per ton. The 
rails were mainly 24 feet long, and 23 feet 10 inches long for curves ; none were 
longer than 24 feet. With regard to the bowl ties, on tangents the gibs were placed 
iuside, and the cotters outside, of the track, giving a gauge of 3 feet 6 inches ' 
on flat curves one gib was placed outside, giving a gauge of 3 feet 6^ inches, and on 
sharp curves both gibs were placed outside, to give a slack gauge of 3 feet 6| inches. 
In order to insure the bowls being packed, a mound or hillock of ballast was first 
made for each to rest upon; when the ties were placed in position a rail was laid in 
and keyed up on one side of the track first, and the opposite rail put in and keyed 
up afterward. The large lug of the bowls was tapered to suit the corrugated key, 
and the key was driven by the right hand of a man standing between the rails, so 
that all keys on the left hand rails pointed backwards, and those on the right hand 
rails pointed forwards, with the mileage. 

NATAIi. 

Natal Government Eailways. — ^These lines are also of 3 feet 6 
inches gauge. Originally the track consisted of iron rails laid mainly on 
imported creosoted ties, the average life ol which was about seven years. 
Since about 1884 native yellow- wood ties have been tried, but their life 
is only about two and one- half years, and soaking them in mineral oils 
was not found to be of much service. Good ballast is difficult to ob- 
tain, and poor grades of disintegrating shales, quartzites, and crystal- 
line rocks are f^requently used. Steel rails are being laid on some parts 
of the line, aud on some of the extensions a track of steel rails on plate 
ties had been laid. 

Mr. Kielland, an engineer who had some experience with the early 
railways of the Colony, informs me that with the exception of a small 
piece of line from Durban to the Umzemi Eiver, about 4 miles, no rail- 
ways had been constructed previous to 1876, when the location of the 
first Government railways was commenced. In 1878-'79 regular trains 
began to run. The ties used on these first roads were of creosoted 
pine, about 7 feet by 6 inches by 6 inches. It is reported that there is 
very little timber in Natal or the Cape Colony which is suitable either for 
ties or railway structures, the timber, as a rule, being hard and crooked. 
In the country north of Zululand, Mozambique, and Madagascar there 
are said to be immense tracts of swampy laud, covered with a very 
lasting magnolia or mangrove tree, which is thought to be suitable for 
ties. 

SOUTH AFRICAN RBPUBIilC. 

{TransvaaL) 

The Dutch company owning the railways awarded a contract in Oc- 
tober, 1889, for 71,430 steel ties of the Post type (see Holland). 

CONGO FREE STATE. 

Congo Railway. — This road is to be built by a Belgian company, 
and it is reported that Belgian works will supply steel rails and steel 
ties. The latter will probably be of the Post type. 
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SBNEGAIi. 

About 5,000 cross-ties of the Severac type (see Belgium) have beeu _ 
used in this French colony. 

ISIiAND OF REUNION. 

Ou the Island of Reunion, off the east coast of Africa, a French 
possession, there is a meter gauge railway 77.5 miles in length, 
bailt in mountainous country, at a cost of $48,000 per mile. The 
track consists of steel rails of flange section, weighing 28.2 pounds per 
yard; these were originally laid on preserved pine ties, imported from 
France, spaced 28 inches apart, center to center, but iron bowls ar- 
ranged in pairs, on the Livesey system (see England), as employed 
with success in South America, have been substituted, and so far have 
^ven satisfactory results. The bowls are laid in broken stone ballast. 
The locomotives weigh 15 tons in working order, and can haul a load 
of &) tons over the steepest grades. The traffic consists of about five 
trains per day, at an average speed of 15.5 to 18.5 miles per hour. " For 
the sake of economy the location follows the surface of the ground as 
nearly as possible; this necessitates numerous curves; but these have 
caused no inconvenience in operation on account of the slow speed nec- 
essary to satisfy the demands of the traffic. There are curves of 351, 
410, 492, and 656 feet radius. The steepest grades ^ are 2 and 2.5 per 
cent The conditions of the traffic led to the adoption of a light track. 
The imported pine ties only lasted two years, and trials with native 
wood from Madagascar, even with mangrove, not having been success- 
ful, metal ties were adopted. 

Bach tie (Livesey) consists of a pair of cast-iron bowls flattened on 
the upper part to form a seat for the flange of the rail, and having lugs 
between which the rail is held by a corrugated key. The gauge is main- 
tained by means of a wrought-iron tie-bar connecting each pair of bowls 
and secured by keys. The spacing of the keys, and consequently the 
length of the tie-bar, can be varied at will, thus permitting an adjust- 
ment of the gauge at curves, etc. The ties are spaced about 3.28 feet 
apftrt, center to center of tie-bars. For over three years (up to 1888) 62 
miles of track had been laid with this track and had not required any 
maintenance. The ballast is of broken stone. The cars run smoothly, 
without jarring, and passengers can not distinguish this part of the line 
from that on which wooden ties are still used. 

The following particulars were presented by Mr. Kowalski, at the 
International Railway Congress, held at Milan, Italy, in 1887 : 

The Livesey system of oast-iron bowl lies was then in use on 62 railes, including it 
tnnnel. Each tie, complete, weighed 128.4 pounds; the tie-bars weighed 2.8 pounds, 
»nd each key .71 poand. The rails were of flange section, weighing 28.2 pounds per 
yard. The ballast was of sand and broken stone. The traffic consisted of six to 
eight trains per day. The ties were laid in 1881, and have given good results, but 
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the jaws on the bowls have to be made heavier than at first, as they broke frequently. 
The price in London was 91.40 each, or $2 each delivered at Reunion. Wooden ties 
cost ^1. The cost of maintenance was very small. There was no bad effect on roll- 
ing stock, and no unpleasantness to passengers, bnt this might have been dee to the 
low speed. The only renewals have been of a few bowls broken by derailments. ' 
The use of these ties is to be continued. It is considered that the advantages of metal 
ties in tropical countries are indisputable. Native and imported preserved wooden 
ties only last two and a half years, while the iron ties last indefinitely, and the 
maintenance is very much less than with wooden ties. 



SUMMARY OF METAL TRACK FOR SECTION NO. 2. 



Bowls. Cro8R-tieM. 



Egypt 

Alpjoria 

Abyssinia*. 

Portagnese territory (Sonth Africa) 

Capo Colony 

Sontlj African Republic 

Senegal ....: 



847.50 



80.00 



Inland of Reunion . 



Total 



62.00 



989.50 



35.25 
120.00 
14.25 
47.75 
36.50 
40.50 
2.50 



296.75 



Plates. 



4.25 



4.25 



Total. 

887.00 
120.00 

14.25 

47. 75 
116.50 

40.50 
2.50 

62.00 

I, 290. 50 
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Section 3.— AUSTRALASIA. 

AUSTRAIilA. 

General Remarks. — ^The railways of eacb of the five colonies of 
Australia (South Australia, Queensland, New Bouth Wales, Victoria, 
and West Australia), are for the most part owned and operated by the 
separate governments of these colonies, and are under the control of 
railway commissioners. A very complete account of these railways 
will be found in Engineering News, New York, March 30, 1889. It is 
of interest to note that metal ties have been introduced into this new 
country, of which comparatively little is known here, and that their use 
is likely to be extended. In one case (South Australia) they have been 
introduced on account of the destructiveness of white ants, and in an- 
other case (Queensland) they have been adopted, after a partial trial, 
for an uj) country line for motives of economy. One feature of this 
latter case is that the system adopted is claimed to be specially 
adapted for light and economical construction and to be suitable for 
8')me of the western sections of the United States. Hard-wood ties are 
in general to be obtained in abundance, but they are liable to be at- 
tacked and rapidly destroyed by white ants. 

SOUTH AUSTRAIilA. 

South Australian Government Railway's. — In July, 1888, there 
were 1,500 miles of railway in operation, and two lines, aggregating 
324 miles, under construction. The railways are of 5 feet 3 inches and 
3 feet 6 inches gauge. The colony extends from the north to the south 
coast, and a north and south transcontinental line is to be built, some 
small sections of which are already in progress. ^, 

On the Palmerston and Pine Creek line (3 feet 6 inches gauge) steel 
cross-ties are being used ; full details have been furnished by Mr. A. B. 
Moncrieff, engineer in chief of the Government railways, and are given 
further on. 

As this railway was not completed at the time of Mr. MoncrieflTs re- 
port to me, and therefore suflBcient information was not obtainable to 
answer some of the questions asked, he kindly sent the following par- 
ticulars from a report of Mr. J. C. B. Moncrieff, M. Inst. 0. B., the resi- 
dent engineer of the Adelaide and Terowie line (5 feet 3 inches gauge), 
who had been directed to lay twenty-seven t'es of the same design, but of 

199 



200 

the requisite size for the wider gauge, at the entrauce to the Adelaide sta- 
tion yard, where they would sustain the heaviest traffic. The expense 
of maintenance was not greater than with wooden ties, but they had 
not been tested long enough to enable a decided opinion to be formed 
as to their durability. Gravel ballast was used, and it packed well, 
giving no trouble. The packing did not, however, fully drive up the 
ballast into the hollow of the tie, so that the chief weight had been car- 
ried by the flanges. 

[This was one of the troubles with the original form of the Vautherin 
tie, and led to the substitution of a thickened rib instead of the hori- 
zontal flange on each of the lower edges. — B. E. R. T.] 

Tiiere was no trouble with maintenance, but as the length of the 
track in use with these ties was only 40 feet, it was impossible to sav 
whether they would keep the line straight. The rail attachments had 
given no trouble. Mr. J. 0. B. Moncrieff thought very highly of these 
ties and considered that if they were a little stronger, especially' around 
the rail seats, they would be a really serviceable article. From the 
results of these experiments he reported as follows : 

Those ties are of the same thickness as those for the Palmerstoii aud Pine Creek 
Railway (3 feet 6 inches gauge) and are, therefore, too slit^ht for the heavier track 
with 61-pound rails, of these lines of 5 feet 3 inches gauge. They were twenty-seven 
in number, aud were placed on the up and down tracks at the entrance to the Adelaide 
station. They were laid on April 10, 1886, and have been in use until now, June 3, 
1889, except during a few days when they were taken out for inspection. Three 
have been removed on account of cracks in the rail seats, and round the holes for the 
attachments. There are now twenty-four in the track and these are in fairly good 
order, although some of them are showing cracks similar to those in the rejected ones. 
Apparently these cracks were originally started in the creasing of the steep angles 
round the rail seats. They have been in use for one hundred and fifty-three weeks, 
and have had a traffic of 6,500,000 tons over them during that tiiue. 

Wooden ties, of jarrah, red gum, or sugar gum, cost about 84 cents 
each, and last about twenty years, under favorable conditions, in the 
southern part of the colony, but their durability in the northern or 
tropical part remains to be seen. 

Pabnerston and Pine Creek Railway. — In June, 1889, 1 received a very 
complete and interesting statement from Mr. A. B. Moncrieff in regard 
to a government line of 3 feet 6 inches gauge being built from Palmers- 
ton to Pine Greek, in the northern territory of South Australia, a dis- 
tance of 146 miles. The works are in general moderately light; there 
are 3J miles of curves of 660 feet to 1,320 feet radius, the rest being of 
larger radius; the grades include 12 miles of 1 in 60 (1.66 per cent.) 15 
miles of 1 in 60 to 1 in 80 (1.66 to 1.25 per cent.), and 12 miles of 1 in 80 
to 1 in 100 (1.25 to 1 per cent.). The bridges are up to 100 feet span. 
The road was not then completed. The object of the road is to develop 
a mineral country, and the traffic is generally light. ' The locomotives 
weigh 24J tons, and have a weight of 6| tons on each driving-wheel; 
the tenders weigh 17 tons. Track laying was commenced in July, 1887, 
under the superintendence of Mr. J. W. James. 
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Metal ties were adopted on account of the destructiveness of white 
ants. The ties are transverse, of steel, of the type known as MacLellan 
and Smith's patent embossed stamped steel ties. (See plate No. 18.) 
They are manufactared by Ibbotson Bros. & Co., of England, and cost 
$65 per ton, free on board, at an English port. They are coated with 
Dr. Angns Smith'scomposition. The general form is that of an inverted 
trough, with closed ends, and having a horizontal flange all round the 
lower edges. The trough part is formed with corrugations at the ends 
and near the rail seats ; this part is narrow at the middle, the top table 
and bottom flanges being of equal width ; at the rail seats it is wide and 
flat, with narrow flanges ; and at the ends it is wide, and is corrugated 
where it slopes down to the horizontal flange. The tie is 6 feet 3 inches 
long, 12 inches wide in the body, 14 inches wide at the ends and about 
2f inches deep. The top table is about 3 inches wide at the middle 
and 7 inches wide at the rail seats. The length of the trough is about 
5 feet 7 inches on the bottom, leaving 4 inches of flat plate at each end ; 
the top is slightly arched or curved. The tie has a uniform thickness 
of three-sixteenths inch, and weighs 56 pounds ; the fastenings weigh 
6^ pounds per set. It is horizontal at top and bottom, but at each rail 
seat there is a depression 3/a inches wide and about one- fourth inch deep 
on the outer side, forming a groove for the rail flange and having an in- 
ward slope of 1 in 26. This depression is an objectionable feature, as 
it is almost certain to cause cracks to start in the sharp angles, and this 
has been found to be the case. Experience in other countries has shown 
that i)roper fastenings are in themselves amply sufficient to hold the 
rails in place and prevent spreading of the track, so that this form of 
rail seat is therefore unnecessary. The expense and extra labor ex- 
pended on this part may be dispensed with and a better and more dur- 
able tie obtained which will be fully as efficient in service as the tie 
with the depressed rail seat. The fastenings consist of two clips and 
one patent Ibbotson '^ twin " or U bolt for each rail. The horizontal 
part of the bolt rests inside the tie, under the rail seat, and the two ver- 
tical parts pass up through the top table and clips ; these vertical parts 
are threaded and a nut is screwed down on each clip. The bolts are 
4rJ^ inches long, center to center of the vertical parts, which are three- 
fourths inch diameter; the horizontal part is three-fourths inch wide and 
flveeighths inch deep, with the upper face flat, to bear against the under 
side of thatop table. The clips are 2^ inches long on the rail, 2f inches 
wide, and fl ve-eighths inch thick at the middle. A groove is made in the 
outer clip and on the top of the outer side of the bolt, so that the track 
inspectors, when walking along the track, can see that the bolts and 
clips have been put in correctly. The ties are spaced as follows : For 
a rail length of 2L feet 2 inches, the joint ties are 1 foot 11 inches apart, 
center to center, the ties next to the joints 2 feet 4 inches, and the inter- 
mediate ties 2 feet II inches apart. For a rail length of 18 feet 5 inches, 
the joint ties are spaced I foot IL inches apart, the next ones 2 feet 5 
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inches, aud the intermediate ties 2 feet 11 inches apart. On curves 
they are laid radially. 

At switches and frogs, wooden ties are used; tliey are 8 inches hy 4 
inches section, and 6 feet 6 inches to 13 feet long. The rails are fast 
ened by steel spikes one-half inch square, 4| inches long, with heads 
1 inch long by IJ inches wide. 

The rails are of steel, of flange section, weighing 41 pounds per yard. 
They are 3^ inches high, 3;^ inches wide over the flange ; the head is 
l§ inches wide, with a top radius of G inches and three-eighths inch ra- 
dius of top corners. They are mostly 21 feet 2 inches long (20 feet 
]0| inches for short rails on curves), and some of them (not more than 
5 per cent, of the contract lots) are 18 feet 5 inches long. The joints 
are suspended and are fastened by splice plates 15 inches long, with four 
bolts three-fourths inch diameter, spaced 3^ inches center to center. The 
outer plate is flat, five-eighths inch thick, with bolt holes seven-eighths 
inch square, The inner plate is of a deep pattern, having a vertical 
web projecting below the flange of the rail, being 4\ inches deep over all, 
and having the ends of the lower web cut to fit the slope of the sides of 
the ties ; it is five-eighths inch thick in the upper web, aud three-eighths 
inch thick in the flange and lower web ; the bolt holes are seven-eighths 
inch diameter. The bolt holes in the web of the rails are oval, seven- 
eighths inch vertical by 1^ inches horizontal. A space of three-sixteenths 
inch is left between the rail ends at thejoiuts. The ballast is of broken 
stone or clean gravel ; it is C inches deep under the ties, 7 feet 6 inches 
wide on top, 10 feet 6 inches wide over the bottom ; between the rails it 
is level with the tops of the ties, but outside it is nearly even with the 
level of the rail head, rounded down alongside the rail to the underside 
of the head. The minimum quantity of ballast, for single track, is 
1,480 cubic yards per mile. The height from subgrade to top of rail is 
12 inches. 

There has not yet been sufficient experience to enable positive opin- 
ions to be given as to the value of these steel ties, but it is thought that 
they are rather too light, as they are found to crack slightly at the rail- 
seats and bolt-holes. The following particulars respecting the line are 
extracted from a report of the resident engineer, Mr. James: 

The steel ties are exceedingly strong, they stand well in the track and keep a good 
line. When traveling on an engine the road seems as elastic as if the line were laid 
with wooden ties. The contractors are highly pleased with them. They give no 
trouble when laid, and the cost for maintenance is very much lighter than with 
wooden ties. 

The climate is tropical but it can not be said yet whether it will have 
any eflfect upon the ties. 
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QUEENSIiAKD. 

Queensland Government Bail ways. — ^The lines in this colony 
are divided into ten divisions, and the condition of the railway system 
at the end of 1887 was as follows: Open for traffic, 1,895 miles^ under 
constraction, 208 miles ; proposals invited for constraction, 38 miles ; 
plans approved, 197 miles; total, 2,338 miles. The gaage of the rail- 
way is 3 feet 6 inches. The average cost for constraction has been 
abont $32,070 per mile, and the average cost for maintenance for the 
years 1884-'85-'86 was $704 per mile per annum. The lines are laid 
principally with steel flange rails weighing 41J or 60 pounds per yard.. 
There is said to be an abundant supply of iron-bark timber for ties. In 
September, 1886, a contract for 12,000 wooden ties for the Northern 
line was let at $8,250, or about 69 cents per tie. Sawn wooden ties 
cost from $65 to $90 per 100, and last from ten to fifteen years. The 
railway commissioner has condemned the further cutting of timber for 
ties, fences, etc., and has recommended the home manufacture of steel 
ties. 

Some years ago (about 1882) 1,000 wrought-iron cross ties of the 
Livesey pattern were laid on the Sandgate branch ; they wete 5 feet 6 
inches long, made of metal three-sixteenths of an inch thick, and had 
closed ends. They lasted for five years under moderate traffic, but 
generally fractured under the rail seats, owing to defective fastenings 
of the rails. The oxidization was not serious. They were laid in ordi- 
nary broken stone ballast. In October, 1887, a contract for stamping 
80,000 ties of the Phillips type was let to the Toowoomba Foundry 
Company, of Queensland, at $35,833.30. In December, 1887, a con- 
tract for 2,000 iron ties for the Southern and Western line was let at 
$4,156.25. In June, 1888, 100,000 ties of the Phillips improved type, 
weighing 84 pounds each, were being manufactured by the Toowoomba 
Foundry Company for the first section of the Xormanton and Oloncurry 
Railway. 

The ties designed by Mr. Greorge Phillips, superintending engineer, 
late inspector of railway surveys, are intended especially for up- 
country lines ; they dispense with ballast, the ground being plowed 
and the soil tamped into and around the ties. They are made of steel, 
and are of inverted trough section, with open ends (see Plate No. 19). 
These ties were first tried on the Harrisville branch of the Fassifem 
line, 80,000 being ordered. Of this first lot the plates were rolled in 
England and shipped fiat, and were pressed cold to shape in the col- 
ony, as Mr. Phillips wished to inspect the work. They were imported 
by the Government at a cost of about $30 per ton, and the Toowoomba 
Foundry took the contract to do the shaping at 43 cents per tie. The 
work was to be done under very strict specifications, but after a time 
tbe contractors claimed that the plates were not delivered to them in a 
workable condition, and they applied for extra compensation. It was 
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said tliat owing to careless inspection in England the plates were sent 
oat warped, twisted, and sometimes so unevenly cut that they would 
not go into the pressing machine. Two dippings in tar were specified, 
but the contract was. modified to permit the contractors to make one 
dipping only, on condition that they would forego their claim for extra 
compensation. The first ties for the experimental line weighed 60 
pounds; those now made weigh 84 pounds. 

Mr. W. A. Gross, engineer of existing lines, in his report dated April 
9, for the year 1887, stated as follows : 

An experimental line 65 cliains 71 links long [-4,336.86 feet if the English chain of 
66 feet is used. — E. E. R. T.] was laid down in Jane last on the Harrisville branch, 
upon Mr. George Phillips's system, viz, a snrface line Laviug metal ties and without 
ballast, and has been tested by the whole of the traffic for the district having been 
worked over it for a period of ten months, with the result that a fair measure of huc< 
cess had been obtained for this description of light lines. The system merits consid- 
eratiou in opening up the vast plains of the interior of the colony. 

In October, 1888, when the question of extending the Croydon branch 
railway from mile No. 13 to mile No. 42, from Normanton, a length of 29 
miles, came before the legislature, there was quite a heated discussion 
as to the proposed use of metal ties. The contract for building a part 
of the line had been let by a previous administration to Mr. Phillips, 
who was to use his metal ties ; as might be expected, the new adminis- J 
tration disapproved of what had been done by the opposite party when ^ 
in power, and this gave rise to considerable discussion. As shown fur- 
ther on, however, the line is being laid with these ties. 

In May, 1889, the following particulars were furnished by the com- 
missioner of railways in regard to the Phillips ties. They were laid 
on the Passifern branch of the Southern and Western Railway, and on 
the first section of the Normanton and Croydon Railway. The length 
of track laid was 37 miles 1,980 feet, including sidings, and the laying 
of GO miles more had been authorized. The maximum grade was 1 in 
66 and minimum curve 660 feet radius. The ties were laid in 1887-'88 
under the supervision of Mr. George Phillips and Mr. W. A. Cross, 
engineers. The traffic was mixed, passenger and freight, and the max- 
imum of trains was six per day. The engines weighed 34f tons, with 9 
tons on the driving-wheels. The ties were transverse, of trough sec- 
tion, 5 feet 6 inches to 5 feet 9 inches long, 5 inches to 6 inches deep, 
and weighing from 60 to 84 pounds each. They were of wrought-iron 
and steel, and were manufactured by Springall & Frost and the Too- ' 

woomba Foundry Company in the Colony, from imported plates. They 
were dipped in a com position of coal tar and asphal turn, andcost$1.99^ to " 

$2.50 each. The cost of maintenance was about $350 per mile per annum. 
They had not been done long enough to test their durability. The 
fastenings consisted of one riveted and one bolted clip to each rail. No 
special arrangement was made for curves. The lines are purely surface 
lines, with the exception of a few banks, the longest of which is only 
1,980 feet in length ; the ties are laid directly in the earth, no other 
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ballast being ased ; the ballast behaves excellently under the tie. The 
rails are of flange section, 414 pounds per yard, with suspended spliced 
joints. The ties were adopted for economy in construction and main- 
tenance, and so far the results had been perfectly satisfactory. There 
had been no trouble with the rail attachments, with maintenance, or 
from breakages. 

Fassipebn Eailway. — ^The following information relating to the 
iirst experimental line is condensed from a pamphlet issued by Mr. 
Phillips. 

The Government having consented to lay down a short length of rail- 
way with wrought-iron ties (see plate No. 19), in order to test the 
practicability of working and maintaining railways laid on the surface 
of even country, without ballast or drainage of any description, the ex- 
perimental line was laid in the form of a deviation near Harrisville, on 
the Fassifern branch of the Southern and Western Railway, upon a 
piece of even, black soil, melon-hole country, liable to be flooded after 
heavy rains to a considerable extent. The actual length of the experi- 
mental track was 4,336.86 feet, and on it were laid 1,988 wroughtiron 
ties. The ties were made for plates 66 inches long, 19 inches wide, and 
one-eighth inch thick ; they were 5 feet 6 inches long, 6 inches wide on 
top, 9^ inches wide on the bottom, and 6 inches deep. At each rail* 
seat a wrought-iron tie-plate, 12 inches by 8 inches by three-sixteenths 
inch thick, was fastened to the tie ; on the outer side of the rail it was 
fastiened by a three-fourths inch rivet which also held the clips for the 
outer side of the flange of the rail, and on the inner side by a threes- 
fourths inch bolt which also held the loose clip for the inner side of the 
flange of the rail. The ends were open, and the ties were tamped from 
the ends. . The rails were of steel, of flange section, weighing 41J 
pounds per yard. The total cost of the deviation, including the ap- 
proaches (total length, 4,898.52 feet), was $10,350.25, of which $2,000 
was due to the excessive price of the ties, which were manufactured 
(under contract) in the colony, at a cost of $2 each, or about $77.50 per 
ton, or about 100 per cent, of the value if they had been imported from 
England ; steel ties were then, it was said, being manufactured in 
England for India at $22.76 per ton. The line was opened to traffic on 
June 11, 1887, and up to June 11, 1888, it had carried a gross traffic of 
150,000 tons. It had been repeatedly submerged and in one instance 
trains were run over it at a speed of 25 miles an hour while the flood 
waters were running across the rails. The results were so satisfactory- 
that the Government let a contract in June, 1888, to the Toowoomba 
Foundry Company for 100,000 ties of a heavier pattern for the Norman- 
ton and Oloncarry Railway. These ties were made from steel plates 5 
feet 9 inches long by 18 inches wide and three-sixteenths inch thick ; 
they were 5 feet 9 inches long, 7 inches wide on top, 10 inches wide at 
the bottom, and weighed 84 pounds each, complete. After the bending 
and riveting, they were dipped vertically, for about twenty minutes. 
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into a caldron containing a composition of refined Trinidad asphaltum 
and coal-tar at a temperature of about 300^ Fabr. It has been shown 
that this experimental surface line can stand the test of recurring heavy 
rain-falls without its stability being seriously affected. 

Ceoydon and Noemanton liAiLWAY.— The ties for this line are 
made from steel plates 6 feet long, 18 inches wide before bending to 
shape, and three-sixteenths inch thick, with a strip 6 inches wide along 
the middle three-eighths inch thick ; this extra metal may be on the 
upper or under side of the plate, at the option of the manufacturer 
(see plate No. 19). The tie is 6 feet long, 7 inches wide on top (or G 
inches if the extra thickness is on the upper side) ; 10 inches wide at 
the bottom, inside ; 5 inches deep (or 5/^ inches if the extra thickness 
is on the upper side). The top corners are 1 inch radius, and the sides 
flare slightly outward. The top table of the tie is horizontal and the 
cross-section is uniform throughout. The rails are of flange section, of 
steel, weighing 41 J pounds per yard ; the flange is 3^ inches wide. The 
outer flange of the rail is held by a riveted clip 4J inches long, 2^ 
inches wide, three eighths inch thick, projecting seven-sixteenths inch 
over the flange. This clip is fixed at the exact place, with regard to the 

•flange of the rail, to give the correct gauge, and it is secured by two 
five-eighths inch rivets, 2J inches apart. The inner flange of the rail is 
held by a loose clip, 2^ inches square, seven-sixteenths to nine-sixteenths 
inch thick, projecting one-half inch over the flange ; the outer part has 
a rib on the under side which rests on the tie and so keeps the top of 
the clip horizontal. The bolt hole is thirteen sixteenths inch diameter. 
The bolt hole in the tie is kite-shaped, the point being turned toward 
the middle of the tie ; it is ^ by l-^V inches. The bolt is If inches long 
under the head, three-fourths inch diameter, with the Whitworth thread, 

. and has an eccentric neck 1 inch long, fitting into the narrow part of 
th^ bolt hole so as to prevent the turning of the bolt. 

In January, 1889, Mr. Phillips sent the following report of his ties, 
and his statement, together with the other information given, shows 
that under certain circumstances, at least, steel ties are adapted not 
only to replace wooden ties on the main lines with heavy traffic, but 
also for an economical constructiou of railways with small traffic in even 
country : 

I have just returned from North Queensland, where I have been constrncting a sec- 
tion of railway 36 miles in length on ray system. The country I am dealing with is 
between the port of Normanton, in 17^ 45^ south latitude and 141^ 10' east longitude, 
and a new gold field by the name of Croydon, situated aebout 85 miles east-southeast 
from Normanton. The country is almost uniformly even, and the Norman River is 
the only important river crossed. The first 4 miles are over gravel ridges, when a 
descent of 1 in 70 for half a mile brings the line down to the level of the river flats; the 
soil is dark clay with a slight admixture of alluvial sand. This description of coun- 
try extends to 14 miles, where the river is crossed with a' low, level timber bridge 
(principally 20-foot spans) on a sandstone-rook bottom. Thence to Croydon the 
country is very uniform in character — fine sandy soil, covered with a more or less 
thick forest of inferior and stunted timber, sometimeii dense enough to be called 
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brash or scrub. There is no forest timber of sufficient dimensions in the district 
available for ties or bridge work, neither is there any stone for ballast, except by 
qaarrying below the surface, and that is sandstone of an inferior and very soft de- 
scription. The conn try is almost uniformly even, except at the 4-mile peg, where 
there is a cutting of about 5 feet and an embankment of equal height. I commenced 
track laying July 7, and completed 32 miles on December 21) ; fully seven weeks were 
lost through non-delivery of ties, so that the average rate of progress was If miles 
per week of six working days. The number of men employed in (a) clearing track 
66 feet wide, (b) grubbing central width of 10 feet, (c) plowing, harrowing, and 
rolling the same, {d) track laying, (e) lifting and packing ties, and (/) straightening 
track, never exceeded G5, with one team of bullocks (12), and one horse. Cost i^er 
mile for labor only, $630 ; wages for laborers, i|2.50 per day; gangers, $3.15. The 
plowing, harrowing, and rolling cost (75 per mile, and is included in the $630. The 
total cost was under (15 per lineal foot. The best day's work was 2,772 feet, or 0.525 
mile, and the best week's work a little over 2 miles. No ballast has been provided 
and no side or cross drains cut; the only water-ways are at well-defined and water- 
worn channels. The total timber bridging on the 36 miles is 1, lOd linear feet, and only 
one box-drain has been put in. From 20^ miles to 36 miles there is not a single 
water-way of any description. 

The material train has never failed to run to the head of the road daily from the 
commencement of track laying, although there have been some very heavy thunder- 
storms with 1 to2 inches of rai n-fall in an hour. The track is laid with steel flange rails, 
41^ pounds per yard, 26 feet long, fastened to mild steel cross- ties, weighing 84 pounds 
each, 11' ties to a rail length. The average gross load of the material train is 100 tons. 
The locomotive employed is a six-wheel engine, built by DUbs & Co., of England ; 
this description of engine has a greater average weight per foot of wheel base than 
any other class of locomotives in use in Qneenbland. The country passed through is 
believed to be the softest in wet weather to be found in Australia, but so far no 
trouble has been experienced with the line. The country is infested with white ants 
(termites), and ties of the best hard wood of the colony will not last more than three 
years inthe form of ties. The government now' in power are not very favorable to 
my system, but I hope to be able to induce them to complete the Croydon Railway 
on my system. I believe my system might be applied with advantage to your 
prairie country, subject to heavy rain-falls ; that is to say, south of the snow regions- 

The steel tie and special construction of track, as already described, was designed 
by Mr. Phillips with a special view to its adaptability for economical construction 
and maintenance, particularly for up-country lines. He is an advocate of a simpler 
form of construction for such railways, in suitable country, than that generally em- 
ployed, and he thinks that this is rendered possible when ''such a very superior 
article as a metal tie is used, which can be pressed into any desired shape.'' His sys- 
tem is peculiarly adapted to conditions existing on the Australian continent, the 
country being generally very even, and not subject to snow-fall. Mr. Phillips thinks 
that it would also be applicable in the more southern parts of the western plains of 
the United States, and in Mexico over even country which is liable to heavy floods. 
The more or less open ends of the ties are an essential of this system, on account of 
providing for the drainage of the earth in which the ties are embedded and packed. 
On the experimental line no tendency to lateral displacement was observed on a curve 
of 660 feet radius. If, under any other circumstances, such a tendency shall be ob- 
served, it would probably be met by using a transverse web inside at the middle of 
the tie. In regard to a suggestion that the use of bolts would be cheaper, by reduc- 
ing the shop work, it has been stated that the difl^erence in cost wo9ld be small, and 
that rivets are preferred as giving a more exact and accurate gauge. The outer 
clips are bolted on templets while being riveted, so as to insure accuracy in fitting. 
No ballast is intended to be used with this system of track, the ties being simply 
packed with surface soil. The Phillips ties for the Fassifern line were the first metal 
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' ties noanufactured in Australia. Up to October, 188b, do ties of the type having a 
strip of extra thickneeis along the top table hsid been manufactured, owing to delays 
caused by the political circumstances already referred to. 

This system is only applicable to level country. The principle which the inventor 
works upon is that surface soil, when subjected to compression, will sustain a very- 
much greater weight than when loose or in its normal condition, and he instances 
the fact that well-beaten roads in soft country remain firm even when entirely cov- 
ered with water. The effect of the passage of trains will be to compress the soil 
along the line, and the natural surface drainage can escape under the rails and be- 
tween the ties ; in certain cases cross drains may be used. The life of the tie is esti- 
mated ns at least thirty years. 

NEW SOUTH WAIVES. 

l^EW South Wales Government Eailways. — ^The lines in this 
colony are of standard gauge, 4 feet 8J incbes. In July, 1888, there 
were 2,102 miles in operation and 66 miles under construction. The 
number of wooden ties used during 1887 was 77,451 ; of this number 
66,407 were for renewals and 11,044 for new side tracks, etc. Mr. B. 
M. G. Eddy, tlie chief commissioner of railways, states that experience 
with metal ties in that colony has been too limited to allow of any 
opinion of value being given yet. I have not received any particulars 
of such limited experiments as have been made. 

Mr. George Cowdery, one of the engineers of the government rail- 
ways, has designed a steel cross-tie, which is fitted with a tie plate 
at each end to give the rails the usual inward inclination and to com- 
pensate for the weakening of the tie by the stamping of lugs or clips 
up from the top table. A stud-bolt secures the rail and tie-plate to 
the tie, and a split taper steel key is driven between the rail and the 
head of the bolt. 

VICTORIA. 

Victoria Government Railways.— At the end of 1888 there were 
2,167 miles of railway in operation in this colony. These lines are of 5 
feet 3 inches and 3 feet 6 inches gauge. The maximum grades of the 
different lines range from 1 in 23 to 1 in 206, but average 1 in 40 to 1 
in 50. The average cost per mile for construction, exclusive of rolling 
stock, has been from $124,880 to $396,370 for double track, and from 
$16,130 to $79,660 for single track. The blue-gum ties used cost 96 
cents each. The agent- general in London states that he does not know 
of any metal ties being used. 

NEW ZEALAND. 

At the end of 1888 the colonial government owned 1,751 miles in 
operation, and there were also 92 miles owned by companies. The lines 
are of 3 feet 6 inches gauge. The agent-general in London states that 
metal ties are not used, and that it is not likely that the use of wooden 
ties will be abandoned. Mr. J. P. Maxwell, the general manager of the 
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government lines, states that there is an abundance of darable timber 
available. The wooden ties are 7 feet by 7 inches by 5 inches, cost 48 
to 96 cents each, and have a life varying from ten to twenty years. . 

TASMANIA. 

In Jane, 1889, there were 375 miles of railway open to traffic, of which 
1.71J miles were private lines, the remainder belonging to the colonial 
government. The gauge is 3 feet 6 inches. The agent-general in Lon- 
don states that metal ties are not used and are not likely to be used. 

Mr. Fincham, M. Inst. 0. E., eugineer-in-chief of the government 
railways, writing in June, 1889, stated that no metal ties are used in 
the colony, as there is an abundance of excellent timber, whieh enables 
the government to obtain ties 6 feet 6 inches by 9 inches by 4^ inches 
at prices from 36 to 48 cents each, including long carriage. 

SUMMARY OF METAL TRACK FOR SECTION NO. 3. 



South Australia ... 

Queensland 

Xew South Wales 
Victoria 



West Australia 
New Zealand . . . 
Tasmania 



Miles laid 

with steel 

ties. 



146 
40 



Total 



186 



Total 
mileage. 



22893— Ball. 4 14 



1,824 
2,103 
2,168 
2,167 

160 
1,843 

375 



10,640 



i 



Section 4. — ASIA. 



INDIA. 



Railway mileage. — The followiug table is condensed from a table in 
tlie administration report on " The Bailways of India" for 1888-'89, by 
Lieut. Col. L. Conway-Gordon, R. E., director-general of railways. The 
figures represent conditions at the end of March, 1889 : 

The raiUeays of India. — (March 31, 1889.) 



Kail ways. 



State imperial. 



East Indian 

PatnaGya 

Dildarnagar Gliazipur 

RajputanaMalwa 

Ben^al-Najrpur 

Southern Mabratta 

Sonthern Mahr<«tta (Mysore section) 

Indian Midland 

Yillupnram Dharmavaram 

Bezvada extension 

Dliond Manmad 

Bhopalltarsi (British section) 



Total in the hands of companies 



Northwestern 

Siud-Pishin, Chaman extension 

Oude and Rohilkund , 

Bengal Central 

Wardha Coal 

Jaramu and Kashmir (British section) 
Toangoo Mandalay extension 



Total in the hands of the State. 



State provincial, 
BareillyPilibhit 

Total in the bauds of companies. 



Eastern Bengal. 



Nalhati 

Tirhoot 

Lucknow-Sitapur-Sihranian 

Jorhat 

Cherra Componyganj 

Aniritsar-Pathankot 

Burma. 



Total in the hands of the State. 
«10 



Gauge. 



Ft. In. 
5 6 



5 
5 
3 
5 
3 
3 
5 
3 
5 
5 
5 



5 
3 
5 

5 
5 

r> 

5 
3 



5 
3 
2 
4 
3 
3 
2 
2 
5 
3 



6 
6 

3g 
6 

I' 

6 

6 



6 
6 
6 
6 
6 
31 



3 3§ 



li 



38 
H 


6 
6 
31 



Total an- 
themed. 



Miles. 

1, 613. 25 

57.25 

12.00 

1,672.50 

827. 00 

1. 041. 75 

296.25 

679. 25 

383.75 

21.50 

145.50 

13.00 



6, 663. 00 



2, 396. 50 

27.00 
739.25 
125.25 

46.50 

8.75 

223. 50 



3, 566. 75 



36.00 



36.00 



770.00 



Total 
open. 



MUes. 

1, 513. 25 

57.25 

12.00 

1,664 50 

293. 00 

854. 00 

219. 75 

514.50 

82.76 

21.50 

145.50 

13.00 



5, 391. 00 



2,381.25 



602. 25 

125. 25 

46 50 



222. 00 



3, 467. 25 



36.00 



36.00 



673. 25 



27.25 


27.25 


273. 25 


273.25, 


124. 00 


106. 00 


30.75 


30.75 


15.00 


7.50 


64.75 


64.75 


335. 75 


333.00 



1, 640. 75 ; 1, 515. 75 



Total dou- 
ble track. 



Miles. 
474.25 



1.25 



475.50 



2.25 



2.25 



29.25 



i 



29. £5 
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The railways of India, — {March 31, 1889)— Continued. 



Railways. 



GuaranUttd eompawiu. 



Madras 

Soath Indian t 

Great Indian Pen insula 

Itoinbay, Baroda. and Central India. 



Total guaranteed companies 

AsHsted companies. 



Da]:jeelixig-Hinialayan .... 

Tarakeshwar 

Deoghnr 

Dibru-Sadiya 

Bengal and Northwestern . 
Rohilkand and Kninaon  . 
Delhi, Umballa and Kalka. 
Tbaton-Duyinzaik 



Total assisted companies . . 

Foreign. 



Pondicherry 



Gaage. 



Ft. In. 
5 6 
3 3| 
5 « 
5 6 



2 
6 




6 



3 3§ 



3 

3 
3 
5 



3| 
H 

I* 



2 6 



3 3| 



West of India PoTtugoese ' 3 ^ 



Total foreign 



Native States. 



H. H., the Kizam's goarantied 

Kbanigaon 

Amraoti 

H. H., the Gaekwar'rt 

H. H., the Gaekwar's, V. M. H 

H. H., the Gaekwar's, A. P 

Bbopal Itarsi (Native State section) 



Total in the hands of companies. 



Bhavnagar G., J., Porbandar 
Morvi 



Jodhpore 

RojpuraBhatinda 

Kolbapar 

Jammnand Kashmir (Native Stato section). 



Total in the hands of the State 



5 6 

5 6 

6 6 

2 6 

3 3| 
5 6 
5 6 



3 H 

2 6 

3 3i 

5 6 
3 3| 

6 6 



Total an- 
thoriEtd. 



Miles. 
839.25 
654. .?0 

l«i'88.25 
4G1.M 



3, 243. 00 



61.00 

22. 2S 

4.75 

77.50 

510 25 

54.50 

162.00 

8.00 



890.25 



7.75 
51.00 



58.75 



489.25 
7.50 
6.50 
71.25 
64 50 
22.60 
44.00 



704.50 



328.75 

9.3.00 

123. 75 

1U.25 

28. 75 

16.00 



703.50 



Total 
open. 



Miles. 
839.25 
6.'i4.50 

1,288.25 
46L0O 



3, 243. 00 



Total dou- 
ble track. 



Miles. 
42.50 

'"":i23*75 
60.00 

42«w25 



51.00 
22.25 
4.76 
77.50 
276.25 
64.60 



8.00 



594.25 



7.75 
51.00 



58.75 



329.25 
7.50 
5.50 

58.75 
27.50 



44.00 



472.50 



259.75 

oaoo 

123.75 
15.25 



466.75 



SUMMARY. 



y 



Railways. 



State Imperial. 

lo the hands of companies 

lo the hands of the State 

State provincial. 

To the hands of companies 

In the hands of the State 

Gaarantced companies 

Assisted companies 

Foreign railway's 

Native States. 

In the hands of companies 

In the hands of the State 

Total 



Total au- 
thorized. 



Miles. 
6, 663. 00 
3, 866. 75 



36.00 

1, 640. 75 

3, 243. 00 

890.25 

58.75 



704.50 
703. 50 



17, 506. 50 



Total 
oi>en. 



MUes. 

6,391.00 

3,467,75 



36.00 

1, 515. 75 

3, 243. 00 

594.25 

58.75 



472.50 
466. 75 



15,245.25 



Total dou- 
ble track. 



MUes. 
475.50 
2.25 



29. J5 
426. 25 



933.25 
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General Remarks {Forms of metal ties). — Experiments with varioas 
types of metal ties have been made daring the last twenty-years on 
different lines, the first trials having been made on the State railways, 
abont 1873, and some of tbese types have been in service for a sufficient 
time to enable reliable data to be gathered and conclasions drawn as to 
their merits in point of efficiency and economy. The principal types 
used may be divided into the following classes : (1) Cast-iron and steel 
bowls and cast-iron plates (all arranged in pairs and connected by the 
rods or tie-bars 5 (2) Wroaght-iron and steel cross-ties. Various forms 
of these types have been used and various methods of rail fastenings 
have been tried with them, while the different systems of track have 
been tried under various conditions of road-bed and traffic. Large 
orders for cast-iron plate ties and steel ties are given out from ^ime to 
time for the State and private lines. The cast-iron bowls are said to be 
becoming obsolete, having been found unsuitable under fast traffic; al- 
though they have done good service in the past, they are not being 
used much now on new work, and on lines where they have been in 
use they are gradually being replaced. One objection to them is the 
difficulty of getting them properly packed with ballast so as to keep the 
track in proper line and surface. Sand is the only satisfactory material, 
but it must be covered with stone or other coarse material to prevent 
dust, and it is liable to be washed out. The cast-iron plate ties (^^ Den- 
ham-and-Olpherts'' type) have given very excellent results and are in ex- 
tensive use, while large numbers are being manufactured. Until recently 
these plate ties were nearly all imported from England, but are now be- 
ing manufactured by at least two iron works in India, at Jamalpur and 
Burraakur ; the home manufacture seems likely to become an important 
industry. Details Of the manufacture are given elsewhere. Another 
type of tie which has been extensively used within the last few years, 
and which is giving satisfactory results, is the steel cross-tie designee! 
for the lines of the State railways system, and used for lines of 1 meter 
gauge and the Indian gauge of 5 feet 6 inches. They have been used 
on frontier lines with heavy traffic, and appear to be the standard type 
of the future- 

The following is from a communication from Mr. T. W. Jones, of the 
East Indian Eailway, dated in October, 1889: 

Very few metal ties are used on our meter-gaage lines; most oi them nse sal or de- 
odar wood. I have had charge of from 70 to 100 miles of track for the last twenty 
years, and have had experience with oval aud round cast-iron bowls, Barlow's longi- 
tudiDals, Denhain ties, and three patterns of Denham-Olpherts ties. Bowls do well 
in side-tracks, but are not suited for high speeds, as when well packed they make a 
very unyielding track, while, if loosely packed, they break. Barlow's system is a 
longitudinal with two chairs cast on it, and an angle-iron tie bar is bolted to the plates 
at the middle ; these also do well in side-tracks, but break lengthwise, under the 
rail, when run over at high speed. The Denham cast-iron plate ties .give good re- 
sults but have three weak points: First, the wooden key for the rails; second, the 
wooden block under the chair; third, the tie-bar, which does not hold the rails to- 
gether after the plates brealc. {t c£^d, hQwever, be packed wltl^ an^ sort of baUasti 




213 

ftnd makes a smootli track ; the number of breakages is also very sma.11. I have had 
experience with all classes and wei^j^hts of the Denham-Olpherts cast- iron plate ties, 
and thiuk the present shape is far the best cast-iron tie that has been made up to 
date. The first Denham-Olpherts tie was of a much lighter section, and the rail 
instead of being suspended, as now, by the top-table, rested on wooden blocks; as 
the blocks became crushed and also on account of the lightness of the outer jaws, 
the number broken in the first year was. larger than it is now. This e;£plain8 the 
average of .84 per cent, on page 15 of your report [preliminary report ; Bulletin No. 
Ill— E. E. R. T], although I have never heard of the percentage being more than 
.70 per cent., and this only where light plates were used and the men were careless. 
The average now is about .40 per cent., I believe. The Indian Midland Railway 
has only nsed the latest type, and this explains the small number of breakages on 
that line. Bowls of corrugated steel have been largely used on the Oudo and Rohil- 
knnd Railway, where they are packed with sand ; but although better than the cast- 
iron bowls, they are not satisfactory where the speed is high and rolling-stock heavy. 
Tozer's steel cross-tie (see England) has been used on some of the state lines with 
double-headed rails. With flange rails a steel cross-tie similar to that in use on the 
Northeastern Railway of England has been tried. This latter type has been adopted 
as the standard on the new Bengal-Nagpur Railway, but engineers of experience are 
of opinion that the metal will soon be rusted away, especially on the sandy plains, 
where there is a good deal of salt in the earth. 

The advantages of using the Denham-Olpherts ties in India are as follows: (1) 
Every part can be made in the country by uneducated native workmen, and without 
very expensive machinery, at a lower price than is paid for good, hard wood ties. 
The cost of good sal ties is 5 rupees to 5 rupees 4 annas (21^1.67 to $1.75); chairs, spikes, 
keys, etc., 48 cents, or atotal of 6 rupees, 8 annas to 6 rupees 12 annas ($2.16 to |2.24) 
» per tie, while the metal tie costs 5 rupees 8 annas ($1.83) complete. The wooden ties 
when removed from the track can be sold for 8 to 16 annas, while the cast-iron ties, 
which cost 55 rupees ((18.33) per ton when new, are wortk 30 rupees ($10) per ton as 
scrap ; a new tie can almost be made out of the remains of an old one. At present 
we have no appliances for working up old steel ties into new ones. (2) There is no 
danger from fire, and in a country where on a May morning three or fonr ties some- 
times catch fire on a mile of track, this is an important point. (3) There are no 
wooden keys to keep tight or renew. (4) There are no spikes to work loose or break, 
or for the villagers to steal. (5) The gauge is always preserved and does not require 
constant adjusting. I find that Denham-Olpherts ties require to be carefully packed 
at least three times before the ballast is boxed up. In this respect they are at first 
a little more trouble than wooden ties, but once they get a good bearing they stand 
three times as long as wooden ties. The rails do not creep nearly as fast where Den- ' 
hani-Olpheits ties are used, and the lower table of the rails does not get marked or 
indented as on track where it is -supported in chairs, and it is consequently available 
for service after the upper table is worn out. About two years ago a young in- 
spector on a state railway, who was then using Denham-Olpherts ties for the first 
time wrote to me in great distress ; the ballast was very poor, and he said that do 
. what he would the ties were continually loose. I replied that a little patience was 
|L necessary and that when once he had his Denham-Olpherts ties properly bedded 
I ' he would find little trouble with them and could reduce his maintenance gangs. 
Twelve months, later he wrote again, saying that his down track, which was laid 
with the Denham-Olpherts ties, gave 25 per cent, less trouble than the up-track, which 
was laid with wooden ties, and he only wished the chief engineer would allow him to 
relay the up-track. The saving in labor is even more apparent after the fourth year 
when a track on wooden ties begins to need a lot of repairs, unless the renewal of 
ties has gone on systematically and carefully all the time. Even where wooden ties 
are changed monthly, there is generally an extra large number to renew after a cer- 
tain period and this continual pulling about of the track does not conduce to smooth 
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ranning. Daring the hot months it is almost impossible to keep wooden keys in 
the chairs, even with a man to every 2 miles of rails ; and the villagers being very 
fond of iron spikes, which they find useful for making agricultural implements, a 
great number are stolen annually; I have known 200 taken in one night from a mile 
of track. This explains why 1 prefer metal ties. 

We use the hardest stone procurable, broken from three-fourths inch to 2 inches 
diameter, or cube, for ballast, and when a road is laid with at least 6 inches of this 
under the ties, the Denham-Olpherts tie gives as elastic a track as can be desired. 
Most cast-iron ties are unpleasantly rigid, and thus damage the rolling stock. One 
of the gravest defects in many of the steel ties used with flange rails is that a rail 
can not be renewed without bending one of the clips, which fit over the flanges, and 
this forcing of the clips upwards often results in breaking them and the tie is then 
comparatively useless. With mild steel this ought not to occur, but there is no 
gainsaying the fact that large numbers may be seen which have been damaged in this 
way. One type of tie did not admit of the rail being taken out at all, and the only 
way in which a defective tie could be removed was by taking off the fish-plates, slew- 
ing the rails out of line, and then slipping the ties off the end one by one. Most of 
the steel ties are also made of metal far too thin for the heavy strains which ties have 
sometimes to bear, when improperly packed or when owing to the bank sinking they 
are left partially unsupported. Of course this is done to lower the price, but such 
ties can not be economical, and railway engineers would do well to refuse to have 
anything to do with, ties which are only three-eighths inch thick. Plates one-half 
inch thick give much better results and are cheaper in the end. 

Ballast for metal ties. — Diflferent materials have been used; sand, 
gravel, burnt clay, broken brick, and broken stone ; the first two are 
principally used with metal ties. According to a paper on Stone bal- 
last in India, in the Eailroad Gazette, New York, May 3, 1889, the 
cast-iron bowls were not found suitable for fast traffic on account of 
their making a very rigid road and the large number of breakages. 
For packing these bowls, fine sand was generally used, and in some 
cases where they were packed with gravel or broken brick the results 
were very bad, "from 25 to 40 per cent, having failed in two years 
under moderate traffic." Where sand was used an upper layer of brick 
or stone about 3 inches thick was found necessary in order to prevent 
the sand from fiying up and damaging the machinery and bearings of 
the engines and rolling stock. In one or two cases where hard stone 1 
to IJ inches in diameter was used, very good results were obtained, and 
the track was more elastic than with sand or any other description of 
ballast. The Denham-Olpherts cast-iron plate ties are usually packed 
with hard stone ballast, but where double-headed rails are used (the 
rails being suspended by the head instead of resting in the chairs) the 
track is as elastic as track on wooden ties. Sand, gravel, and stone are 
used with the steel cross-ties. 

Wooden vs, metal ties. — The wooden ties used are mainly of imported 
creosoted fir, or of native s^l or deodar, the sal being the best for the 
purpose. There has naturally been considerable controversy over the 
respective merits of wooden and metal ties, the former being indorsed 
by some few engineers, but mainly by parties interested in private forest 
properties. The testimony of numerous eminent and practical engineers 
in favor of the latter, and the steady increase of their use after years 



^ 



215 

of experiment and experience, briugs the balance of competent opinion 
decidedly in favor of the metal ties. In February, 1888, the following 
prices were given by a correspondent of Indian Engineering, a Galcntta 
paper, the prices for the wooden and cast-iron ties being those of the 
East Indian Sail way and that of the steel ties of the Onde and Bohil- 
kand Eailway: Sal and deodar ties cost 5 rupees ($1.66) and 3 rupees 
8 annas ($1.16) each, respectively ; bnt as the iron chairs and fasten- 
ings cost 1 rupee 13 annas 9 pice (60 cents), the total cost per tie was 6 
rupees 13 annas 9 pice ($2.26) and 5 rupees 5 annas 9 pice ($1.76) each, 
respectively. The Denham-OIpherts cast-iron plate ties cost 5 rupees 
13 annas ($1.91) each complete, and the steel ties 9 rupees 4 annas 
($3.05) each, imported. The average life of a deodar tie is about ten 
years and of sal about eighteen years; other authorities give the life at 
twelve years for s^l, seven years for deodar, and five years for creosoted 
pine. The number of renewals has been pnt at about 10 per cent, per 
annum for wood and 1 per cent, per annum for Denham-OIpherts iron 
ties. Jungle- wood ties have been tried on the Eohilkund and Kumaon 
Eailway, but the wood was found unsuitable for this purpose, as it can 
not stand exposure to wet and rain, and decays verj^rapidly. At the 
beginning of 1887 there were 70,000 of these ties in the track, but during 
that year 21,000 were renewed, and in the first half of 1888 over 17,000 
were renewed, that is to say, in eighteen months more than half the 
ties on the line had been renewed, SM was used in place of the jungle 
wood, and the company's report of November, 1888, stated that there 
were ,at least 5 8S.I ties under every rail. The weight of the heaviest 
wooden tie, with chairs, spikes, etc., complete, is about 240 pounds ; 
and of deodar ties 180 pounds. 

It has been claimed that in case of derailment there is likely to be 
less damage to track and rolling stock if the accident occurs where 
wooden ties are used than would be the case where metal ties are used ; 
while this may be true to some extent, the metal tie is likely to give a 
better and safer track and less liable to derailment than a wooden tie. 
European experience has shown that a steel-tie track can be made to 
withstand derailments, and the Sind-Pishin Railway in India has put 
in a hydraulic press for reshaping steel ties, and steel ties damaged in 
this or other ways, have been repaired at small cost and put in service 
again. 

The following comparative estimates of the cost and expenses of 
wooden and metal ties appeared in the Indian Engineer during 1 888. The 
first is for deodar wood and Denham-OIpherts cast-iron ties in main 
track ; and the second is for sal wood and cast-iron bowls for sidings. 
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Rupees. 


TJnited 
States cur- 
rency. 


No. 1 (toood), 
1 760 dAodar ties, with fittinffs at 5 ninees 1 anna ............................. 


«,910 
3,960 


$2, 970. 00 
1, 320. 00 


Ttt. 200 cabic vards ballast, at 5 roDees Ber 100 






 

Less valae of 1,760 fire>wood ties, at 4 annas (8 cents), when taken ont of (rack. 


12, 870 
440 


4, 290. 00 
146. 66 


Balance........ 


12, 430 


4, 143. 34 






No. 1 {iron). 
1.700 Denham-Olnherts ties, comnlete. at 6 rupees 


10,560 

2,772 


3, 520. 00 


55.440 cubic feet of ballast, at 5 moees ner 100 1............. 


924.00 






m 

Less value of 3,520 plates and 3,520 jaws when broken, loss 5 per cent, for loss 
of small pieces = 148^ tons, at 30 rupees ($10.) 


13. 332 
4,455 


4, 444. 00 
1,485.00 


Balance 


8,877 


2, 959. 00 







This shows a saving of 3,553 rupees ($1,184.34) per mile by using iron 
instead of wooden ties, supposing the life of each to be the same ; but 
as the former will last at least twice as long as sal, and three times as 
long as deodar, the economy is still greater. 



No. 2 (toood). 

1,600 sAl ties, at 5 rapees each 

3,200 cast-Iron chairs (2L pounds) 8 annns each 
6,400 wrought-iron spikes at 1 auna each 

Total 

No. 2 {iron). 

1,600 bowl ties, complete, at 7 rupees each .... 
Extra coat of laying 

Total 



Rupees. 



8,000 

1,600 

400 



10,000 



11,200 
100 



11, 300 



Uniteil 

States cur* 

rency. 



S, 666. 66 
53^34 
133. 33 



3, 333. 33 



3, 733. 33 
33.33 

3, 766. 66 



The saving in first cost wouW, therefore, be 1,300 rupees ($433.33) per 
mile in favor of the wooden ties. Under the most favorable conditions 
the cost of the track with wooden ties for 50 years would be as follows : 



First cost 

Two renewals, 1,600 by 2 new ties, at 5 rupees 

Total 




United 
States cur- 
rency. 



$3, .S33. 33 
5, 333. 33 

8, 666. 66 



The value of the wooden ties taken out would not more than pay the 
cost of labor in taking out the old and i)utting in new ties, and may 
therefore be left out of consideration. The cost of the track with iron 
ties for the same period would be 11,300 rupees ($3,766.06) i)er mile for 
first cost and labor, or a total saving of 14,700 rupees ($4,900) per mile 
in favor of the metal ties. In such side-tracks, except in case of acci- 
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dent, the life of these metal ties may be estimated at fifty years, while 
wooden ties require renewal every twelve or fifteen years, it being an 
nndonbted fact that white ants, wet and dry rot, etc., destroy wooden 
ties mach faster in sidings than in the main track. 

There are materially different conditions in different parts of so large a 
country; but, speaking generally, wood is not procurable in quantity as 
a rule, and must therefore be transported from one section to another to 
a certain extent. In Bengal wooden ties last about five years, as they 
soon split under the intense heat and rot during the rainy season. In 
Burmah iron- wood and teak ties are used; the former is not attacked by 
the white ants and is little affected by dry rot, the latter is softer and 
lasts about 8 or 10 years. I^ative hard and soft woods cost too much and 
are not obtainable in sufficient quantity ; imported creosoted pine is 
cheaper but not durable. The tropical climate is hard on wood, and the 
white ants destroy large quantities of timber in a very short time. Metal 
in some form or other is surely taking the place of wood. Sir A. M. Een- 
del, consulting engineer of state railways, states that the cast-iron plates 
and steel crossties, though dearer in first cost than imported Baltic tim- 
ber, and in' Upper India than sal or deodar, are cheaper in maintenance 
than any kind of wood. Metal, taking durability into account, is cer- 
tainly more economical, and in Bengal steel ties are used for cheapness 
and because timber is not procurable with facility or in sufficient quan- 
tity. The advantages of metal are eminently in economy. Comparisons 
made by engineers on the state railways between tracks with metal and 
tracks with wooden ties show decidedly in favor of the former. But 
metal ties are also more efficient, and one of these engineers stated in 
his report that, in his opinion, metal ties should be used in preference 
to wooden ties even if the latter were obtainable sufficient in quantity 
and quality at the existing prices. It is difficult to obtain a large and 
regular supply of wooden ties, and the price of timberjs said to have 
been doubled during the last twenty years. 

Tie bars. — When separate pieces are used, connected by a transverse 
tie bar or tie-rod, as in the case of cast iron bowls or plates, experience 
has shown that each pair should be so connected. In the case of floods 
on the Northwestern Railway in November, 1887, at a part where only 
the alternate pairs of bowls were connected by tie-rods, the sinking or 
softening of the embankment allowed the disconnected bowls to part 
when the weight of an engine came upon them, and a train was thereby 
derailed and wrecked. After that it wa« decided to put a tie-bar to 
every pair of bowls. 

Bowl-ties. — In The Indian Engineer, January 16, 1889, it was stated 
that about twenty-three years previous this type of track was not in 
favor on the Madras Railway, and large stocks were allowed to lie on 
the beach at Royapuram for months together ;. now it is the standard 
for the whole line. More than twenty years ago the East Indian 
Railway Company found that this same form of tie was unsuited for a 
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line with high speeds and heavy loads, and they were either replaced 
by some other type or used in sidings only; in the face of this the Great 
Indian Peninsula Railway still adheres to it as its standard tie, and is 
not only using it for maintenance, but also on the doubling of the line 
which is being pushed on vigorously. The Indian Midland Railway is 
also using it, and the Sind, Punjab, and Delhi section of the Northwest- 
ern Railway is still laid with bowls for some distance, although in this 
part of the country they are not held in such high estimation as formerly. 
The Oude and Rohilkund Railway is now losing a bowl-tie of corrugated 
steel. Mr. Ernest Benedict, in a paper on Metal Sleepers for Railways, 
read before the Institution of. Engineers and Shipbuilders, Glasgow, 
Scotland, in March, 1877, mentioned the following roads as using cast- 
iron bowls : Madras Railway, 800 miles ; Oude and Rohilkund Railway, 
444 miles; Great Southern of India (South Indian), 86 miles; Scinde, 
Punjab, and Delhi Railway; Bombay, Baroda, and Central India Rail- 
way; East Indian Railway; Eastern Bengal Railway; Calcutta and 
Southeastern Railway. 

The Government, in 1875, decided against cast-iron bowl sleepers (ties) on the 
Madras Railway and in Bengal, on the groand of their extra cost as compared with 
wooden sleepers. They, however, made a proviso that if iron sleepers conid be made 
in India of native iron this conclusion might be reversed. The question of the com- 
parative advantage of wooden and iron sleepers should, they said, be treated from a 
purely financial point of view ; that is, all payments whether in first cost, renewals, 
or intt^rest on both, should be taken as part of the money spent on the sleeper! ng. 
Snppo^iag the bowls to last twenty-four years, the total amount spent on them (in- 
cluding prime cost, renewals, and interest) would come to 36,846 rupees a mile at the 
end of the twelfth year, and 74,063 rupees at the end of the twenty-fourth year. 
Taking the bowls to last fifty years, the figures would be 32,734 rupees and 62,574 
rupees. With wooden sleepers lasting twelve years, the cost would be 23,530 rupees 
and 52,551 rupees, respectively. 

Mr. Benedict believed at that time in a comparatively small bowl, of 
circular form, with the bearing in the center; plenty of these ties to be 
used and each pair connected by a tie-bar. He considered them 
stronger, handier for the natives, and more firm in the ballast. While 
they had not been tried on lines with very heavy traffic, he believed 
they would answer on all other lines, and in side tracks would be prac- 
tically everlasting. In regard to the white ants, he stated that they 
work in a covered way of clay ; they could not bear the shaking of a 
railway which destroyed their covered way, and, therefore, did not 
attack ties in the main track. 

In some cases the bowls were found to make too rigid a track, and 
in some rock cuts it became necessary to put a greater depth of ballast 
under them. 

Manufacture of ties in Jw(lia.— Cast-iron ties are now manufactured 
at the Burrakur Iron Works, Burrakur, Bengal, and at the works of 
the East Indian Railway Company, at Jamalpnr, Bengal. The engi- 
neering press advocates the establishment of more extensive works, so 
as to make the manufacture of ties and other material for railways and 
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general use a home industry, instead of importing so largely from 
England as at present. There is abundance of good ore, with coal and 
limestone, all practically unworked, while thousands of tons of cast- 
iron ties are brought from England every year, and the railways have 
large stocks of old rails on hand. Experience at the railway shops and 
foundries has shown that native labor can be utilized. The Govern- 
ment has been urged to assist in this enterprise, and there have been 
propositions to establish steel works at Burrakur. The Burrakur Iron 
Works supply pigiron and manufacture large quantities of railway 
chairs and ties. In Februarj', 1888, it was reported that they were 
carrying out a large order for Dehham-Plpherts plate ties, at the rate 
of 10,000 per month. The prices of chairs and ties was about 3 rupees, 
8 annas per 112 pounds (about 97 cents per pound) ; or 55 to 58 rupees 
(118.33 to $19.33) per ton. From Mr. Eitter von Schwarz, superintend- 
ent of the works, I have received a very full report. Jamalpur is prac- 
tically a railway town, having the works of the railway company, while 
the majority of the inhabitants are employed in the offices or work- 
shops. At the foundries, attention has been given to the production 
of theDenham-Olpherts plate ties, the company using its own scrap, 
supplemented by pig-iron from the Burrakur Iron Works. About 
10,000 tons of castings have been worked up into 100,000 of these ties. 
During the year ending March 31,1889, 100,000 of these ties were made, 
and the men were then at work on a number for the Patna-Gya Bail- 
way. At the end of 1888, the shops turned out 400 or 500 complete 
ties per day. A large quantity of the Burrakur iron was used, the use 
of imported iron having been suspended. The wrought-iron for the tie- 
bars, keys, etc., is made from old rails and other scrap, and rolled by 
the company's rolling-mill, which is said to be the only one in India 
and is worked with marked success. Having found that considerable 
economy would result from manufacturing the ties for its own lines, 
the company has* engaged an inspector from England to superintend 
the work and to carry out the tests required by the specifications 
adopted for sipiilar ties manufactured in England. 

Cast-iron vs. steel ties. — There is naturally considerable difference of 
opinion between the advocates of cast-iron and steel ties, and the matter 
of breakages and damages to track in cases of derailment of trains is 
one of the disputed points. A correspondent of Indian Engineering, 
March 24, 1888, stated that in February, 1888, a spare tender was de- 
railed at a crossing and dragged for 200 feet over a track laid with Den- 
ham-Olphert's ca^t-iron plate ties without doing any damage ; the track 
was fully ballasted. He also instances a case in which the middle car 
of a train was derailed and dragged nearly one-fourth of a mile over a 
track laid with wooden ties ; every deodar and fir tie was damaged, manj^ 
being broken in two, and having to be taken out; the track had been 
opened out for repairs, and the ties were uncovered. In this connection 
it should be noted that, while accidents are among the points to be con- 
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sidered, they are of comparatively minor importance to the question, 
and it must be remembered that the results of accidents are very vari- 
able. In one case a derailed wheel may cause very little damage to the 
track, while in a similar case, and under apparently similar conditions 
the track may be practically destroyed. As a rule, cast-iron is not consid- 
ered by engineers as a suitable material for such use in railway track, 
owing to its liability to fracture under sudden or heavy shocks ; and, while 
under certain conditions, this material has given good results and has been 
extensively used, the general experience— including that of India — 
points to steel as the metal most suitable in every way for railway ties. 
The correspondent above referred to is an advocate of cast-iron ties, and 
claims that steel ties can not be made in India, have little if any value 
as scrap, and are difficult to tamp. He thinks the minimum weight of a 
steel tie should be 160 pounds. The future growth of industry in India 
may include the establishment of steel works, as noted in the preceding 
X)aragraph, and certainly the steel ties are very highly spoken of by 
competent authorities. It is said that the Indian Government has 
adopted the steel tie for the State and frontier lines, on account of the 
danger, from a military point of view, attending the use of cast-iron 
bowls. Experiments have shown that a road on the latter can be de- 
stroyed in a very short time with a few sledge- hammers. It would seem, 
however, that the same sledges might be used to knock out the key 
fastenings of the steel ties for a few rail lengths and the rails removed ; 
but, of course, with cast-iron, the jaws would be knocked and the bowls • 
cracked, rendering them quite useless. As regards the cast-iron plate 
ties, it is said that cracked plates have been kept in the track without 
showing any tendency to shift. 

Steel ties, — The steel ties which are now so extensively used were de- 
signed by Sir A. M. Eendel, consulting engineer for State railways, and 
have given excellent results, while the key or wedge fastening used has 
proved very successful in service. The ties are of mild steel, and are 
manufactured by most of the large steel works in England. Mr. Eendel 
states that any danger from rust is very remote, and that the ties will 
stand under heavy traffic. Up to 1888 about 525,000 tons of steel ties 
had been sent out from England, and about 70,000 or 80,000 tons have 
been sent out since that time. An objection which has been made 
against some of these ties is that there is extra trouble in renewals ; the 
arrangement of the clips or lugs is such that the rails have to be canted 
in order to fit the flange of the rail on to the seat, and the objection is 
that to renew one tie two rails must have the joints unfastened, the 
keys all driven out, and must then be lifted out 5 the old tie is then re- 
moved, the new one put in its place, the rails put back, keys re-driven 
and joints fastened. One way of avoiding this trouble is to bend back 
one of the lugs of the tie sufficiently to allow the tie to drop from the 
rail when the ballast is removed, but it is difficult to get a purchase on 
the lugs while the tie is in place. The trouble may be reduced by taking 
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oat one rail only, and then tilting up the free end of the tie until the 
other end can be slipped off the rail-flange. The objection does not, of 
coarse, obtain with ties which have the clips sufficiently wide apart to 
admit the rail-flange horizontally. The engineers of the roads using 
these ties have reported very favorably of them. (Notes of special re- 
l)orts will be found included in the matter relating to the Northwestern 
Railway, Southern Mahratta Railway, Sind-Pishin Eailway, Nizam's 
Railway, and South Indian Bailway.) Mr. Bull, of the Cuddapah- 
Nellore Railway, (VillupuramDharmavaram system), and Mr. Lyle, of 
Nizam's Railway, have suggested that small holes on the top, at the ends, 
would facilitate proper tamping. Sir Juland Danvers, in a paper on 
** The Progress of Railways and Trade in India," read before the Society 
of Arts, England, in March, 1889, said : << A steel sleeper is used and 
found very serviceable." Some steel ties of the " Post" type (Nether- 
lands State Railways) have been designed for India, but not yet intro- 
duced. 

Contracts for metal ties. — The following is a list of some of the con- 
tracts awarded during the last two or three years } it is by no means 
complete, or even approximately so, but will serve to show that these 
ties are now firmly established in India, and that the experimental stage 
has been passed, the ties being ordered from time to time like any other 
track material : 

Indian State Railways : Steel ties, July 19, 1887, December 4, 1888 ; 
steel and cast-iron ties, August 27, 1889. 

East Indian Railway Company : Cast-iron plate ties, April 7, 1887, 
January 26, 1888, February 14, 1889, November 14, 1889; steel ties, 
October 31, and November 12, 1880. 

Bengal and Nagpur Railway Company: Steel ties, May 23, 1887 
(180,000), February 28, 1888, October 30, 1888 (216,000), June 4, 1889 
(375,000). 

Southern Mahratta Railway Company : Steel ties, November 28, 1888, 
April 17, 1889. 

Indian Midland Railway Company : Cast-iron bowls, June 7, 1888. 

Madras Railway Company : Cast-iron bowls, December 7, 1888. 

South Indian Railway Company: January 31, 1888 (12,684 tons of 
ca«t-iron bowls), November 27, 1888 (23,965 tons of steel ties), Febru- 
ary 5, 1889 (9,513 tons of cast-iron bowls), July 2, 1889. 

Bombay, Baroda and Central India Railway Comi)any : October 18, 
1887, and February 11, 1889 (steel) ; July 9, 1889 (cast-iron). 

Delhi, UmbaJla and Kalka Railway Company: February 27, 1889 
(100,000 pairs of cast-iron plate ties.) 

Indian State Railvitays. — About twelve or fourteen years ago, 
according to a statement by an engineer formerly connected with these 
roads, the state railways were using on the meter-gauge lines an iron 
rail 3.52 inches high, and weighing 40 pounds per yard ; the fish-plates 
yrere 14^ inches long, weighing 1^ pounds, Tb^s^ v^Ha w^re laid oq 
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ties of creosoted iN^orway pine, or ludiaa teak; these were spaced 34 
iuches, center to center, and 22 inches at joints. The most commofi 
metal ties then in use were the inverted bowls of cast<iron, with chairs 
cast on top ; each pair of bowls was connected by a light wrought-iron 
transverse tie-rod. There was also a wrought-iron longitudinal sup- 
port, with chairs bolted on top ; the longitudinals were of inverted 
trough section, and were connected by wrought-iron tie-rods. Id both 
bowls and longitudinals there were holes in the upper part, througb 
which sand was poured and rammed to give a firm bearing. (Whether 
the longitudinals were used on the state railways is not definitely 
stated.) 

A brief report, giving a summary of the trials of metal ties on these 
lines, was made in 1885 by Sir Guilford L. Moles worth, consulting 
engineer for state railways. His conclusions were in favor of bowls, or 
Denham-Olpherts plate-ties of cast iron, with vertical wedge fastenings, 
capable of alteration of gauge on sharp curves. Of other types he pre- 
ferred the rolled wrought-iron Vautherin tie to the stamped steel Mac- 
Lellan tie. Considerable progress has, however, been made since the 
date of his report, and the new steel tie has, as already stated, come 
into extensive use. 

The first metal ties tried were Mr. Greaves^ cast-iron inverted bowls, 
laid in 1873. They were laid on stone, broken small, and proved fairly 
satisfactory. (See plate No. 20.) A similar tie was laid on the Porada 
branch, without ballast, the soil of the embankment being earth and 
clay mixed. The plan answered well in a district where ballast would 
have been expensive. The "Greaves" bowls were of circular form, 
about 22 inches in diameter across the bottom, and 15 inches long on 
top under the rail. The depth under the rail was 4f inches ; height 8^ 
iuches from the bottom of bowl to top of jaw of rail-chair; 9f inches 
from bottom of bowl to top of rail. The thickness varied from three- 
eighths inch to one-half inch, and the weight of each casting was 79 
pounds. The rail chair was in the middle of the top, and on each side 
was a pocket in the metal for a wooden packing-piece, or cushion, 3^^ by 
2^ inches, and 1 inch thick, upon which the rail rested. In each bowl 
were two holes three-fourths inch in diameter, for tamping the sand- 
ballast. The rails were of double- headed section, 4| inches high, weigh- 
ing 68 pounds per yard. Each pair of bowls was connected by a 
wrought-iron tie-bar 2 by one-half inches, and 7 feet 9 J inches long 5 the 
bar was placed on edge and passed through each bowl, being secured 
by a gib on one side and a cotter on the other, passing through slots 
in the bar. A complete tie, therefore, consisted of two bowls, one tie- 
bar, two gibs and two cotters. The following was the weight per mile 
in tons of 2,240 pounds for 1,760 pairs of bowls: 

Tons. Pounds. 

Cast-iron in bowls 124 336 

Wrought-iron in tie-bars, gibs, and cotters 21 1,344 

Total 145 1,680 



 i 



J 
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Id 1876 a few cast-iron ties of De Bergae's patent were sent oat firoin 
lEDglaud and were tried experimeutally on the meter-gauge. (See plate 
20.) They consisted of a pair of shallow *' saucers," placed bottom down, 
and connected by a wrought-iron tie-bar 2^ by three-eights-iuch, the up- 
per edge of which engaged with a groove in the bottom of the ^^ saucer," 
while the lower part projected down into the ballast. Flange rails were 
used, and were fastened by iron clamps bearing on the tie and the inner 
flauge of the rail, with a hooked bolt passing through the clamp ; the 
hook held the bottom of the tie-bar, and the nut was screwed down on 
the clamp. The weight i>er tie was 54^ pounds, and it was intended to 
use eight complete ties to a pair of iO-|K>und rails 21 feet long. 

In the same year a few wrought-iron cross-ties of the '^ Yautherin " 
type were also tried experimentally on the meter-gauge. (See plate 20.) 
They were 5.9 feet long, about 2f inches deep, ^ inches wide on top, ^ 
inches wide inside at the bottom, and about 9 inches wide over thebottom 
llaDges ; the thickness was about one-fourth or five-sixteenths of an inch* 
(These dimensions, except length, are measured from half-size lithograph 
drawings, and are therefore only approximate.) The ties were curved 
to a radius of 19.05 meters (62.5 feet), giving the rails an inward inclina- 
tion of 1 in 20 ; they were curved as soon as they left the rolls, and the 
exact curve was afterwards given when the metal was cold. The weight 
was about 12 kilograms per meter, or 24. 15 pounds per yard. The rails 
were of flange section, weighing 40 pounds per yard ; the outside flange 
was held'by a gib and the inner flange by a gib held in place by a verti- 
cal cotter, with a second gib or packing-piece inserted between the back 
of the cotter and the metal of the tie. 

In 1878 two types of Livesey's wrought-iron ties were tried on the 
Western Bajputana line ; one consisting of a pair of bowls of improved* 
form, and the other consisting of a ])air of corrugated plates of inverted 
trough section, the trough being parallel with the rails, with the corru- 
gations at right angles with them. (See plate No. 20.) In both types 
the pieces were connected by tie-bars IJ by three-eights-inch, passing 
through and secured by a gib on the outer side and a cotter on the inner 
side of each piece. The gauge was 1 meter. The rails weighed 40 
pounds i>er yard, and were generally- secured to the bowls by a riveted 
clip on the outer side, and a bolted clip on the inner side ; while to the 
corrugated plate-ties they were secured by two riveted clips on the outer 
Bide, and a bolted clip on the inner side; in some cases a gib and cotter 
fastening, similar to that of the Yautherin tie, was used. The patentee 
l)rox>osed to lay six complete ties to a pair of rails 21 feet long, and the 
weight of track complete was estimated at 40 tons per mile. These 
were reported upon unfavorably. 

The MacLellan steel cross-ties used in 1882 were of similar type to 
the new standard steel ties, and were used for meter gauge lines with 
rails weighing 41} iK>unds per yard. They were 5 feet 3 inches long 
over all, each stamped from a plate 5 feet 6 inches long, 14 inches wide. 
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and three sixteenths inch thick. The thickness was uniform, but the 
cross-section of the tie varied ; at the rail-seat it was flat for about 5 
inches, 3J inches deep, and 9J inches wide over the bottom ; at the 
middle it was of arched section 4^ inches deep and 8^ inches wide at 
the bottom, while at an intermediate point it was 4^ inches deep and 
8f inches wide. The ends were bent to give the rails an inward 
inclination, and the extremities were closed by rounding ofl;' the top 
table. The fastenings were of the gib and cotter type, above described. 
The tie weighed 50 pounds and the fastenings 3^ pounds. The ties for 
lines of 5 feet 6 inches gauge were 8 feet 6 inches long, made from plates 
8 feet 9 inches long, 15 inches wide, and seven thirty-seconds inch 
thick, the finished tie being three-sixteenths inch thick; the cross- 
section was nearly identical with the above, but at the rail-seat it was 
flat on top for a width of 6 inches, 9^ inches wide at the bottom, and 4 
inches deep; the tie weighed 100 pounds, and the fastenings 5 pounds. 

The cast-iron bowls designed by Mr. Molesworth in 1878 were for 
meter gauge lines with flange-rails, and were of a generally similar form 
'to those first described (1873) ; they were 18 inches in diameter, with 
radial ribs on the outside; one flange of the rail was held by a project- 
ing lug or jaw, and the other by a wrought-iron gib and cotter. The 
thickness was five-sixteenths inch in the web, and the depth inside was 
3§ inches. The tie-bar was 2 by f -inch and 5 feet 1 inch long ; it was 
laid on edge, and passed through the bowlSj being secured to each by a 
gib on the inner side and a cotter on the outer side of the track. An 
adjustment of one-fourth inch at curves could be obtained by reversing 
the positions of one gib and cotter, or one- half inch by reversing both 
gibs and cotters. The modificatiqqi^ of 1882 consisted in the use of a 
vertical cast-iron gib and cotter fastening for the rails. The tie-bar 
was of wrought iron or steel, IJ by f inch, and 4 feet 7f inches long ; it 
had notches thirteen-sixteenths inch wide by three-eighths inch deep, 
accurately punched to templet to give the gauge; a plug in a hole in 
the top of each bowl under the rail engaged with the notch in the bar; 
the faces of this gauge-plug were not vertical, and there was thus a 
difference of gauge according to the different positions of one or both 
plugs. By this arrangement the gib and cotter fastenings at the end 
of the tie-bar are dispensed with. These ties were tried on the Tirhoot 
Eailway and the Fazilka Branch of the Eajputana-Malwa Eailway. 

The Denham-< )lpherts cast-iron plate ties are described fully later 
on. Mr. Molesworth devised a modification, consisting in the use of a. 
cast-iron wedge with one of its faces corrugated ; this is driven between 
a fixed lug and the loose jaw which holds the inner flange of the rail. 
(See Plate Ko. 21). The shape of these wedges is such that when the 
corrugated face of each wedge in a complete tie is towards the middle 
of the track the gauge is 3 feet 3| inches (1 meter) ; when one wedge 
is turned with its corrugated face to the outside of the track the gauge 
is three-eighths iach slack, and when both wedges are so turned the 
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gauge is tbree-fonrths inch slack. This arraugement has not been very 
successfal, owing to the difficulty of accurate fitting in casting; while 
such fitting could probably be secured by careful work^ the system is 
more complicated than the ordinary fastening. A simple plan, sug- 
gested by Mr. Schwarz, of the Burrakur Iron Works, is to use at the ends 
of the tie-bar gibs of different widths, arranged in offsets; the gauge 
would be tight or slack according as the gibs were put with the wide 
or narrow part in the slot. 

In 1881 proposals were advertised for cast-iron bowls slightly differ- 
ent from those made in 1878 for the Patna Gya Eailway. They were 
oval in plan, 23^ inches long by 20^ inches wide on the bottom, 5 inches 
deep in the middle, 11 inches center to center of the wooden bearing 
pieces ; the thickness was about | inch. The tie-bars were 7 feet 10 
inches long, 2^ by i inch, placed on edge, and secured by gibs and cot- 
ters driven horizontally. The rails were of double-headed section, se- 
cured between the jaws of the chair by a wooden key driven on the out- 
side of the rail. 

The new type of steel tie now in extensive use, and which is the 
standard metal tie of the state railways, is a cross-tie of rounded trough 
section, with closed ends, and having an extra thickness of metal in the 
top table ; in its general form it resembles half a pea-pod. They are 
modified from the older type of MacLellan steel ties, to meet the objec- 
tions made by Sir Guilford L. Molesworth, consulting engineer, as to 
the want of metal at the fastenings. They were first made for the 
frontier lines, but are now adopted for all classes of lines, both of meter 
gauge and the Indian gauge of 5 feet 6 inches. (See plate No. 22.) 
They are made of mild steel plates^'^lled flat to the desired thickness 
and then pressed or stamped while red-hot between dies in a press, 
which operation turns down the sides and shapes the ends (which are 
curved down and flared out), gives the rail-seat an inclination of 1 in 20 
and presses out the two clips or lugs for each rail. The steel is speci- 
fied to be equal to a tensional stress of between 26 and 31 tons per 
square inch, with a contraction of 30 per ^nt. of the tested area at 
the point of fracture. The space between the edges of the lugs is 
slightly narrower than the width of the rail-flange, so that the rail has 
to be canted or tilted to one side to put it into place. This has the dis- 
advantage of preventing the removal of one tie independently of the 
rest of the track, as in order to take out one tie the two rails must be 
loosened for their whole length and tilted over, or one rail loosened and 
the tie tilted up. Each rail is secured by a taper key with a split end, 
which is driven between one of the lugs and the rail-flange overlapping 
the flange. They are usually on the outer side of the rail, but one or 
both may be placed on the inner side if the gauge is to be widened, 
After the key is driven the split end is opened with a chisel, to prevent 
the key from slacking back or working loose. The t\^^ eire 4^ppe4 \n A 
blackvarnish solution. They are not patentedt 
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For the 5 feet 6 inches gaage, the ties are made from plates 9 feet 
long and 15 inches wide, with the middle thirteen thirty -seconds inch 
thick for a width of 4^ inches, and the sides about seven thirty- seconds 
inch thick (specified to be of such thickness as will, make the tie weigh 
120 pounds). The finished tie is 8 feet 9 inches long ; at the rail seat it 
is 9^ inches wide at the bottom and 4^ inches deep; at the middle it is 
4^ inches deep and 8^ or 9 inches wide at the bottom, while at an 
intermediate point it is 4^ inches deep and 9 inches wide ; the ends are 
13 inches wide. The lugs are 3 inches long and the keys 8 inches long. 
The tie weighs 120 pounds and the keys 1 pound each, making a total 
of 122 pounds for each tie, complete. The rails are of fiange section, 
4|f inches high, 4 inches wide over the flange, and weighing 75 pounds 
per yard. For the meter gauge the tie is made from a plate 5 feet 9 
inches long and 14 inches wide, with the middle part three-eighths inch 
thick for a width of 4 inches, and the sides about three-sixteenths or 
one-fourth inch thick (specified to be of such thickness that the tie will 
weigh 69 pounds). The finished tie is 5 feet 6 inches or 5 feet 7 inches 
long ; at the middle it is flat on top for a width of 4 inches, and the 
bottom width is 9^ inches; at the middle it is of arched section, 8J 
inches wide at the bottom and 5 inches deep. The ends flare out to a 
width of 13 inches. The lugs are 3 inches long, spaced 2§ inches apart 
in the clear, and the keys are 6 inches long. The tie weighs 09 pounds 
and the two keys 1.25 pounds, making 70.25 pounds for the tie com- 
plete. The rails are of flange section, 3^ inches high, 3^ inches wide 
over the flange, and weighing 41^ pounds per yard. The price of the 
broad-gauge ties is said to be about 6 rupees ($2) each in India. It has 
been stated (The Indian Engineer, March 31, 1888) that after two or 
three years' experience the general opinion was that these ties were too 
thin, especially for the northwest provinces, where the soil and the 
ballast are of a peculiarly corroding character. Sir A. M. Eendel, con- 
sulting engineer in England for the state railways and guaranteed 
lines, who introduced these ties, prefers them to the cast-iron plates. 
In February, 1888, there were over 3,000 miles of this track (including 
Mexico), on lines of all descriptions as regards grades, curves, etc. 
They had been laid during the past ten years, but principally during 
the previous four years. The traffic was not then very heavy. The 
weight of the broad-gauge locomotives was up to 45 tons in all and 
36 tons on three pair of wheels, which would be increased to 42 tons; 
the engines of the meter gauge lines had a weight of 24 tons on six 
coupled wheels. The ties are spaced about 3 feet apart center to center, 
or eleven to a rail length of 30 feet. The cost was then about $20 per 
ton delivered at a port in England^ and the expense of maintenance 
had been very low. As to durability, it is known that steel ties in an- 
other form have lasted for sixteen years on the Oude and Eohilkund 
Railway without injury. All kinds of ballast are used, but gravel ox 
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fine sand is the best ; the behavior of the ballast under the tie is very 
good, xmrticularly during floods and rainy seaisous. The road-bed is 
of ordinary type, generally well ballasted. There is no trouble with 
maintenance of track nor with the rail attachments, nor from break- 
ages. 

The following statement, showing the quantities and various descrip- 
tions of metal ties which have been sent to India for the state railways 
since 1874, by the India office, was furnished me in September, 1889, by^ 
Mr. Abercrombie Jopp, director-general of stores, India office, London. 

Statement of iron and steel ties sent to India by the India office during years 1874 to 1889. 



Description of ties. 



Meter gauge : 

DeBergue's system ; cast-iron bowls .* pairs.. 

Yaatherin ; wrought-iron cross-ties number. . 

Cast-iron bowls pairs.. 

Wroaght-iron bowls do ... 

Wroaght-iron cross-ties number.. 

Steel cross-ties do 

Denham-Olpbert's cast-irou plates *... I>airs.. 

Total ties for meter gauge 

Indian gauge (5 feet 6 inches) : 

C»st-iron bowls , pairs.. 

Steel cross-ties number.. 

Denbam-Olphei t's cast-iron plates pairs . . 

Tot-al ties for 5^ foot gauge 

Total of complete cross-ties 



Number 
supplied. 



7,040 


4 


6,332 


4 


39,018 


20 


36.000 


18 


286,000 


143 


723, 829 


361| 


347,000 


173i 


1, 445, 219 


724i 


364,361 


1834 
088{ 


1,941,308 


245, 347 


122i 


2, 551, 106 


1,2941 



3, 996, 325 



Miles 

of single 

track. 



2. 0181 



\ 



Bast Indian Railway. — ^Tbe line was originally laid almost entirely 
with wooden ties, but cast-iron plate ties are now extensively used. The 
Sinbgharon branch is laid partly with Greaves cast-iron bowls and 
partly with creosoted fir ties. Creosoted fir and s^l ties are used gen- 
erally on the other branches. Cast-iron bowls have been nsed, but sev- 
eral years ago they were found unsuitable for a line with high speed 
and heavy loads, and they were afterwards only used in sidings. In 
1877 Mr. Benedict, in a paper on ** Metal sleepers for railways," read 
before the Society of Engineers and Ship-builders, Glasgow, Scotland, 
stated that thus far the bowls had not done well, but that a further 
trial would be made. The steel cross- ties have been used, but the stand- 
ard metal tie on this road is the Denham-Olpherts cast-iron plate- tie. 
In the company's report for the half year ending December 31, 1889, it 
was stated that the lavish expenditures daring the past few years upon 
renewals of the line, replacing iron rails with steel rails and wooden 
ties by metal ties, were then taking effect, as there was no longer the 
heavy maintenance which had formerly burdened the road, and it was 
predicted that these maintenance expenses would continue to decrease 
with the gradual extending of the improvements. 
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The length of this system open for traffic ou December 31, 1888 (ex- 
clusive of sidings), was as follows : 

Miles. Feet 

East India Railway, proper 1,513 2,376 

Tarakesh war Railway 22 1,214 

Patna-Gya State Railway 57 1,056 

Ghazipur-Dildaruagar Prov. State Railway 11 5,239 

SiDdia State Railway 74 4,657 



J 



Total 1,677 3,982 

The standard type of track consists of doable-headed steel rails 30 
feet long, weighing 75 pounds per yard, laid on Den ham-Olpherts cast- 
iron plate ties weighing 227 pounds each ; eleven ties to a rail length. 
The total number of these ties had increased from 413,000 at the end 
of 1882 to 1,311,000 at the end of 1887, the latter amount fepresenting 
about 680 miles of track. At the prices of iron in April, 1888, the cost 
of track laid with these ties was less than that of a track on wooden 
ties. The breakages since 1885 averaged about .84 per cent, per annum. 
These ties are described in full farther on. (See plate No. 23.) 

In January, 1888, the Government called for an exhaustive report on 
the behavior of the Deuham-Olpherts plate-ties on various sections of 
the line, and also for the opinions of the engineers who had such ties in 
their districts. During the half-yearly inspection made in January and i 
February, 1888, very careful examinations were made in order to form 
an opinion as to the relative merits of the track on cast-iron and ou 
wooden ties, and in April, 1888, Major W. H. Goaker, deputy consulting 
engineer for railways, presented his report. He stated that the ex- 
cessive oscillation, complained of on some sections was due to tbe 
rounded shape of the head of the new rails and not to irregularity in 
gauge caused by the use of the metal ties, as had been alleged. On the 
whole he was of opinion that these plate-ties make an excellent track, 
and notwithstanding the use of stone ballast, which is generally un- 
suited for cast-iron ties, the track was fairly elastic, owing to the rail 
being suspended by its head : he advised the use of twelve ties instead 
of eleven to a 30foot rail length, and this has been adopted in some 
cases where the rails are laid to break joint. As to irregularities in 
gauge, there is little difference between track on cast-iron and on 
wooden ties, as will be seen by the following summary of a number of 
gauge tests made early in 1888 and included in Major Goaker's report: 



Tight... 
Slack... 
Corteot. 
Varied.. 



Total. 



Denham- 
Olphert's. 





16 


14 




13 


6 




3 


4 




2 


7 



33 



Wooden. 



30 



In regard to the question as to the reported difficulty in insuring ac- 

wvw;f of g^uge with the cast-iroa ties, Mrt Denhami ohi^t eogineer of 
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the railway and one of the inventors of the tie, stated that this was 
(iae, Firstj to letting separate contracts to different parties for the cast- 
iron and wrought-iron work ; Seeondj to faulty packing or tamping, as 
if tamped too much on the outride the plates.will dip inwards and nar- 
row the gange, or if tamped too much on the inside the gauge will 
widen ; this trouble can be avoided by having the work carefully done; 
^^Thirdj to the difficulty in manufacturing the pieces so as to render the 
gauge exact at all times, although careful work has reduced this source 
of trouble to a minimum. Mr. Denham, as one of the patentees, pre- 
ferred not to make a statement of his opinions as to the merits and de- 
merits of the tie, but sent in a number of reports from the district en- 
g:meers. While differing in opinion and as to details, the impression 
given by these reports is that the ties are very satisfactory ; rather 
frequent packing is required ; but as there is not the trouble with the 
fastenings that there is with the wooden ties, the track-men have more 
time to attend to the packing, and the net result is a reduction of the 
maint'Cnance expenses. The number of renewals is also very consider- 
ably reduced below that of wooden ties, effecting an economy of over 
6^ per cent, per annum. The saving in maintenance on the Allahabad 
division is estimated at 821 rupees ($273.80) per mile per annum in favor 
of cast-iron over s§A ties; on this division there were in January, 1888, 
276| miles laid with these ties; on 103^ miles the rails rest on wooden 
cushions, and on 173^ miles they are suspended in the jaws of the chairs; 
tbe ties were first laid on this division in 1880 for a length of 5 miles. 

The following table is taken from the report of the chief engineer, 
Mr. Denham, for the half year ending December 31, 1888, and shows a 
record of the tie work during that period : 



) 



s 





Ties in track, in- 
cluding sidings. 


Kemoved. 


Laid. 


Removal on 
total. 


Total 
remov- 
al of 
each 
class. 




Jnly 1, 
1888. 


Decem- 
ber 31, 
1888. 


Defect- 
ive. 


Other 
canses. 


Total. 


Defect- 
ive. 


Other 
causes. 


Wooden transverse : 
Fir (10 ft. by 10 

by 5 in.).. No.. 
Sal (10 ft. by 10 

by 5 in.).. No., 
others do.. 


423, 793 

1,597,021 
896, 372 


394,346 

1,560,852 
892,909 


19, 622 

34,868 
11, 726 


12,773 

39, 787 
10, 422 


32.305 

74,655 
22,148 


3,948 

38,486 
18,685 


Per cent 

4.63 

2.18 
1.30 


Per cent 

3.01 

2.49 
1.17 


Percent 

7.64 

4.67 

2.47 


Total do.. 


2,917,186 


2, 849, 107 


66,216 


62,982 


129, 198 


61,119 


*2.26 


*2.16 


*4.42 


Iron: 

Denh am-Ol- 

phert's plate 

ties (227.37 lbs. 

each) ..pairs.. 
Benham's plate 

ties — pairs.. 
Bowl tie8(22e lbs. 

each)., pairs.. 
Others.... No... 


1.451,076 

82,695 

237,5924 
34,448 


1,524.999 

82,621 

238, 095^ 
34,444 


5.747i 

78 

1,147 

4 


1,313 
58 
72 


7, 0604 
136 
1.219 


80, 9834 
62 
1,722 


.39 

.09 

.48 
.01 


.09 
.07 
.03 


.48 

.16 

.51 
.01 








Total 


1, 805. 811^ 


1, 880, 159^ 


6, 976^ 


1,443 


8,419i 


82, 7674 


*.38 


*.08 


*.46 






Grand total . . . 


4, 722, 997^ 


4, 729. 2C6i 


73, 192i 


64,425 


137, 61 7i 


143, 886 


*1.55 


*1.36 


*2.91 



""Average. 
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The next table shows the total length of single track laid with wooden 
and iron ties on December 31, 1888 : 



East Indian Railway proper 
Other lines 

Total 



Wooden. 

MUes. FeeU 

1,294 4,148 

101 1,321) 


• 
Iron bowl. 


Iron plate. 


MUet. Feet. 
79 2,903 


MileM. Feet. 

735 1.630 

26 6,051 




1,396 197 


79 2,903 


762 1,401 



Wood and 
iron and tim- 
ber inter- 
mixed. 



MUes. Feet 

265 5,030 

59 3,231 

325 2,981 



As already stated, the company has undertaken the manufacture of 
cast-iron-plate ties at its Jamalpur works, and early in 1888 the Bur- 
rakur Iron Works were turning out 10,000 of the same class of ties per 
month for this road. 

The following is the substance of a detailed statement in regard to 
the Deuham-Olpherts cast-iron-plate ties, which was sent to me in Feb- 
ruary, 1888, by Sir A. M. Rendel, consulting engineer. There were 
about 900 miles in all on the East Indian, Eastern Bengal, and branches, 
and further supplies had been ordered. The divisions laid with these 
ties were, as a rule, level and straight ; the traffic was heavy and slow, 
hauled by engines weighing 40 to 44 tons, with 14 tons on each pair of 
wheels, say 28 tons on two pair and 40 tons on three pair of coupled 
wheels. A detailed description of these ties is given further on. They 
are spaced about 3 feet apart center to center of tie-bars. The plates, 
with their jaws, weigh 109 pounds each, or 218 pounds per pair; the 
tie-bar and accessories weigh 28 pounds. The cost for one tie com- 
plete, including tie-bar and fastenings, was then about $2.16, de- 
livered at an English port. The labor of maintenance was normal 
and the breakages were not serious. The results as to durability 
have been good. Various kinds of ballast have been tried, including 
broken stone, brick, sand, and kunker (this latter is a kind of nodular 
limestone, commonly burnt for lime in India; it is rather soft). The 
road-bed is of ordinary construction, well ballasted, and the ballast be- 
haves well under the ties. The rails are of double-headed sections, 
weighing 75 pounds per yard ; the joints are suspended. The reason 
for adopting metal ties was that native hard or soft woods cost too 
much and were not obtainable in sufficient quantities, while imported 
creosoted pine was cheaper but not so durable. The general results 
are satisfactory, and there is no particular trouble with maintenance. 
As compared with wooden ties they are more durable but less elastic. 
Various kinds of wooden ties are used, but the tropical climate is very 
bad on timber, A good s^lwood tie, which is the best to be got in 
India and is sometimes very good, costs 5 rupees to 6 rupees 5 annas 
($1.61 to $1.83.) Mr. Rendel prefers the steel cross-ties. 

A cast-iron-plate tie designed by Sir Bradford Leslie, formerly chief 
engineer of the road, was used on a short branch line crossing the 
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Hooghly River and proved quite a success; it could be easily and 
qnickly laid and had but few breakages. The plate is 24 by 17 inches, 
the greater length being parallel with the rail. There are two fixed 
jaws on the outer side of the track and a loose jaw on the inner side ; 
this loose jaw has a projection which passes through a slot in the plate 
and straddles the tie-bar ; it is held in place by a flat taper key driven 
. through it and through webs on the rail chair. The plate has a seg- 
mental rib on the lower side with two transverse ribs or webs on each 
side. The tie-bar is 2 inches deep ; it is set on edge and is under the 
plate, passing through a slot in the longitudinal rib; at each edge is a 
notch in the upper edge whicli engages with a. downward projecting 
flange on the outer edge of the plate. Double-headed rails are used, 
and are supended in the jaws, as in the Denham-Olpherts ties. 

Patnaoya Railway. — ^This line is now operated as a part of the 
East Indian railway system. Cast-iron bowls were in use in 1877. 
«(See State Railways and East Indian Railway). 

Eajptjtana-Malwa Railway.— This line is leased by the Bombay, 
Baroda and Central India Railway Company and forms a part of its 
system. Wooden ties of deodar and creosoted pine were originally 
used, but as the latter perished very rapidly they were replaced with 
deodar. The Fazilka Branch (50 miles long) of the Re^ari-Ferozepore 
section is laid with steel rails on Molesworth's and Denham-Olphert's 
iron ties. (See State Railways.) 

BENGAL-NAapuB RAILWAY.— This Toad is to be about 800 miles 
long, and at a meeting of the company in London in June, 1889, it was 
stated that 294^ miles were then open for traffic ; track had been laid 
on 260 miles more, of which 45 miles were ready to be put in operation 
as soon as the rainy season was over. Some of the older sections of the 
line, built about 1880-1881, were of 1-meter gauge, but the Indian gauge 
of 5 feet 6 inches having been adopted, these lines are being converted 
to the broad gauge. 

The type of track adopted consists of steel flange rails on steel cross- 
ties, except in those places where timber can be readily obtained from 
neighboring forests. In April, 1888, there were 180 miles laid with 
steel ties (See plate No. 25). These ties are of the type now adopted 
for the State railways (already described). They are 8 feet 9 inches 
long, bent to give the rails an iuclinatien of 1 in 20, and have the ends 
curved down with a radius of 9 inches and flared out to a width of 13 
inches. They weigh 120 pounds each or 122 pounds, with two keys. 
• The rails are secured by clips stamped up out of the top table of the tie; 
for the meter-gange sections two sets of clips are made, one set for each 
gauge, the object being to permit of converting the gauge of the line, 
while keeping the meter-gauge open for traffic. The rolled section from 
which the ties are made is of trough shape, 9 feet long, flat on top for 
a width of 5J inches, llf inches wide at the bottom, 3|| inches deep ; 
the thickness is seven-thirty-seconds inch, with the middle part of the 
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top table three-eigbths incb tbick for a widtb of 4J incbes ; the cor- 
ners are bent to a carve of 1 incb radias. At tbe middle tbe cross- 
section is 41 incbes deep, 8 incbes wide at tbe bottom ; the top is curved 
to a radias of 10^ incbes, and tbe comers to a radias of If incbes ; tbe 
distance between tbe centers of tbe copner carves is 3f incbes, and tbe 
sides flare oatward sligbtly towards tbe bottom. At tbe rail seats tbe 
top is flat, giving a widtb of 4^ incbes ; tbe section at tbe inner rails 
(meter gaage) is 8^ incbes wide at tbe bottom and 4f incbes deep ; at 
tbe outer rails (broad gauge) it is 10 incbes wide at tbe bottom and 4| 
incbes deep. Tbe clips are 3 incbes long and tbe keys 8 incbes and 6 
incbes long for tbe broad and narrow gaages respectively. Tbe adjust- 
ment of tbe gaage is effected by driving one or botb of tbe keys on tbe 
inside instead of tbe oatside of tbe track. Tbe ties are steeped wbile 
bot in linseed oil and tarred. They were manafactured by Bolckow, 
Yaugban & Co., of England, and cost $24.54 per ton, or aboat 4 rapees 
8 annas ($1.48) each in India. The ties are spaced 3 feet center to cen- 
ter, 1,760 to tbe mile. They are laid in ballast of broken stone 1^ incbes 
size; this behaves well under the ties, does not crush, and is elastic and 
clean. It has also been proposed to lay some Denbam-Olpberts cast- 
iron plate ties as an experiment. 

These steel ti% were adopted on account of tbe low cost of steel and 
because timber was not procurable in sufficient quantity. Wooden ties 
last about five years; they soon split fi-om the intense beat, and rot 
during tbe rainy season. The climate has no effect on the metal ties. 
Wooden ties are used to some extent, and the rails are secured to them 
by spikes five-eighths of an incb square in the shank and 5 inches long 
under tbe bead, with a notch cut in the sides at a distance of If inches 
from the point. The meter-gauge line was laid with 40-pound rails 
on teak, sal, and creosoted pine ties. One advantage of the steel ties 
is that the number of separate pieces is small and the fastenings are 
simple, which makes the track very easy to lay with rapidity and accu- 
racy. It is said that rust is liable to form at the rail-seat, but the 
engineers have no anxiety on this account. Tbe space between the 
clips being narrower than the flange of the rail, the rails have to be 
canted when being put in or taken out, and this causes a good deal of 
extra work when tie renewals are to be made. It is said by outside au- 
thorities that the ties are of too light section, the finished thickness be- 
ing about three-sixteenths of an inch. Tbe road being new, there has 
not yet been time to ascertain their durability or the expense of main- 
tenance, but up to the date of tbe reports received (April and May, 
1888), tbe general results have been satisfactory ; not one tie had been 
damaged and the engineers were well satisfied with them. Mr. T. B. 
Wynne is chief engineer and Mr. P. T. Large is superintending engi- 
neer. 

The rails for the meter-gauge weigh 41| pounds per yard. They are 
3^4 incbes high, with a bead IfJ incbes wide (having inward flaring 



Etnge 3A inches wide ; the clear distauce between 
rails is 2| inches. The rails for the broad gaage 
 yard ; they are 1|^ laches high, with a head 2^ 
f inward flaring rounded sides), and a flange 4 
»r distance between the clips for these rails is 3| 
tre snspended and are spliced by angle splice-bars 

a very narrow horizontal flange; there are six 
spaced 6 inches and the oater ones i inches, center 
ig grade is 1 in 150 and the sharpest curve 1,000 
^ues are all of one class with six coupled wheels; 
t tender, 45 to 50 tons; weight on a pair of wheels, 
addition to the passenger traffic there is a heavy 
' in hides, salt, timber, and bamboos. 
ATTA Railway. — Steel cross-ties of the state rail- 
Jug sabstituted for the creosoted pine ties. In the 
ear ending June 30, 1888, it was stated in regard 
es that some part of the line was bnilt as a famine 
lovernment before the railway company came into 
lovemmeut provided also some of the tract, which 
lown. On the older state lines of meter-gauge 

pine ties had been largely used, but they proved 

be rehewed. The greater portion of this line, 
j laid with teak or steel ties, and it was hoped that 
be less expensive than on other roads. About 10 
in the line were then of creosoted pine. The uum- 
300,000, and 27,000 had been renewed daring the 

he track is laid with 41^-pound rails, on teak and 

ction. — Early in 1888 reports (in the new type of 
way type) were made by the district engineers to 
engineer- in- chief, who reported to the director-gen- 
ieptember, 1888. The old pattern of tie, of some- 
hut with gib and cotter fastenings, was objection- 
the number of small pieces — eight to each tie — 
so thin as to be easily broken by derailed cars or 
keys home. There was' no adjustment for curves, 
'the clips of the new ties was objected to. In stone 
tst they do very well, but in soil banks the edges 
laterial and a good deal of extra raising and pack- 
Che increased thickness of the top table greatly iu- 

1 and efficiency of the tie. (See State Railways.) 

I Railway. — The older parts of this line are laid 
rails, weighing 75 pounds per yard, on Denham- 
plate ties. The remainder of the main line and 
th steel fiange rails weighing 80 pounds per yard, 
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on cast-iron bowl ties (See plate No. 23.) These bowls are an improve- 
ment upon those of the state railways. They are oval in plan, 25 
inches long by 20 inches wide, and 2-f-^ inches deep under the rail. In 
the top there are two holes 2^ inches in diameter, for tamping. The tie 
bar is of wrought iron 7 feet 7 inches long, 2 inches deep by one-half 
inch thick ; it is secured to each bowl by a cotter on the outer side and 
a gib on the inner side of the track. There are eleven pairs of ties to 
a rail length of 30 feet ; they are spaced 2 feet 9^ inches center to center 
of tie bars, and 1 foot If inches at the joints. The spacing of the ties is 
slightly modified with a rail leugth of 29 feet 7^ inches, but the three 
middle ties are spaced as above— 2 feet 9^ inches — for the reason that 
holes are drilled in the outside flange of the rail and at the tie on each 
side of the middle tie, for a pin five-eighths inch diameter and if inches 
long ; these pins are to prevent the creeping of the rails. The rails are 
of flange section, resting on a piece of felt packing on the rail seat ; 
the rail seat has an inclination of 1 in 24. The outer flange of the rail 
is held by a projecting lug, cast on the bowl. The inner flange is held 
by a cast'iron clamp 4 inches long, the upper part of which has a pro- 
jection which bears on the rail flange, the lower part being dovetailed 
so that there is no vertical motion. This key is dropped into place, the 
lower part fitting into a pocket or recess in the bowl, and a wrought 
iron taper key 6^^ inches long is driven between it and the jaw of the 
chair ; the split end ot this key is then opened out to prevent the key 
from slacking back. The bowls Weigh 92 pounds each and the rails 80 
or 82 pounds per yard. The desirability of using the creosoted felt 
under the rails in a hot country like India, is an open question and 
l^ractically the method has fallen into disuse. The adjustment of the 
gauge is effected by means of the tie bar fastenings ; with both cot- 
ters on the outer side and both gibs on the inner side of the track, the 
gauge is 5 feet 6 inches ; if the gib on one bowl is placed on the outer 
side of the track the gauge will be widened one-eighth inch ; if both 
cotters are placed on the inside and both gibs on the outside, the gauge 
will be widened one-fourth inch. The ballast used is of stone broken 
very small, and there are about 15J cubic feet of ballast per foot run 
of tract. The rail joints are suspended, and are spliced with ordinary 
flat-fish plates and five bolts; the ends of the webs of the rails are 
notched to admit the middle bolt, which thus keeps the ends of adja- 
cent rails at the same horizontal plane, and thus reduces the pound- 
ing of the joints by the wheels of trains. It has been reported to me 
that the track is one of the smoothest in the country ; so smooth that 
on passing over the line the joints are scarcely perceptible, even before 
the bowls are finally tamped. Denham-Olpherts cast-iron plate ties 
were laid on the Oawnpore and Jhansi Railway, which is now a part 
of the Indian Midland system. 

Villupuram-Dhabmavaram Railway. — The state railways steel 
cross-tie has been tried on the Ouddapah-Nellore line, now a part of this 
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system. Mr. Bull, superintendent, in a letter to the director-general of 
railways in February, 1888, stated that the ties are lighter than those 
of the Denham-Olpherts type, and the simplicity and small number of 
parts makes the track-laying very easy. The trough shape of the tie 
renders the track more difficult to align, but once in line it also pre- 
vents its moving. It is difficult to pack but may be considered self- 
X)acking^ a hole might be punched at each end so that it can be seen if 
the tie is properly packed. Pebble or coarse sand ballast should be 
used. He considered it on the whole an excellent tie and superior to 
the Denham-Olpherts type. 

Dhond-Manmad Railway. — The track of this line, which is operated 
by the Great Indian Peninsula Railway Company, consists of double- 
headed steel rails weighing 70 pounds per yard laid on ties of cast-iron 
bowls weighing 94 pounds each. 

Bhopal-Itabsi Railway.— This line is also operated by the Great 
Indian Peninsula Railway Company. The rails are of st.eel weighing 
62 pounds per yard, and the ties are partly of steel and partly of creo- 
soted pine and other kinds of wood. 

Northwestern Railway. — This system includes the Sind, Pun- 
jab and Delhi, the Punjab Northern, the Indus Valley, the eastern sec- 
tion of the Sind-Sagar, and the southern section of the Sind-Pishin 
railway s, on which difterent kinds of wooden and metal ties are used. 
These lines have all been amalgamated into one system under the name 
of the Northwestern Railway, with a total length of nearly 2,500 miles. 
Three types of metal track are used, viz, cast-iron bowls, Denham-Ol- 
pherts cast-iron plates, and the state railways steel cross-tie (See Plate 
No. 24). Mr. F. R. Upcott, the engineerin-chief, has furnished me with 
a detailed statement, dated in July, 1889, in regard to this line, refer- 
ring principally to the steel ties, as they are to be the future standard, 
the cast-iron bowls and plates becoming obsolete. The types of track 
include double-headed and bull-headed rails on wooden ties, flange rails 
on wooden ties, double-headed and bull-headed rails on cast-iron bowls. 
These are being gradually replaced by the 75-pound rails on steel ties. 

There are about 600 miles laid with these steel ties ; of this length 
400 miles are in easy country, the remainder being on grades of 1 in 40 
and 1 in 25, with curves of 800 feet radius and upwards. They were 
laid in 1886 and 1887 under the supervision of Mr. Upcott. The traffic 
is light; on the level plains the trains are hauled by engines weighing 
about 60 tons, and on the heavy grades by engines weighing 62 tons, 
with 14 tons on the driving axle. The ties are of the type adopted on 
the state railways, but are of two patterns, one of which has the ordi- 
nary form of clips, while the other has clips strengthened by a corruga- 
tion lengthwise of the tie, forming a rib and reducing any tendency to 
force open the clip or split the tie; it is not, however, thought to be an 
advantage. They are 8 feet 9 inches long, of rounded trough section, 
bent up at the rail seats to give an inward inclination to the rails, and 
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having closed ends rounded and dished. The ties with corrugated clips 
are 4^ inches deep and 8^ inches wide at the middle, 3| inches deep 
and 9^ inches wide at the rail seat, and 12 inches wide at the end. 
They are made from plates 1 foot 1^ inches wide, 9 feet long, one- 
fourth inch thick at the sides, and one-third inch thick for a width of 4^ 
inches at the middle, but the thickness is increased gradually. The 
other ties are 4f inches deep and 7^ inches wide at the middle, with the 
top table 12 inches radius and top corners 1^ inches radius ; the width 
is 10 inches at the rail seats and 13 inches at the ends, which are closed 
by a vertical curve of 7 inches radius. The top table has an extra 
thickness for a width of 4^ inches. The sizes of the clips and keys are 
the same as on the state railways, and the adjustment of gauge is made 
in the same way as on those lines. In the track the ties are laid 3 fedt 
apart, center to center. Their durability so far has been good. Some 
have been laid in very saline soil, which has stripped off the preserva- 
tive coating, but the steel has not suffered much in the two years it has 
been in the track. Experiments are being made as to corrosion, etc. 
The ties are manufactured by the principal steel-making firms in Eng- 
land, and are dipped in Dr. Angus Smith's composition at the works. 
The cost is from $23.75 to $25 per ton. As regards expense for main- 
tenance, for ordinary roads the average is 2^ men per mile of single track, 
costing 7 rupees ($2.33) per man per month ; for frontier and hilly roads, 
3 to 4 men per mile, costing $3.30 x>er man per month. 

The rails are of steel flange section, weighing 75 pounds per yard ; 
4^ inches high, 2^ inches width of head, 4 inches wide over the 
flange. For 200 miles the ballast is of sand covered with 3 inches of 
broken stone or brick ; at the rails it is 12 inches deep and covers the 
flanges of the rail ; in the middle of the track it is 9 inches deep, leav- 
ing the top of the tie exposed; the side slopes are 2 to 1, and the width 
of the ballast at sub-grade is 15 feet. This method answers very well 
where the rain-fall is small and high winds do not prevail. Stone, 
either in a natural state or broken up by hand, is also used, and answers 
very well after the track has been laid for some months; at first a good 
deal of packing is required to get the ballast up into the hollow of the 
tie. 

The steel ties were adopted for reasons of economy and progress, 
track with* wooden ties not being satisfactory in India. The general 
results may be said to be satisfactory, but the element of durability has 
not yet been fully established. There is no trouble with maintenance 
except that more attention has to be given to keeping the middle of the 
ties free. In laying for the first time the rails have to be canted to 
get them into the seat between the lug, and it is difficult to take out 
any single tie without unduly pinching back the lip of the lug. The 
key never shifts after driving and opening out the split end. As to 
breakages, Mr. Upcott says he has only seen half a dozen broken ties 
out of half a million, but they get crumpled up under an engine derail- 
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ment, especially if not well backed up. A steel die is used to bring 
these distorted ties into shape. The wooden ties cost about 3 rupees 
($1) each; they are mostly of deodar or pinus excelsior^ growing in 
the Himalaya ; it lasts from ten to fifteen years, if properly managed. 
The steel ties cost about 6 rupees ($2) at a mean distance from the 
port, and they are better able to stand the climate than the wood. Mr. 
XJpcott is satisfied that the only point to be urged against the ties is 
possibility of fast corrosion. His three years of experience with them 
leads him to think that the mild steel of which they are made will not 
corrode so fast as the wrought-iron and cast-iron now corrodes on the 
worst places on the line, where the soil is saturated with chlorate of 
sodium. In a report to the director-general of railways in March, 1888, 
Mr. Upcott stated th!tt the new type of steel ties (state railway pattern) 
4aid in sand ballast on the Sind-Sagar line, answered very well ; they 
were easy to pack, and the keys held quite tight, even when not split 
at the ends. Only one or two cases of hogging had been reported, 
which were due to the tie riding on hard material at the middle. The 
rusting was slight, and no breakages had occurred. The rails did not 
creep, and this was attributed to the absolute fixture of the rail on the 
tie and to the latter being anchored in the ground by its sides. 

The cast-iron bowls used are of oval form, 25 inches long by 21 inches 
wide, the -greater length being parallel with the track; the thickness 
was about seven-sixteenths to one-half inch. The rails are of double- 
headed section resting on two wooden cushions, and fastened between 
the jaws of the chair by a wooden key. The tie-bai^s are 2^ inches deep 
by five-eighths inch thick, passing through both bowls and secured by 
a gib on the inner side and a cotter on the outer side of each bowl. 
The ballast is sand covered with 3 inches of broken brick or stone ; 
the bowls are imbedded nearly up to the chairs. The depth of ballast is 
14 inches under the rails, decreasing to 12 inches at the top of the side 
slopes of 1^ to 1, and 8 inches between the rails. The width of ballast 
bed over the toe of the slopes is 13 feet 6 inches. 

The Denham-Olpherts cast-iron plate ties are of the type adapted for 
double-headed rails, the rails being suspended by the head in the jaws 
which form the chair. The plates are 2 feet 10 inches long and 12 
inches wide, the greater length being transverse to the track ; a rib 
runs across the middle of the plate on the bottom side, thus giving a 
hold in the ballast to resist lateral motion of the track. The rail chairs 
are ?/« inches long. The tie-bars are 2 inches by one-half inch, 7 feet 
long. They are secured by a gib on the outer side of the track, and a 
large cotter on the inner side, this cotter passing through the webs 
which run from the^hair to the edges of the plate, and holding the loose 
jaw of the chair in its place. The webs are transverse to the track, 3 
inches high at the rail-seat and tapering down to the edges of the plate. 

Mr. Croudace, superintendent of way and works of the Sind section, 

wrote we iu M^^y, 1889^ that be tbougbt the Ueubum-Olpberts plate-tie^ 
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with the cast-iron jaws supporting the upper head of the rail, to be the 
most satisfactory, in spite of its having a tie-bar passing through aflat 
cast-iron table. The pressed steel ties he considered are difficult to 
pack, but have the advantage in simplicity and a minimum number of 
parts ; there is, however, a leverage of the rail to break the clips. 

The report of the director-general of railways for the year ending 
March 31, 1888, makes mention of about 630^ miles of metal track on 
the Punjab section, out of a total of 1,489| miles ; this includes 259 
miles of steel ties, about 242 miles of oval bowls, 85 miles of round bowls, 
30^ of bowls (not described), and 5 miles of old bowls (on a branch). 
On the Sind section the same report mentions about 400 miles laid with 
Denham-Olpherts plate-ties ; the length of this section is 895 miles. 

The Sind, Punjab and Delhi Eailway, now a^art of the Northwest- 
ern Eailway, is still laid with cast-iron bowls for a considerable dis- 
tance, but it is said that they are not now considered so favorably as 
formerly in that part of the country. Bowls were used on this line more 
than twenty-years ago. In 1877 it was stated by Mr. Ernest Benedict, 
in his paper on " Metal sleepers for railways," read before the Society 
of Engineers and Ship-builders, at Glasgow, Scotland, that the general 
opinion of the engineers, based upon the experience of ten years, was 
decidedly favorable to iron bowls in preference to wooden ties, though 
some thought that they should only be used in certain kinds of ballast. 
The former cose about 86| rupees ($28.75) per ton, and the latter 4 
rupees ($1.33) each. Owing to the use of sand and earth ballast (which 
when boxed with bricks broken fine came to 2,950 rupees ($983.33) a 
mile, as against 12,040 rupees ($4,013.33) for the ballast of broken brick 
throughout, used with wooden sleepers), the cost of the iron road com- 
pares favorably with the wooden one, being 37,000 rupees ($12,334) a 
mile for the wood and 34,000 rupees ($11,334) for the iron. 

SiND-PiSHiN Railway. — On this line the steel ties of the state pattern 
are used. Mr. F. L. O'Oallaghan, engineer in chief of the northern 
section, made a report on these ties to the director-general of railways 
in April, 1888. He gave the following comparison of the weights and 
numbers of parts of different ties : 
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(a) steel tie 

(6) Deodar 

(c) Teak 

(<2) Denham-Olpherts 
(«) Bowl 



Weight. 


PartH. 


FwvndM. 


Ho. 


120 


3 


143 


5 


180 


5 


229 


9 


180 


9 



a, tie and 2 keys ; h and c, tie and 4 spikes ; d, 2 cast-iron plates, 2 cast-iron jaws, 1 wrought-iron 
tie-bar, 2 wrought-iron gibs, and 2 wroaght-iron cotters; e, 2 bowls, 1 tie- bar, 2 gibs, 2 cotters, 2 keys. 

The track, he stated, is easily and rapidly laid, but somewhat diffi- 
cult to pack up in the first instance. The practice was to put the ballast 
in two parallel heaps about 6 feet apart center tQ center, and about IS 
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inches high ; the ties spanned these two stacks and were forced down 
into them by the first passage of an engine ; the space under the rail 
was thns solidly filled and the space between the stacks of ballast was 
then filled in with sand, as any hard material under the middle of the 
tie is liable to cripple it. The narrow space between the lugs was 
complained of, but it was stated that if made wide enough to admit the 
rail flange horizontally, four keys would be required on curves instead 
of two; and 'Hhe remedy, by introducing special parts, seems worse 
tbau the disease." The turned down ends of the ties hold the ballast 
so firmly that very little is required beyond the ends. Some cases were 
reported in which the lags were cracked off, and an increase in the 
thickness of the top table, by adding metal to its under side, was 
recommended. As to the strength of the ties, it was stated that under 
ordinary circumstances they are as strong as timber ; a heavy derail- 
ment distorts them, but under similar circumstances wooden ties are 
generally smashed up, and any kind of cast-iron ties so broken as to be 
useless, the tie-bars only being repairable. Other reports, made about 
the same time, suggested the use of a loose-bolted clip on one side 
of each rail, and also that the lugs should be made stronger. A num- 
ber of objections were urged against the old form of steel tie (state 
railways pattern, 1885). 

OuDH AND RoHiLKUND RAILWAY.— This road is laid with metal 
track throughout. In March, 1888, there were 432 miles of cast-iron 
oval bowl-ties, 75 miles of wrought iron saddle-ties, and 182 miles of 
MacLellan and Smith's patent Bessemer steel corrugated bowl-ties. 
The Gawnpore branch, 45^ miles long, of which 42 miles were buUt in 
1867, was originally laid with 36-pound rails, on corrugated iron bearing 
plates, but has been relaid with the cast-iron oval bowl-ties and the 60- 
pound flange rails used on other parts of the line. The corrugated or 
embossed steel bowl-tie made by P. & W. MacLellan, of Glasgow, is 
said to be the standard type of tie now for this line, and it was of these 
that Sir A. M. Bendel, consulting engineer for state railways, wrote in 
1888 that they had lasted sixteen years without injury. These bowls 
are also in use on the Calcutta Port Railway. At the beginning of 
1875, as stated by Mr. Ernest Benedict in his paper on ^' Metal sleepers 
for railways" (already referred to), 1877, there were 444 miles laid with 
oval cast-iron bowls, having recessed pocket for wooden cushions; 
60 pound flange-rails were used, secured by iron keys; the principal 
defect was in the jaw which held the key, 75 per cent, of the breakages 
occurring at this point. A bowl and fast'Cning, exclusive of tie- bar, 
weighed 87^ pounds. In the discussion of this paper Mr. J. E. Wilson 
stated that the wrought iron saddle-tie had been adopted on this road 
iu 1869, and notwithstanding its weak form it had given such satisfac- 
tion that its use was continued, 25 miles being laid in 1876. After a 
series of tests the use of iron for ties had been abandoned and em- 
bossed steel ties adopted ; these were only threesii^teenths inch thick, 
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as it bad been found that there was no danger of corrosion. A pair of 
these steel bowls would weigh about 90 pounds, while a pair of cast-iron 
bowls would weigh not much less than 224 pounds. The steel bowls 
could be struck out of a steel plate at one blow. 

JAMMU AND Kashmir Kailway. — In the report for the year ending 
March 31, 1888, of the director-general of railways, it was stated that 
the track was to be of the most improved type in use on the North- 
western Eailway (presumably 75-pound flange-rails on steel cross-ties 
of the state railways type.) 

Eastern Bengal Eailway. — The report of the director-general of 
railways, for the year ending March 31, 1888, mentioned 34 miles laid 
with cast-iron bowls, 20 miles with Denham-Olphertscast-irou plate-ties, 
10 miles with Denham's plate- ties, and one-fourth mile with Greaves' 
cast-iron bowls; also Yautherin wrought-iron and De Bergue cast-iron 
ties (length of track not stated) on the northern section (see State Eail- 
ways); and Denham Olpherts plate-ties on the Assam-Behar section. 
On the Goaluudo exteusiou, opened about 1871,8 miles of the maih 
line were laid with spheroidal cast-iron bowls, packed with the ordinary 
sand of the country. Mr. Ernest Benedict, in his paper on <' Metal 
sleepers for railways'' (1877), already referred to, stated that they were 
laid in sandy earth packing and the grass allowed to grow over it, ex- 
cept within 6 inches of the rails, thus protecting the sand from being 
washed away by the rain or blown away by the wind. This was ex- 
pected to save the cost of burning clay or brick for ballast, about $7,500 
per mile, and to effect a great economy in maintenance. These views 
were found in practice to be cx)rrect. There were eight pairs of bowls 
to a rail length of 20 feet, as compared with seven wooden ties; they 
were first laid on brushwood aud packed with sand, but later the ordi- 
nary sandy loam only was used, packed from below by wooden beaters 
and then tamped through the holes on top. The bowls were 22J inches 
in diameter, nine-sixteenth inch to 1 inch thick ; the tie-bars were 2^ 
inches by ^-inch section, 7 feet 4^ inches long, and weighing about 
31^ pounds ; they were secured by cotters on the outside and gibs on the 
inside of the track. The rails were of double-headed section, weighing 
74 pounds per yard. Particular attention was paid to the drainage; 
besides the ordinary trench between the rails, four cross drains were 
cut to each pair of rails, two to the right and two to the left between 
alternate ties ; the embankment itself was rounded off and there was 
not a square foot of level surface upon its top. There were seven trains 
each way per day, with four-wheel freight cars weighing 16 tons (10 
tons of freight) and heavy engines with four coupled wheels. Mr. Bene- 
dict gives the following figures in regard to renewals: 

In the half year ending June 30, 1876, 14,130 wooden ties wer« renewed, or at the 
rate of nearly 10 per cent, per annum of the main line ties, bringing the total renew- 
als, which have been mostly on the main line, to 34.33 per cent, of the whole number 
of ties, and leaving 40 per cent, of all the ties in the line fifteen and one-half years 

q\^; but th^ff^ m^ mostly in bidiugo. T^King; tben, tb»t neaii^ vM tb^ r^^^wftlQ 
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have been on the main line, the yearly average so far (1877) has been 3.44 per cent.; 
bat it may also be taken as certain that another 33 per cei\t. of the total number of 
wooden ties will have to be removed from the main line during the next two years 
(to 1879). This would give a yearly average of 6 per cent., or a life of sixteen and 
one-half years to the old ties now in the track, of which two years passed before the 
line was open for traffic. Against this we have 364 or 1.25 per cent, of bowls renewed 
in the half year, making a total of 6.17 per cent., all on the main line, and giving a 
yearly average of a little over 1 per cent., or a life of eighty-nine years to the bowls. 

TiRHOOT Railway.— Ill 1878, Sir Guilford L. Molesworth designed 
some cast-iron bowls for this line (See State Railways). There are now 
inose the Deuham-Olpherts and Denham's cast-iron plate-ties; also 
8^1 and deodar wood ties. 

JosHAT Railway. — Fowler's patent portable track, vrith 14-poaud 
steel flange-rails on corrugated steel cross-ties, is laid for 3 miles ; the 
rest of the line is laid with 18-pound rails on wooden ties. 

Gherka-Companyganj Railway. — On this line 7J miles are laid 
with 25-ponnd steel flange-rails on Fowler's patent steel ties for light 
railways. The ties are flat, with a middle corrugation forming a deep 
groove along the upper surface of the tie. The outer flange of the rail 
is held by a clip secured to the tie by two bolts j the inner flange is held 
by the hooked end of a bolt which lies in the groove under the rail, with 
a nat screwed up against the end of the tie. The ties are 45 inches 
long, and there are eight to a rail length of 21 feet. This part of the 
line is worked by locomotives. On the mountain inclines, worked by 
steel wire ropes, wooden ties are used. 

BuBMAH Railways. — Until very recent years the ties used in Bur- 
mah were almost exclusively of iron- wood, or teak. The former is an 
excellent timber, impervious to white ants, and little troubled with dry- 
rot. The teak is softer, and lasts eight or ten years. Steel ties, how- 
ever, have been experimented with, and are now being introduced, as 
they economize in the expense of spikes, and are claimed to last forty 
or fifty years. Recent low prices have greatly aided the introduction 
of steel rails and steel ties. 

Madras Railway. — The track of this road is laid almost entirely 
with cg^st-iron bowls, carrying rails weighing 65 to 84 pounds per yard. 
The southwest section was originally laid with ties of indigenous 
woods, but as early as 1853 the then chief engineer, Mr. G. B. Bruce, 
suggested that an experiment should be made by using stone blocks 2 
feet by 2 feet by 1 foot. The Government acceded to the proposal and 
sanctioned the purchase of 60,000 stone blocks. Apparently, however, 
only about 800 yards were laid in this way, and, as the experiment 
proved to be unsatisfactory, the blocks were all removed in 1857. 
Jungle-wood ties were found to be very short-lived, and in 1861 it was 
decided to replace them by Grea ves's patent cast-iron bowls. This alter- 
ation has proved to be economical and satisfactory. The northwest 
section, 308 miles long, and the Bangalore Branch, 87 miles long, are 
lai(J with iron ties. In 1877 it was stated by Mr. Benedict, in his paper 

22893— Bull 4 16 
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on " Metal Sleepers for Eailways,'' already referred to, that nearly the 
entire line was lai(l with the bowls, except about 70 miles laid in later- 
ite rock-ballast, and in that part trenches were being made in the bal- 
last to be filled with sand, so that the bowls could be put there also. 
When the bowls were carefully packed they made a smooth track, easy 
to ride over, and safe for high speeds. At one time tie-bars were only 
used to every alternate pair of bowls, but now they are used for every 
pair. The cost of maintenance, as compared with jungle- wood ties, was 
found in five years to be as 3 to 1 in favor of the bowls. Creosoted 
pine ties have been tried, but are not preferred to the iron. About 
1886, there was a period in which this form of tie, however, fell into 
disfavor, but it has survived up to the present time. 

From a paper, with illustrations, by Mr. E. W. Stoney, chief engineer, 
on " The Creep of Bails on Double Lines of Railway," published in 
The Indian Engineer, Calcutta, October 29, 1887, the bowls were of the 
Greaves pattern (See State Railways); they were about 24 inches in di- 
ameter, arranged in pairs, and connected by transverse tie-rods; the 
ties were spaced 2 feet 6 inches apart, center to center of tie-rods, 
at the rail-joints, and 3 feet 6 inches apart intermediate. The dis- 
tance between the near rails of the two tracks is 6 feet. The rails are 
of double-headed section, weighing 75 pounds per yard ; they are 20 teet 
long, connected by splice bars and four bolts, the joints being even and \ 
suspended. The ballast is of sand. The taper of the keys and the 
jaws of the bowls was in the direction of the traffic for the outside 
rails of each track, and in the opposite direction for the inside rails. 
The creeping of the track in the direction of the traffic, therefore, 
tended to tighten the keys of the outside rails and to loosen those of 
the -inside rails ; consequently, the creeping of the inner rails was much 
greater than that of the outer rails. In regard to this creeping, which 
is a matter of importance to railway engineers, Mr. Stoney states that 
it is in' the direction of the traffic; the joints are sometimes drawn out 
as much as 5 inches, when the fish-plate came against the jaws of the 
bowl; but even then the force was sufficient to pull the bowl through 
the ballast, sometimes bending the tie-bars, shearing or breaking three- 
fourths inch splice bolts, and breaking the jaws of chairs which were 
immovably fixed on girder bridges. 

South Indian Railway. — This line was formerly the Great South- 
ern of India Railway. It was commenced in 1869, and was built to the 
Indian gauge of 5 feet 6 inches, but during the years from 1875 to 1879 
it was converted to meter gauge. Cast-iron bowls were made for this 
road in 1877 (as described under State Railways). In that year the 
road had 86 miles laid with these ties in sand ballast; they were laid 
with seven pairs to a rail length of 21 feet. At first tie- bars were only 
used at every alternate pair of bowls, but now at every pair. Each 
bowl had a teak cushion on which the rail rested. On the broad-gauge 
line, about half was \^\d \vitb iron and half with wooden ties, As the 
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latter decayed they were replaced with iron. The track was laid with 
40poand rails and light ties, bat it is being rapidly. relaid with 50 pound 
rails and heavier ties. In October, 1889, the cousnlting engineer, Sir 
Douglas Fox, informed ine that there were about 140 miles laid with 
cast-iron bowls, and extensions aggregating 300 miles were being laid 
with steel ties of the State Railways pattern for meter-gauge, large 
nambers of which were sent to India. In his opinion, the cast-iron tie 
is by far the best under most circumstances. The grades and curves of 
the road are easy. The engines have a weight of about 3J tons on the 
driving wheels, and they haul the trains at a speed of about 25 miles 
per hour. 

The bowls are 20 inches long at the bottom, at right angles to the 
rail. The thickness of the metal averages eleven -thirty-seconds inch, 
and the weight is 70 pounds each. The height from the bottom of the 
bowl to the top of the jaws, forming the rail-chair, is 7| inches, and 7f 
inches for the inner and outer jaws respectively. The tie-bar is of 
wrought-iron, 1§ by three-eights inch section, 5 feet 6J inches long, and 
weighs 1 1 pounds. It is placed on edge, and passes through the bowls, 
being secured on the outer side of each bowl by a split cotter, and on 
the inner side by a gib. The cotters weigh 43$ pounds per hundred, 
and the gibs 17 pounds per hundred. The rails are of steel, of bull- 
headed section, weighing 50 pounds per yard. The lower table rests 
on a wooden packing-piece, or cushion, and a compressed oak key, or 
wedge, is driven between the web of the rail and the outer jaw of the 
chair, the jaw being corrugated so as to bite into and hold the key. The 
rails have an inward inclination of 1 in 20. The ballast is of a stone 
called laterite. The cost of construction of the road is said to have been 
about $33,500 per mile. 

A special feature of some of the steel ties used (not the state rail- 
ways pattern), was that the clips were not stamped out of the metal of 
the tie, but two wrought-iron plates with jaws were secured to each tie 
by four rivets^ each rail resting on a plate. They were laid in April, 
1885, to replace creosoted pine ties, and in October, 1888, Mr. David 
Logan, chief engineer, reported that some had been found cracked 
rounil the plates, the weight of the traffic appearing to have a tendency 
to punch the plates through the tie. The cracked ties weighed about 
62 to 64 pounds each, while the average weight of ties of this class was 
about JOJ pounds. The rails were of flange section, weighing 40 pounds 
per yard, and were secured by wooden keys in the same way as a dou- 
ble-headed rail in a chair. 

I 

Great Indian Peninsula RAiLV\rAY.— On this line, cast-iron bowls 
are extensively used. They have been adopted for the standard 
track of the road as a form of bowl which gives good satisfaction, 
arrived at by gradual improvement. They are of oval shape, and are 
spaced 2 feet 9 inches apart, center to center. They are being used not 
pnly for majntepapce and renew^ls^ but also ox\ the double tracking of 
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the lines. As laid in 1877, there were eight pairs of bowls to a rail 
length of 24 feet. The rails were of iron, and weighed 68 pounds per 
yard. The rails now used are of steel, and weigh 69, 82, and 86 poands 
per yard. At a meeting of the company in June, 1889, the president, in 
presenting the report for the half year ending December 31, 1888, made| 
the following remarks in regard to the ties nsed : 

When the railway was first worked wooden sleepers were very largely used. We' 
found in very early days that it would be advantageous to introduce iron sleepers in 
substitution for wood. It was done in some degree tentatively, but with some ra- 
pidity after a little while. In 1872, just after the railway had been completed throngh- 
out, our road consisted of 1, 110)000 iron sleepers and 1,638,000 wooden sleepers. 
Many of the wooden sleepers have been replaced, and we have now 2,190,000 iron 
sleepers as compared with 977,000 of wood ; and the advantage of this is that while 
one represents the renewal of iron sleepers per hundred, it takes 5.09 of teak wood 
sleepers and pine sleepers to do as advantageously as the iron does, and the eifect is | 
that you get done with 1 per cent, that which takes more than 5 per cent, in the case 
of the teak sleepers, which are the next durable we have. 

Bombay, Baroda and Central India Railway. — In September, 
1889, Mr, J. M. Sleater, the chief engineer, forwarded me a statement 
in regard to this road. There were then 77.48 miles laid with the cas^ 
iron bowls j thej were laid at different dates, under tie supervision of j 
the late Mr. A. P. W.Porde and the late Mr. F. Matthews, who werei 
successively chief engineers of the road. The steepest grade is 1 in 100; 
ruling grade, 1 in 500 ; sharpest curve, 1,500 feet radius. There is a 
heavy traffic, with freight trains of fifty cars. The total weight of en- 
gine and tender is about 62 tons, with 14 tons on the driving wheels. 
The bowls are oval in plan, about 21 inches by 26 inches, the major axis 
being parallel with the rail ; the depth of the bowl (inside) rs about 5 
inches, and the total depth from the top of the jaws which form the rail 
chair to the bottom of the bowl is about 9^ inches. The thickness varies 
from about one-half inch to three-fourths inch. At the middle, between 
the jaws, the top is flat for a width of 6 inches ; on this the rail does not 
bear, resting on two wooden cushions about 5J inches long, 2J inches 
wide, and 1 inch thick, in sockets of the casting, one on each side of 
the flat portion. There are two tamping holes 2f inches in diameter in 
the top of the bowl. They weigh 87 pounds each and cost 53 rupees 1 
anna 8 pice ($17.25) per ton, delivered in Bombay ; ten years ago the 
price was 64 rupees 2 annas 8 pice ($21.15) per ton. The tie-bars are 
7 feet 7J inches long, 2 by J inch section, placed on edge ; they pass 
through the bowls and are secured by a cotter on the outer side and a 
gib on the inner side of each bowl. The ties are spaced about 3 feet 6 
inches apart, center to center of tie-bars. The rails are of double-headed 
section, of steel, weighing 69 pounds per yard; they are secured in the 
chairs by wooden koys or wedges. The rail joints are suspended and 
are spliced by deep splice bars, the lower part curved to clear the lower 
head of the rail. The ballast is of stone and gravel, but must not be 
more than 1 inch in size. The width of the ballast bed is 14 feet at the 
bottom, or ftt 9^bgrade ; 11 fe^t^ Pft top? with side slopes of 1 to 1 ; the 



B 8t«De, coarse shiogle, or auy ballast that cakes or hardeus, the bowls 
pvere liable to be broken. lu this respect circular bowls, ribbed, were 
nd stronger than oval bowls. On the Nagpoor district there were 
Dy breakages, througli allowing the track to run *' hard," while in 
er diatricts, in sand ballast, the breakages did not exceed 2 per cent. 
' annum. 

P&RAEESHWAB Bailway. — TIlis line is operated as a part of the 
it Indian Railway system, and is laid with Denham-Olpherts cast* 
D plate ties of the latest type. (See Bast Indian Railway.) 
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Delhi, XJmballa. and Kalea Railway. — ^This is a new line now 
under coustrnction, ou wbich the Denbam-Olpherts cast-iron plates are 
to be used, but up to June, 1889, no track bad been laid. Tbe rails will 
be of steel, double-beaded section, weighing 75 pounds per yard. The 
ballast will be partly of brick and partly of stone, and the general type 
of track throughout will be in accordance with the standards of the 
East Indian Hallway. 

The southern division of 130 miles is over easy country, with a ruling 
grade of 1 in 300, while the northern division has a ruling grade of 1 
in 40. The minimum radius of curves of the two divisions is one-half 
mile and one- fourth mile, respectively. Mr. R. A. Way is chief engi- 
neer and Mr. William Duff Bruce is consulting engineer. The cost is 
estimated at $33,500 per mile, exclusive of rolling stock. The cost of 
the East Indian Railway, including equipment, is given as about 
$110,000 per mile, and that of the Scinde, Punjab and Delhi Railway 
as about $80,000 per mile. The State will provide all rolling stock and 
will operate the line for 50 per cent, of the gross receipts. It will be 
worked by the East Indian Railway Company under a contract with the 
State. 

Thaton-Duyinzaik Railway. — The track of this road consists of 
steel flange rails on steel and wooden ties. 

H. H. THE Nizam's Railway. — Some cast-iron bowls of a type used 
ou the state railways were in use ou this road iu 1877. At the end of 
March, 1888, 109f miles were laid with 66J-pound steel rails on steel 
cross-ties of the state railways pattern, 87 miles with 68-pound rails on 
cast-iron bowls purchased from the South Indian Railway, 6 miles with 
66J-pouud flange rails on Bessemer-steel ties, and the remainder with 
60-pound flange rails ou creosoted pine and jungle-wood ties. Mr. W. 
A. Lyle, chief iuspector of maintenance, who has had nearly thirty 
years' exi)erience with metal and wooden ties, wrote me in September, 
1889, stating that, in his opinion, cast-iron ties were not reliable; wooden 
ties, he thought, cost too much to preserve, and even when pre- 
served they were not reliable, as the gauge spreads under the lateral 
pressure of the wheels of trains, and the ties split and rot. In August, 
1889, Mr. Lyle made a report to Sir A. M. Rendel, the consulting engi- 
neer, upon the State Railways type of steel tie, of which he had six years' 
experience; three years having been with the new pattern. He found 
this latter pattern superior to anything else he had ever tried, for the 
following reasons: 

(1) It is easily handled and laid in the track. 

(2) It holds well in line and surface. 

(3) The gauge can be easily and uniformly adjusted on curves. 

(4) The lugs are not too rigid, and the key is kept in place when once 
properly driven. 

(5) The maintenance is easy when the track has become consolidated. 

(6) If damaged by a derailment the tie can be repaired and made 
serviceable at a small cost. 
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He had not found the preservative coating to come off or the ties to 
rast except in a few rare cases, due to the nse of bad ballast, impreg- 
nated with saltpeter, etc. Sand ballast he considered best, while 
broken stone he thought scratched the preservative coating and con- 
solidated to too hard a bed, like macadam. To lessen the labor of pack- 
ing and tamping he suggested the makingof a packing hole 1| inches in 
, diameter at each end of the top of the tie, the holes to be so punched 
as to leave a rib or burr around them. The cost would be small, and 
lie estimated that he could carry on the maintenance with five men less 
for every 4 miles of line. He thought the ballast should be only 
level with the tops of the ties, not covering them. 

In February, 1889, Mr. W. 0. Furnivall, chief engineer, reported to 
the director-general of railways that his experience with the im- 
proved pattern of the State Hallways steel ties was very favorable to 
their use. They can be easily and quickly laid, are preferable to tim- 
ber in diversions on rough temporary roads, except only where stone 
and rock occur, and then only a sand packing must be employed. A line 
laid with these "peapod" ties is cheaply maintained; the ties keep 
their position well, and do not oxidize where the ballast is good. The 
slight friction caused by the passage of trains pressing the sand in 
stone ballast against the under side of. the tie suffices to brush off any 
I ^ particles of oxidation which might otherwise exist. In cases of derail- 
ment he had found the ties easy to repair. 

KHAMaAON Railway. — The track of this line is laid with 60-pound 
flange rails on oval bowls. The road is operated by the Great Indian 
Peninsula Railway Company. 

Ameaoti Railway. — This line is laid with 68 pound rails on iron 
ties. It is operated by the Great Indian Peninsula Railway Company. 

H. H. THE Gaekwar's RAiLWAY.-~The Viramgam-Mehsana-Yadna- 
gar Railway is laid with 41Jpound steel rails on steel cross-ties. The 
line is owned by the Gaekwar of Baroda, and is operated by the Bom- 
bay, Baroda and Central India Railway Company. The other line, 
known as the Gaekwar's Railway, is laid with wooden ties. 

Bhavnagar, Gondal, Junagarh and Porbandar Railway. — 

The extension to Porbandar will be laid with 41^-pound steel flange 

rails on steel cross- ties; this line will be 69 miles long. Of the 259f 

miles in operation, 193J miles are laid with similar rails on half-round 

I pine ties, and 6Qi miles with similar rails on jungle- wood ties from a 

f local forest. 

MoRVi Railway. — Part of this line runs along a highway. The 
track is laid with about 90 miles of 19pound steel rails on Kerr and 
Stuart's patent steel ties, which are similar to the state railways type. 
(See Kerr and Stuart, England.) 

JoDHPORE Railway. — The Pachpadra extension, 59| miles long, is 
laid with 36-pound rails on steel cross-ties. The main line is laid with 
similar rails, 19 miles on creosoted pine ties, and 45 miles on jungle- 
wood ties. 
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Calcut^^a Poet Railway.— This is a line of 5 feet 6 inches gauge, 
owned by the port commissioners. The following report was kindly 
prepared for me by Mr. B. Desbruslais, assistant engineer, at the in- 
stance of the commissioners : 

The line is in three sections : No. 1, from Chatipal Ghat, Calcatta, to the govern- 
ment gun foundry, Ghat, 4085 miles, laid with three tracks ; No. 2, from Chanpal 
Ghat to Kidderpore docks, including the dock lines, 7.25 miles ; No. 3, from the Kid- 
derpore Dock<3 to brick fields at Akra, 3.50 miles. Sections No. 1 and No. 2 are laid 
with steel bowls ; No. 3 is only a temporary line. On section No. 2 the curves are very 
slight and the lines run generally level, except on each side of the level crossing at 
the approach road to the Hooghly floating bridge, where the grades are 1 per cent, for 
600 feet. On No. 2 the sharpest curve is of 1,000 feet radius, and the line is nearly 
level. No. 1 was laid in 1875 with iron rails, which were replaced in 1885 with steel 
rails 30 feet long. No. 2 was laid in 1885-1886. Mr. William Duff Bruce was the 
engineer to the port commissioners when these works werer carried out. No. 1 was 
intended to do away with as much as possible of the cart traffic on the Strand road 
and at the jetties; there is quite a heavy freight traffic. No. 2 is principally for 
conveying materials for the construction of the docks. The engines arc tank engines, 
with four wheels, all coupled ; wheel base, 6 feet ; they were built by Diibs & Co., of 
Glasgow, and weigh 20 tons empty or 23 tons with tanks and bunkers full, giving Hi 
tons on each pair of wheels. Each tie consists of two of MacLellan's patent steel em- 
bossed bowls, connected by a tie-bar; the bowls are of rectangular form, with all 
sides fluted ; they weigh 33 pounds each (See plate No. 25). They are spaced 3 feet 
apart, center to center, and the rails are laid with suspended joints. The cost was 
£14 ($70) per ton delivered, and the avef age cost of maintenance (labor only) on sec- 
tion No. 1 is 26 rupees ($8.22) per mile ol single track. The rails are of flange section ^ 
and rest directly on the bowls, to which they are fastened by two bolted clips on the 
outer side and one clip on the inside ; the outer bolts are seven-eighths inch in diam- 
eter and the inner bolts 1 inch in diameter. At curves a larger number of tie-bars 
is put in and the gauge is left one-half loch slack. The tie-bars are of angle-iron with 
adjustable clips and bolts at each end ; they are spaced 6 feet apart, center to center. 
Ordinary freight cars are used, but the speed does not exceed 6 miles per hour. The 
materials appear to be wearing satisfactorily, but there has not been time enough to 
judge of their durability. Section No. 1 is ballasted with cinders, which are easily 
procurable and answer remarkably well for packing the bowls; the cinders are 
walled in by the curbstone of the road, the rails being level with the top of the curb ; 
all rain-water drains through the cinders and is carried away in the roadside surface 
drain, so that the road-bed is well drained. Section No. 2 is ballasted with old 
bricks, broken to pass in any direction through a 2-inch ring ; being rather soft they 
answer very well, but hard burnt brick would not be suitable. The cinders do not 
cake or harden into a mass under the bowls, but the brick ballast seems to be doing 
this. The suspended rail-joints on section No. 1 being very springy, Mr. Desbruslais 
designed a joint tie, which has been laid throughout this section with satisfactory 
results. The joints on section No. 2 are suspended. The general results of this track 
have been satisfactory so far, and there is no trouble with maintenance or with the 
rail attachments. When once the clips are fastened and the bolts tightened up they 
do not require any further looking after, as they get jammed up in a few weeks, and 
a difficulty is experienced if the bolts are required to be unscrewed. The fish-plate 
bolts, however, constantly require tightening. There is no trouble from breakages 
on the main line; it is only at switches and frogs that engines or cars get derailed, 
and, as the speed is slow, little damage is done. The switches and frogs are laid 
on wooden ties, with the ordinary cast-iron chairs; some of the chairs get broken 
and occasionally a switch rail and coupling-rod bent. The cost of the track laid 
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I einder ballast, \a abont 18 rupees ($6) per yard. The speed 
hour, tbe results tbat may be obtaiued on this line can Dot be 
lose tbat will be obtained (rom tlie nsa of this deacriptloa of 
gb speeds are attained. 

steel, of flange section, and weigh 60 pounds per 
incbea Uigh, i incliea wide over the flange, with a 
B, having top corners of one-half inch radius. The 

inches loug, 18 inches wide, and i^ inches deep; 
8 in the direction of the tracli. The rail joiuts are 
reen the bowls. The joint support designed by Mr. 
8 of a cast-iron plate and chair under each joint, 
See plate No. 25.) The plate ia 21 inches by 12 

length being transverse to the track. The bottom 
iddle of the upper surface is a support 6 inches bigb, 
at. From each side of this two webs run to the 

Tbe splice-plates are double augle-bara, having a 
;lie horizontal flange ; on the inner edge of tbe bottom 
a rib, so that when brought together by the splice- 
inder tbe projecting top of the rail-seat and thus pre- 
I of tbe rails at the joint. The splice plates are IS 
lur bolts. ' The tie-bars are of angle-iron, 2J by2iby 
laced between the pairs of bowls aud connect the 
B bowls, the latt«r being left quite independent of 
ch end of tbe bar are two lugs, one fixed at the ex- 
tbe other loose; the tops of these lugs are bent over 
nge; when the rails are in place the luga are held 
OQtal bolt paasJng under the flauge. In tbe middle 
) tracka the ballast is level with the top of the rails, 
e rails to tbe under side of the head. The space 
f adjacent tracks is 7 feet. 

Lines. — The following railways ate laid with 

zipnr; 65-pound steel rails, on bearing plates and ' 

62-ponnd flange rails, on creosoted pine ties. 

reosoted pine, teak, and sal tiea. 

ay (Burmah) ; flange rails, on teak and pyingado 

; 4} pound flange-rails, on deodar and sal ties. 

il| pound flange-raila. on t«ak, sal, and pine tiea. 

-Sihraman ; 41^-pound steel rails. 

kot; 6!3-pound rails. 

iayan ; 30 an<l 40 pound rails, on wooden ties. 

nd steel raila, on wooden ties. 

l^ pound steel raila. 

bwestern ; 41 , -pound steel rails, oii sill and creosoted 
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Bohilkand-Eumaon ; 41|-pound steel rails^ on sal and juugle- wood ties. 

Pondicherry ; 40.3-pound rails, on wooden ties. 

West of India Portuguese ; 62-pound rails, creosoted pine, sal, and 
teak ties. 

H, H. the Gaekwar's ; 30-pound flange rails, on wooden ties. 
Eajpura-Bhatinda ; 68-ponud steel rails on deodar ties. 



« 



TIES. 



Denham-Olpherfs cast-iron plate ties (See plates Nos. 21 and 23).— This tie consists 
of a pair of cast-irou plates, each having a chair for one rail, with a wronght-irou tie- 
bar connecting them. It is interesting to note the extent to which cast-Iron has been 
employed with successfal results— as on the East Indian Railway. On the guaranteed 
railways of 5 feet 6 inches gauge the plates are oblong, 34 inches by 12 inches, the 
greater length being transverse to the track. Tha thickness at the middle is three- 
fourths inch, tapering to three-eighths inch near the edges, while at the edge it is 
five-eighths inch. On the bottom, parallel with the rail, is a se<i:mental rib 1^ inches 
deep at the middle. At the middle of the plate are the jaws which form the rail 
chair, from each of which run two ribs 3i^6 inches high at the jaw and curving down 
to the eilge of the plate. The rails are of double-headed section and are suspended in 
the chair by the under side of the head resting on the jaws of the chair. The outer 
jaw is a part of the plate casting, but the inner jaw is loose and is held in place by a 
flat taper key or cotter driven horizontally through slots in the plate ribs, the tie- bar 
and a web projecting from the back of the jaw ; the ( otter is 10 inches long, 2 inches 
and 1{ inches wide, and three-eighths inch thick. With this fastening no wooden 
keys are used to fasten the rail, which is an important feature in hot countries. The 
tie-bars are flat, 2^ inches deep by one-half inch thick; they rest on the upper surface 
of the plates and pass under the rails through both jaws of each plate. They are se- 
cured on the outside of each plate by a gib, and on the inner side by the cotter, 
which holds the several parts together and brings the loose jaw firmly home against 
the rail. I'he height from the top of plate to the top of the jaw is 7f inches, and the 
metal in the jaw is about five-eighths inch thick. 

For the meter-gauge lines the plates are 24 inches by 10 inches, with a tie-bar 1^ 
by i inch; the plates are nine-sixteenths inch thick at the middle, three-eighths inch 
at the sides, and one-half inch on the edges. The rails being of flange-section, the 
chairs are of different shape from the above ; the outer side of the chair has two lugs 
which hold the rail flange, while the loose jaw on the inner side is of f form, the hori- 
zontal portion bearing on the rail flange; the jaw is held in place by a key, as above 
described. The weight is as follows : 

Cast-iron : Pounds. 

Two plates 89i 

Two jaws • f)i 

Wrought-iron : 

Tie-bar lU 

Two cotters r 2^ 

Two gibs i 

In another form of the tie for meter-gauge lines each rail rests on a block of wood 
5 inches long, 7 inches wide, and 2^ inches thick. The top is cut to give the rail an 
inward cant of 1 in 20. The rail is fastened by two bolts; the heads are on top, with 
washers, which hold the rail flange, and the nuts are on the under side of the plate, 
being prevented from turning by lugs on the plate. The bolt is screwed down through 
the nut. The tie-bars are only 2 feet 7f inches long, resting on the inner side of the 
plate and having a notch which engages with a projection on the plate. On the 
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ate is a lag with a slot, throDgh which the tie-bar panoM, and a 
^ge is driven iuto this slot alooK the top of the tie-bur. 
■herls- Moles worth " tie for nteter-gaage liaea JB similar to tlie 
ar tbie gauge, but has the corrugated wedge fasteniog desifrned 
urtb and described nnder the heading of the Indian State rail- 
lification in these ties is the mode of adjusting the gauge by 
1. Under the raised rail seat are two studs in the plate. They 
le and are of different dtmensiuns. The end of the tie-bar pro- 
,nd has a notch on the lower edge to fit over the proJectioDs or 
I'bar is placed with its ends fitting on one diagonally opposite 
ge is 3 feet Sf inches for taogents. Wlien the ends fit over two 
iige is 3 feet 3} Inches for easy curves. Wlien the ends fit over 
opposite studs the gauge is 3 feet 4i inches for sharp curves, 
lions: 2 plates, 100 ponnds ; 2 Jawn, 5 pounds; 2 wedges, 4 
ipounds; total, 119 pounds. This typeisalsosaitable for broad- 

lanie depth and level of ballast as the wooden ties, so that by 
whenever a wooden lie is removed the reuuwul can be carried 
It closing the Hue in sectiuus or in any way iiiterfuriug with the 
!0 a very long life, and some have been exbibitud at Calcutta 
) tons of traffic had pansed without causing appreciable wear or 
age of breakages is very small, and when broken or worn out the 
I'atue of scrap iron, about 30 rnpees (fti) per ton at any largo fouu- 
)dia, when imported, is about t> rupees H annBs($3.16), but when 
e the price will be about $2 per tie complete. The ties are said 
th and easy riding track, with no jotting or rattling with trains 
■ed. Some of the ties on a broad-gauge line, with 74-pound rails, 
ined after three years' service and found to be in perfect condi- 
13,000,000 tons >.'f traffic bad passed over them at various speeds, 
nance, it has been stated that during the first year the amount 
greater for track laid with " Deniiaui-OlpbcrtH" ties than for a 
<n ties ; during (he second year it is about equal, or a little in 
ack, while during subsequent years it is ranch less for the track 
ir tliat on wooden ties. The following are stated to he the com- 
of the cost of renewals per mile per annum : 
TM 



in bandliug are said to be lesa than one-eigbtb of 1 
e-balf of 1 per cent, per auniim in the track, against 
)r bowl ties. 

nerally laid eleven to a rail length of 30 feet; the'bal- 
uch to 4-inch hart] stone, but broken brick, ashes, 
are used. The ties are found to be sufficiently elastic 
ig of trains at high speeds. The weight uf the ties for 
i laid with 75'pouud rails is about as foUowa: 

Pounds. 
175 
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The followiug is an abstract of a statement submitted to me in Jane, 
1888, by Mr. Browning, the London agent for the patentees i 

Mr. C. H. Denham is the engineer-iQ-chief of the East ludian Railway and Mr. 
Olpherts was a district engineer on the same line. Several years ago large quantities 
of cast-iron bowls were sent out from England for use on the East Indian Railway, 
haying been already used with success on the Egyptian railways and in parts of India 
where the ballast was of sand or light gravel. The East Indian Railway was bal- 
lasted for a great part of its length with hard red iron stone mixed with clay. This 
ballast soon shaped itself under the bowls and became hardened into solid concret- 
cakes, so that it was found that the bowls were constantly getting broken by cone 
cnssion with the solid blocks of ballast on which they rested. To obviate this trouble 
Mr. Denham designed a cast-iron tie of about equal weight with the bowls, but formed 
of flat plates with vertical ribs so arranged on the upper surface as to strengthen the 
plate and form a seat for a wooden cushion to which the ordinary chair was bolted. 
Such plates laid in pairs connected by wronght-iron tie- bars were tried, with satis- 
factory results. The under side of the plate being flat admitted of easy and solid 
packing, and the proportion of breakage in the track was at once reduced to about one- 
one- tenth of that of the bowls, while the trains were found to run more smoothly. The 
principle of a flat iron plate tie having been thus established, improvements in de- 
tail rapidly followed. The formation of the outer jaw on the plate and the keying 
up of a loose inner jaw against the rail by a cotter passing through it and the webs 
of the rail seat were designed by Mr. Olpherts, and finally the wooden cushions upon 
which the rails rested were abandoned and the rails were suspended by the under 
side of the head resting upon the tops of the jaws. In this form the tie hart, in 
June, 1888, been in use for about seven years on the East Indian Railway and other 
railways in India. The tie is also adapted for flange rails and has been used on 
the meter-gauge railways of India, which are laid with steel flange rails weighing 
41i ppunds per yard. Up to June, 1888, more than 2,000,000 pairs of plates for double- 
headed rails, and about 600,000 pairs for flange rails had been made, and their use 
was extending rapidly. The saving in cost of maintenance on the main track of 
an Indian railway laid with 75 or 80 pound double-headed steel rails on these ties as 
compared with the same road laid on the best wooden (sd;l) ties has been found by 
experience, extending over several years, to be about $400 per mile per annum. Some 
engineers still prefer the original form of the plate ties on the ground that the wooden 
cushions give elasticity to the track, but the general opinion is in favor of the 
latest pattern, in which the rail is suspended and which is free from the serious de- 
fects due to the shrinkage and rapid destruction of wood in hot climates. No trouble 
is experienced in maintaining a good track, and the diflSculty of preserving an ac- 
curate gauge, which is unavoidable in a track laid with wooden ties, hardly exists in 
a track carefully laid with the metal ties. Actual renewals are reported to be rare. 
The plates require rather more frequent packing than wooden ties, but the baUast to 
be moved is much less. It is generally concluded that the economy found to result 
from the use of these plates is due to the renewals being so much less frequent than 
the renewals of wooden ties, and to the fact that a broken cast-iron tie is worth 
about three-fourths of its original »ralue, while a worn-out wooden tie is almost 
worthless. About 9o0 miles of track are now laid with these ties. 

Moor e^ 8 cast-iron <ic».— Mr. George E. Moore, deputy consulting engineer for rail- 
ways, has designed some forms of cast-iron plate ties, the special feature of which is 
that the ends of the tie-bar support the rails on the inside of the track, the gauge 
depending on the accuracy of the leugth of the tie-bars instead of upon the accuracy 
of the casting. The plates for broad-gauge lines are rei;tangular, about 33 inches by 
12 inches, the greater length being transverse to the track. The tie-bars are of X 
section, resting between lugs ou the plate and secured by keys driven through the 
lugs and bar. With double-headed rails the end of the bar abuts against the web ; 
with flange rails the end is cut to fit the web and flange. The plates for double- 
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headed rails have a grooved depression^ formlDg a seat for the lower head, and a jaw 
on the plate holds the rail on the outside ; for flange rails there is a flat seat with a 
cast clip to hold the outer flange of the rail. No arrangements are made for altera- 
tions of the gauge. For light-meter gauge lines the tie may consist of the plates and 
tie-bar only, dispensing with all loose pieces. These ties are placed diagonally to the 
track, with the rails in place ; the plates are then shifted to bring the tie-bar at right 
angles to the rails, when the notches and lugs engage and make the fastenings. 

A suggested form of cast-iron tie somewhat resembles the steel tic of the state rail- 
ways; it is of shallow inverted-trough section, deeper at the ends, and with a rib 
under each rail. The middle of the top table is cut away to reduce the weight and 
facilitate packing. Another suggested form consists of two plates shaped like tennis 
rackets, but with parallel sides. On the top of the end of the narrow part, or '^handle,'' 
is a lug, and when brought together these ends abut against one another and are 
secured by a bolt passing through the lugs. No loose fastenings are used, each plate 
having two clips for the rail flauge ; the plates are ])ut diagonally in the track, with 
the rails resting between the clips ; they are then swung around till at right angles 
to the track, bringing the narrow ends together and causing the clips to overlap the 
rail flanges. For light lines the narrow part of the plates may be dispensed with 
and a tie-bar used to connect the plates. It has been suggested that ties of this kind 
might be made of pressed-steel plates, but Mr. Moore is in favor of cast-iron, as the 
ties can then be of home manufacture. The plan of using a tie made in two pieces 
connected in the middle of the track is not new, although Mr. Moore's designs may 
have some originality ; such ties were patented in the United States as early as 1878 
(Nos. 207.^20,254802,312881). (See Preliminary Report, Bulletin III, Forestry Division.) 

Mr. Moore's latest form of tie (March, 1889) is a cast-iron cross-tie of shallow 
inverted-trough section, with closed ends, and having a deep corrugation along the 
middle of its length, and making a groove on top and a rib beJow. The tie is 10^ 
inches wide on the bottom, 9 inches wide on top, and l-^ inches deep at the sides and 
middle groove; the groove is 1 inch wide. The sides and groove are one-fourth inch 
thick and the top three- eighths-inch thick. At each end of the tie are two rigid rail 
clips, no loose pieces being used, and. the fastening being eflected through a certain 
amount of spring in the rail. This plan is claimed to be particularly suited to light 
railways of narrow gauge, as the rails can be easily sprung into place by the use of a 
bar. For broad-gauge lines with heavy and stiff rails one of the two lugs at each 
end of the tie must be made to turn to some extent round a bolt or rivet, but here, 
also, the locking is to be done by springing the rail. The movable cslip has a pro- 
jection on the side opposite to the rail to enable a claw-bar to be used to move the 
clip on or off the rail flange. Arrangements may be made for adjusting the gauge at 
curves, but Mr. Moore does not consider that this is necessary in ordinary country. 
For heavy lines it is proposed to use an outer fixed clip 2^ inches square clear of the 
rail, with a lip one-half inch by one-half inch projecting over the rail flange; the 
inner clip is of the same size, fastened by a three- fourths- inch rivet with a one-eighth- 
inch washer under the tie; this clip turns slightly on the rivet. An oval hole for 
tamping is provided on each side of the rail. 

BelV 8 cast-iron tic.— The tie designed by Mr. Horace Bell is a flat cast-iron plate tie, 
intended for meter-gauge lines with flange rails. The plates are 24 inches long and 
10 inches wide, the greater length being transverse to the track ; the thickness is 
five-eighths inch at the middle, tapering to three-eighths inch, and on the under side 
of the plate are two ribs H inches apart, parallel with the rail. The rail rests on an 
elevated seat with a projecting lug on each side ; a key of malleable cast-iron of f" 
section, tapered 1 in 100, is driven between the lug and flange on one or the other side 
of the rail according to the gauge; the vertical web of the key rests in a notch in the 
rail seat and tie-bar. The tie-bar is of J, section, H inches deep, 1 inch wide, and 
one-half inch thick ; it rests above the plate, passing through lugs and under the 
ri^il; when in position the lower leg of the key engages with a notch in |ihe upper 
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I another of Mr, Bell's ties tbere is bnt one rib on the bottom, 
out ribs ruQniiig from the raised rail Beat, one to each corner of 
bar Ib dat, 1^ by i inch. 

I fte. — Thib consists of two cast-iron plates, 34 by 13 inches; a 
r 4 feet 6 inches by 2 inches by i inch ; two ordinary rail chain 
each, and a wooden cushion 14 inches by 7 inches by 1} inches. 
bejB are used for fastening the raits, and instead of spikes two 
a on top) pass tbrongh the plate, cushion, and chair. The tio- 
a. lug iu each plate and fits over a email stnd cast on the plate ; 
ing by means of a split pin. Of 4,000 ties, only one breakage oc- 
» years, and that was owing to bad drainage. Stone, gravel, 
been used. These ties are said to give better results thaa the 
" ties for lines where good ballast is not attainable, owing ap- 
jf the wooden cushion between the chair and plate. 
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ure most probably considerably below tbe actual mile- 
e lack of complete returns and to tlie fact tbat the re- 
lo not always give the latest mileage laid. The 160 
!t Indian Bailway are estimated as the proportion of 
rith iron and wooden ties intermixed. 



FARTHER IWDIA. 

oe of the protected States of the Malay Peninsula, the 
i ties have not worn well, and in 1888 it was proposed 
ightiron or steel ties. The colonial secretary at Singa, 
lowever, in June, 1889, tbat no metal ties had then been 
ingor Government Railway. In 1S87, 20 miles of lino 
by the Statej the meter gaifg^ Ooveroment ri^tlway 
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was opened for ligbt traffic iu September, 1886, and for regular traffic in 
January, 1887. There are railways in others of these States (Perak and 
Sunjei-Ujong), but no returns as to the ties used have been received ; 
probably they are of wood. 

Mr. F. J. Waring, chief resident engineer, wrote in October, 1889, 
that no metal ties are used. All the ties are of Baltic fir or native or 
Australian hard woods. 

SUMATRA. 

On the railway of this island, which is a Dutch possession, steel cross- 
ties are used. They are of the " Post type" (Netherlands State Rail- 
way), and are imported from Holland. At first they were laid only upon 
the rack-rail section of 16.42 miles, but are now being laid over the entire 
length of the line 90.20 miles. Early in 1889 a contract was reported 
to have been made with a firm at Oberhausen for 121,000 ties (4,750 
tons) at 2.55 gulden ($1.02) each, free on board, at Rotterdam or Am- 
sterdam, but the agent of the manufacturers of these ties in a list of 
sales up to September, 1889 (see ^tHolland''), gives only 100,000 for 
Sumatra. The railway is of meter gauge, and was built to develop an 
extensive coal basin in the interior. The rack-rail section crosses a 
range of mountains, and has grades of 4 and 5 per cent. The engines 
on this section weigh 20 tons each, and two engines (one at each end of 
the train) can take a train load of 250 tons over the section at a speed 
of 6J^ to 7i miles per hour. The sharp curves on the line necessitate a 
widening of gauge of .96 inch, which is obtained by the use of three 
sizes of bolts with eccentric necks. 

CHINA. 

The only railway at present existing is the line from Kaiping to Tient- 
sin, 85 miles, which is owned by the China Railway Company. It is a 
standard gauge road (4 feet 8J inches), with maximum grades of 1 to 
300 on the main line and curves of 3,000 feet radius. The track is laid 
with rails of the Sandberg standard sections, 60 and 70 pounds per yard, 
with angle-bar joints. The ballast is of broken limestone 2 to 3 inches 
iu size and 9 inches to 12 inches deep under the ties. The ties are of 
chestnut, costing 60 cents each, and having a life of about seven years. 
The engines have a weight of 6 tons on each driving-wheel. The traffic 
is general passenger and freight. The climate is reported to be like 
Canada. In October, 1888, Mr. C. W. Kinder, the chief engineer, 
stated that a few steel cross-ties were to be imported from England and 
tried as an experiment. They were of the type adopted on the Indian 
State Railways, of inverted-trough section with closed ends, and hav- 
ing twQ clips stamped up out of the met^.1 for each rail j a s^rrat^ed stoel 
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keybolds the rail, being driven between one Iiig and the tlange. The 
steel is five-aixteeiitbs inch thick, and the weight of the tie 80 pounds. 
They were coated with tar-paint. The cost was $1.20 each at the works 
and $1.70 in China. They were thought to be too light for the traffic, 
and were only to be placed on trial. TUey were manufactured by 
Messrs. Bolckow & Vaughan, of Englaud. 

A few steel ties of the Tozer type (See "England") were reported as 
being sent ont for trial. 

In 1887, when there was considerable talk of American companies in- 
tending to build railways in China, a form of track was suggested con- 
sisting of metal ties of "Eerg-iiud-Mark" section (See "Germany"); 
they were to be 6 inches wide on top, ^ inches at the bottom, 2^ inches 
deep, with the sides vertical for 1 inch from the bottom ; top table one- 
half inch thick, with a rig one half inch thick at the middle, sides oue- 
fonrth inch thick. The fastening was to be an adaptation of the Fisher 
rail-joint fastening ; it consisted of a U-bolt with the horizontal part 
inside the tie and the lugs projecting through it, one on each side of 
the rail-dange, with washers bearing on the rail-flange and secured by 
nuts. At joints the washers would hold the flange of the augle-bars, 
the joints being supported on a tie. 

JAPAN. 

In May, 1888, Mr. C. A. W, Pownall, chief engineer of the imperial 
Government railways, stated that a few east-iron bowl ties were laid 
when the lirst lines were built, about seventeen years previous, but they 
have nearly all been taken up again and hardly any remain iu the tnick. 
For new lines; timber ties are used exclusively. 
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Section 5— SOUTH AMERICA, CENTRAL AMERICA, 

. AND MEXICO. 

ARGENTINE REPUBIilO. 



General Remarks. — Metal track is* the standard form of track in 
this country, owing to the difficulty of obtaining suitable timber in 
sufficient quantities. The most generally used type consists of cross- 
ties composed of cast-iron bowls arranged in pairs and connected by a 
transverse tie-bar. Within the last few years, however, steel cross- 
ties have been introduced. Since 1888, about 700,000 steel ties of the 
"Posf^ type (See ''Holland") and about 20,000 tons of the Tozer steel 
ties (See "England") have been contracted for. Mr. Griswold, writing 
from Buenos Ayres in July, 1888, said in regard to metal ties : '' We 
use nothing else here, except in the far north and west" The timber 
ties used in the northern part are principally of " quebracho Colorado," 
which is a very hard timber ; the spike holes are bored, and square 
spikes with rounded ends are driven in. It is almost impossible to 
draw these spikes. The timber, however, is very inflammable, and the 
ties are therefore covered over with the ballast. Suitable material for 
proper ballast not being available, the surface soil is generally used, 
being well tamped and packed into and around tlie bowls, and with 
ample provision made for drainage. Between the rails it is about 1 
inch below the top of the rail head, and outside the track it is nearly 
level with the top of the rails. The want of proper ballast is especially 
felt in the rainy seasons, when the earth soil ballast is frequently 
saturated or washed out, entailing considerable expense for repairs. 
The usual gauge of the railways is 5 feet 6 inches. 

Buenos Ayres Great Southern Railway (See plate No. 26).— 
The following particulars are taken from a full and complete report, 
accompanied by drawings, furnished in May, 1888, for the purpose of 
this report by Mr. Saui. Abbott, general manager, and Mr. Henry G. 
Sketchley, chief resident engineer : 

The road has 13.75 miles of donble track and 819.50 miles of single track laid with 
metal ties. The steepest grade is 1 in 91 for a length of .77 mile approaching Bnenos 
Ayres. Generally the ruling grade is I in 200, but by far the greater portion of the 
railway is either level or has very flat grades. The sharpest curve has a radius of 
820 feet, but this is quite exceptional, and is close to a station. Generally the curves 
are extremely easy, being of very long radius. The embankments and cuttings are 
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generally small, owing to the extreme flatness of this country ; tLe highest bank is 
21 feet and the deepest cut 13 feet. The various sections of the line were opened 
to traffic as follows : 



From— . 



Buenos Ay res 

Jeppener 

Altamirano ... 

Ranchos 

Salado 

Cliascomas ... 

Las Flores 

Dolores 

Azul 

Ayacacbo 

Olavarria 

La Gama 

Tandil , 

Juarez , 

Maipu 

Hiuojo , 

HiDojo 



To- 



Jeppener. ...... 

Chasconms.... 

Kancbos 

Salado 

Las Flores .... 

Dolores 

Azul 

Ayacacbo 

Olavania 

TandU 

La Gama 

El Puerto 

Juarez 

Tres Arroyos . 
Mar del Plata. 
Sierra Chica... 
Sierra Baya ... 



Opened. 



Aug. 14, 
Dec. 14. 
Mar. 1, 
May 19, 
July 1, 
Kov. 10, 
Sept. 8, 
Dec. 7, 
Mar. IS, 
Aug. 19, 
Oct. 2, 
May 7, 
Feb. 1, 
Apr. 2, 
Sept. 26, 
June 1, 
....do .. 



1865 
1866 
1871 
1871 
1872 
1874 
1876 
1880 
1883 
1883 
1883 
1884 
1886 
1886 
1886 
1887 



Lengtb. 



MUet. 
47.85 
22.60 
14.88 
19.84 
40.17 
55.71 
«7.93 
79.60 
27.10 
39.10 

. 58. 00 

162.00 

53.00 

56.12 

79.76 

4.21 

3.48 



There is considerable passenger traffic, especially on the double track. The freight 
traffic consists chiefly of wool, hides, grain, stone (the latter from the Sierras ol Tan- 
dil and Hinojo), cattle, horses, and sheep. The locomotives are of various types and 
weights; the- heaviest are built by Beyer & Peacock, of England, and weigh 162,080 
pounds, with a weight of 24,808 pounds on the driving-wheels. 

Mr. Henry G. Sketchley, is the engineer in charge. The ties consist of cast iron 
bowls on the Liyesey system (See "England"); they are of the forms patented in 
1870 and 1882. The new pattern is u great improvement upon the old one, which 
had not sufficient iateral bearing surface, the outer jaws cutting into the flange of 
the rail and in some places eating it away right up to the web. In the old form of 
bowls there were recesses carrying hard-wood cushions for the rails to rest on ; these 
became rotten in course of time, and the rail then bore upon the edgeaof the recess, 
which cut into the under side of the flange of the rail. The sectional area of the 
rail being then reduced in two places, the rail became unfit for use much sooner than 
it otherwise would have done. The inner jaws (for the keys), also being made of 
cast-iron, frequently broke. All these weak points have been remedied in the new 
pattern of bowls. The bowls are of cast-iron and weigh 82 pounds each. The joint 
ties are spaced 3 feet 4| inches apart, center to center of tie-bars, and intermediate 
ties 3 feet 7^ inches. No preservative treatment is considered necessary; cast-iron 
rusts very slowly and the metal is pretty thick. They are manufactured by the An- 
derstou Foundry Company, of Glasgow, Scotland, and the cost in 1888 was $18.50 per 
ton, delivered free on board nt Glasgow. For curves the adjustment of gauge is 
eff^ected by having the holes in the tie-bars punched a little farther apart to give a 
widening of from one-quarter to one-half inch, according to the radius of the curve. 
The tie-bars can be bent, but this is a bad practice. It is certain that the ties have 
a very long life, but there is not sufficient data at hand to say how long. 

The ballast is of black earth, on which the grass is allowed to grow. During the 
times of floods the grass is a great protection ; and during dry weather it also re- 
duces the dust, which is a great annoyance to travelers. The ballast becomes very 
highly indurated by the compression and vibration of the passing trains, so much so 
that during floods the earth under the bowls stands up like small pillars, all the in- 
termediate and surrouuding earth having been washed away. It becomes nec- 
essary, however, to pack the rails with hard-wood ties at such times, as nothing can 
be done with the earth that has become saturated with water. The rails are of steel, 
of flange section. As the 58-pouud rails become too much worn to allow of their re- 
maining in the track they are being replaced with 70-pound rails. The rail-joints 
are suspended. 
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The reasons for adopting metal ties were the difficnlty of procuring good hard- wood 
ties in sufficient quantities, and their greater expense ; also, because a more rigid 
and more satisfactory construction can be made with iron ties. The general results 
are considered to be most satisfactory. In verj' wet weather there is certainly 
trouble with the maintenance of track, but so there would be in the case of wooden 
ties ; the reason being that the earth when wet can not be used for packing in either 
case. There is no trouble with the rail attachments. Breakages seldom occur. The 
iron ties are considered more efficient than wooden ties, but as none of the latter are 
used on this line there is no certain data for a definite conclusion. Wooden ties of 
^'quebracho Colorado " cost about $2.25 each. The climate is very variable and 
huaud; consequently wood, especially pitch pine, soon becomes rotten. The rails 
are certainly too light for the heavy traffic that passes over them, but this will be 
generally remedied by the introduction of a heavier section of rail. Generally speak- 
ing, the road is considexed a good one. 

The drawings show bowls oval on plan, 26 inches long, parallel with 
th6 rail, and 18^ inches wide transverse to the track (See plate !No. 26). 
The length on top is 21^^ inches, and the middle is depressed like a 
saacer. The thickness is live-eighths inch on top, five-sixteenths inch 
on the sides and eleven thirty-seconds inch in the middle. The rail is 
secured on the outer side by two lugs which hold the rail -flange^ the inner 
flange is held by a cast-iron taper corrugated key, which bears on the 
web and flange of the rail, and is driven between the rail and a corru- 
gated steel jaw which is let into a socket in the bowl and is inclined 
toward the rail. This jaw was formerly of iron, cast on the bowl. The 
tie bar is of wrought iron, 1^ inches deep by one-half inch thick ; it 
passes through the upper part of the bowl and is secured by a curved 
cutter If inches wide, five-sixteenths inch thick, 6^ inches long on the 
arc and about 5f inches radius. The cotter is under and parallel to the 
rail, and lies in the saucer-shaped depression in the middle of the bowl. 
There are eight pairs of bowls to a rail length of 25 feet. The rails now 
being used are of steel, flange section, weighing 70 pounds per yard ; 
they are 25 feet long, but are to be 30 feet in future ; they are 5 inches 
high, head 2.4inches wide, 3.45 inches wide over the flange, radius of top 
table 16 inches, and of top corners one-half inch. The splice plates are 
of steel, of deep pattern, having a vertical web projecting below the 
flange of the rail, and being 5 inches deep over all. The plates are 18 
inches long, and have four bolt-holes, spaced 4J inches center to cen- 
ter ; the inner plate has the holes || inch by li^ inches to fit the shape 
of the neck of the bolt ; the outer plate has holes fifteen-sixteenths inch 
diameter ; the holes in the rail are oval, 1^ by 1 inch. The Jbbotson 
patent bolt and nut is used ; a bolt seven-eighths inch diameter, with 
hexagon nut and round washer IJ inches diameter. The rail joints are 
even and suspended. The older rails were of steel, and of similar form ; 
they were 4^ inches high, with a head 2/^ inches wide, and a flange 3J 
iDches wide. The joints are as above described, but the splice plates are 
only 4| inches deep. 

The material necessarily used for ballast requires that great care be 
taken to dispose it so as to drain easily and rapidly. On the outer side 
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of the track it is level with the under side of the rail head, and is then 
gradually sloped off by three planes at different angles to a width of 
about 18 feet at subgrade. Between the rails the ballast, at a distance 
of about 6 feet from the ends of the rail, forms a ridge across the track 
level with the under side of the rail head ; from this ridge it slopes down- 
ward in all directions to the drainage channels at the middle and ends 
of the rails. The channels at the ends are cut right across the road- 
bed, but those at mid-rail length only run from the middle of the track 
to one side, being to right and left alternately. In this way a form of 
surface is given which tends to throw off water and drains rapidly. 
The greatest depth of ballast, from under the rail heads, is 18 inches ; 
sloping down to 15 inches at the center line of the track, with channels 
about 6 inches deep. At the rail ends the ballast is about 12 inches 
deep under the rails. 

Central Argentine Eailway (See plate No. 26). — In 1889, the 
consulting engineer. Sir Douglas Fox, of London, stated that about 640 
miles were then laid with metal track. The line is almost entirely laid 
with ties composed of cast iron bowls of Livesey's pattern. The exten- 
sions which were under construction in April, 1888, were being laid 
with these ties. There is no ballast proper, the bowls being packed 
with the black loam of the country. The grades and curves are easy. 
Speed of trains, about 30 miles per hour. Weight on driving wheels of 
locomotives, about 6 tons to each wheel. The gauge is 5 feet 6 inches. 

The following particulars are from a statement furnished in January, 
1889, by Mr. Malcolm Graham, the resident engineer: 

The line is from Rosario to Cordoba, with branches under construction from Cafioda 
de Gomez to Pergamino and Las Yerbas. The tiotal length was 245.52 miles. The 
line is very straight and level, having maximum grades of .5 per cent, and curves of 
6,560 feet radius. Construction was commenced in 1864 and finished in 1870, the work 
being done under the supervision of Mr. Graham. The traffic consists of passengers 
and general freight. The locomotives weigh about 60 tons. The ties are of cast-iron 
bowls, on Livesey's system, weighing 90 pounds each. They are manufactured in 
England, are not treated with any preservative process, and cost delivered $1.05 
(gold). They are spaced 5 feet 8^ inches apart, cen'er to center ; no special arrange- 
ments are made for curves. They are spaced 3 feet 9 inches apart, center to center 
of tie bars, giving eight ties to a rail length. Their durability is very good. The 
ballast is of black earth, which is good except in wet weather. The rails are of steel, 
of bull-headed section, 30 feet long, and weigh 66 pounds per yard ; the joints are 
suspended, and are fastened by straight splice-plates 18 inches long, with four bolts 
three-fourths inch diameter. The reason for using metal ties is the difficulty of ob- 
taining wood ; the general results of the metal track are satisfactory. The climate 
has no perceptible effect. There is more trouble with maintenance of the metal track 
than of track on wooden ties, especially in wet weather. Breakages occur in ship. 
nient and in cases of derailment. The track on wooden ties is considered to be better, 
if the wood was only obtainable. The difference in cost depends upon the distance 
the material has to be carried. 

Each bowl is 19 J inches long, at right angles to the rail, and the 

' depth under the rail is 5 inches. (See plate No. 26.) The tie-bar is of 

wrought iron 2 inches deep, one-half inch thick, and 7 feet long ; it is 

secured by a flat, curved cotter, IJ inches wide and one-fourth inch 
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thick, driven parallel with the rail through the bowl and a notch in the 
lower edge of the tie-bar. No more bull-head rails are being used, but 
the extensions are beiug laid partly with steel flange-rails weighing 80 
pounds per yard (on the suburban portion near Buenos Ayres), and 
partly witlr similar rails weighing 67 pounds per yard ; the latter are 4^ 
iuches high, with a flange 3^ inches wide; they have an inward inclina- 
tion of 1 in 20. The track was being relaid in 1887-'88 wi th steel rails 25 
feet long, replacing the old iron rails. With this work an extra pair of 
bowls was put in for every rail length. The outer flange of the rail is held 
by a lug on the bowl ; the inner fastening consists of two pieces, a loose 
steel jaw and a cast-iron key. The steel jaw is 3 J inches square, three- 
eighths to five-eighths inch thick; the inner face is corrugated vertically 
and there are two vertical ribs on the back ; this jaw is let into a socket in 
the bowl and inclines inward at an angle of about 65 degrees, the top 
being about 1 inch from the web of the rail. The cast-iron key is driven 
between the jaw and the rail, bearing on the web and flange of the rail. 
The weight of the ties is as follows : 



1' 



Cast-iron bowls with ste^l jaws 

Cast-iron keys 

Wrought-iron tie-bar 

Wronght-iron cotters 



Total weight per tie 



Unit 
weight. 



Pounds. 
90.00 

5.00 
23.00 

0.84 



Total. 



Pounds. 
180.00 
10.00 
23.00 
1.68 



214.68 



\ 



The dimensions of the cross section of the line on double track are as 
follows : Width at subgrade, 29.50 feet ; outside of this at each side is 
a ditch 18.4 inches deep, 14 inches wide at the bottom, and 22 inches 
wide on top. The distance between the inner rails of the two tracks is 
7.31 feet, and the distance center to center of outer rails is 18.66 feet ; 
the ballast is 12 inches deep between the rails and 18 inches outside, 
sloping down 3 to 1 to form a drain between the tracks ; and on the 
outer sides it slopes down 3 to 1, the slope being 3 feet 6 iuches wide, 
and leaving a strip 12 inches wide between the toe of the ballast and 
the ditch. 

In regard to the earth ballasting, Mr. Walter Morrison, president of 
the company, made the following remarks at the annual meeting in 
London, in May 1889 : 

Yon kDow that in this country there is no ballast. The sleepers (ties) are just put 
down on the soil, and when it rains the soil, saturated with water, works up into a 
puddle, and it is impossible then for the permanent-way (track) men to do anything 
with the line. It is no use to put more soil under the sleepers to pack them up, be- 
cause the soil becomes a puddle ; and I am afraid that when the rain stops we shall 
have a heavy bill to pay for damages to the line at the time of the rain-fall. 

The rain-fall of the season of the early part of 1889 was said to have 
been extraordinary in its persistence. Allowance must be made for Mr. 
Morrison being unacquainted with railway construction when he said 
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that *' the sleepers are just put up down on the soil.'^ This might con- 
vey the idea that the line was very roughly aud cheaply built ; but, as 
has been shown in the description of the Buenos Ayres Great Southern 
Bail way, great care is generally taken to make the best possible road- 
bed with poor material. From the particulars given above it is proba- 
ble that similar care has been taken on this line, aud Mr. Morrison was 
only unfortunate in his manner of expressing himself. 

Buenos Aykes and Pacific Railway. — This is one of the railways 
which is to connect with the Ghiliau railways and form a transconti- 
nental line. The gauge is 5 feet 6 inches. It is about 426 miles long; 
for the first 18.6 miles wooden ties (of quebracho-colorado) are used, 
and the remainder is laid with cast-iron bowls. The bowl, or "copa,'' is 
oval on plan , 26 inches long by 18 inches wide across the track, 8 inches 
deep, and about five-eighths inch thick ; they are spaced 4 feet 8 inches 
apart, center to center of tie-bars. The rails are of double-headed sec- 
tion ; the outer side is supported by two lugs, and on the inner side is a 
wrought-iron lug with a key driven between it and the web of the rail; 
they are spliced in the usual way. 

The following notes are from letters from Mr. F. L. Griswold, pub- 
lished in the Railroad Gazette, New York, May 1 and August 28, 1885. 

Fehruary 15, 1885. — Track-laying under good orgauizatiou can be done a third 
more rapidly than with wooden ties, at least I think so. The rail weighs 56 pounds 
per yard and is 4 inches high and 3 inches base; it has a bearing of 16 inches on 
each tie and is clamped at each end of the bearing on the outside and at the middle 
on the inside. The wrought-iron lug that holds the cast- wedge is corrugated on the 
inside and the wedge or key on the outside. The tie-rods are put in and keyed up 
on the ground. Between Buenos Ayres and the foot of the Andes the location is 
easy; there is one tangent 211 miles long. There are no bridges. The deepest cut 
is about 3.28 feet and the highest fill about 6.56 feet. The grades are, say, 0.5 per 
cent., or 26 feet per mile as an outside maximum. Only 96 miles are as yet completed 
and in operation. * 

June 29, 1885. — We are using a 50-poand English steel rail, with Llvesey's patent 
iron bowls, which give 21 inches of support to 28 inches of suspension, or, in other 
words, the supports are 21 inches long, and the clear distance between supports is 
28 inches ; all loam ballast. Over this track we are using engines of about 40 tons 
on a wheel-base of about 18 to 20 feet as an average of the different styles. The 
east end of the road has been in use for about twenty months and shows good track 
and the rails in good condition. 

In a personal letter to me in July, 1888, Mr. Griswold stated that he 
had a deep interest in the movement for forest protection and in the 
metal tie question. He gave as his opinion that iron or steel ties will 
supersede wooil in nearly all countries, and that a track may be built 
with them that will possess equal efficiency in all respects with a track 
on wooden ties. 

East Argentine Kailway. — The following particulars are from a 
report sent to me in August, 1889, by the president of the Argentine 
Eepublic Society of Civil Engineers: 

The line runs from Concordia to Ceibo, a distance of 99.20 miles. There are 12,500 
metal cross-ties in use, 2,500 being of iron and 10,000 of steel ; metal ties are also used 
in renewing old wooden-ties. The ties have been laid at different times since 1880 and 
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the work has been done uudor the supervision of Mr. Oliver Budge, cbief engineer of 
the railway. The locomotives weigh 30 tons each, and have a weight of 11 tons on 
the driving-wheels. The iron ties are made by the Lo Grange Works in France, and 
weigh 81.4 poands each. The steel ties are of the type adopted on the Indian State 
Railways and are manafactured by the Ebbw Vale Iron and Steel Company, of Eng- 
land; they are 8 feet long by 8 inches by 4 inches; three-eighths inch thick; they 
> weigh 90 pounds each, and 92^ pounds with fastenings. They are spaced 3 feet apart, 
center to center. They are given a coat of coal tar, and the cost at the works is $1.35 
each in gold. On curves eight ties are nsed to a rail length of 21.32 feet. There is 
little expense for maintenance, and the ties laid in 1880 are still in good condition. 
The ballast is of gravel, which becomes consolidated under the ties. The width at 
subgrade is 16 feet. The rails are of flange section, 4 inches high and 3| inches wide ; 
they are spliced by fish-plates and 4 bolts. For 37.20 miles the joints are suspended, 
and for the remaining 62 miles they are supported on the ties. The metal ties were 
adopted on account of their greater durability than wood, and the results have been 
very satisfactory. There is no trouble with the rail fastenings, and breakages are 
very rare. The steel ties effect a saving of 4 inches of ballast. Hard-wood ties ara 
also used, and cost $1.20 (gold) each. The climate is mild and has very little de- 
structive effect on the ties. The line is 4 feet 8^ inches gauge, has a maximum grade 
of 1 in 80 (1.25 percent.,) and a minimum curve of 1,640 feet radius. The rails are se- 
cured to the ties by riveted and bolted clips, the inner clip of one rail and the outer 
clip of the other rail being riveted ; the holes are punched cold. 

Santa Ft and Cabdova Great Southern Railway.— This line, 
which will run from Villa Constitncion to La Carlota, a distance of 186 
miles, is now under construction. The track will consist of steel rails 
of flange section, weighing 65 pounds per yard, laid on steel cross-ties ; 
21,000 tons of rails and 20,000 tons of steel ties were ordered in 1889, 
The ties are of inverted trough section, weighing 120 pounds each, and 
the rails are secured by lugs and keys. They are spaced eleven to a 
rail length of 32 feet. The rail joints are suspended. The ballast is of 
earth. Schultz, Tozer & Co., of London, supplied the 365,000 steel ties 
(20,000 tons), which are for mixed gauge. The two outer rails, for the 
gauge of 5 feet 6 inches, are of flange section, and are secured to the tie 
in the same way as on the Indian state railways; the middle rails, for 
the meter gauge, are of bull-headed section, secured to the self-fasten- 
ing chairs patented by this firm (See " England"). The steel used is of 
the quality generally used for the Indian ties; it is equal to a tensile 
strain of between 26 and 31 tons to the square inch, with a contraction 
of 40 per cent, at the point of fracture. Mr. E. H. Woods is the en- 
gineer. 

Buenos ^yres and Ensenada Port RAiLWAY.—This line is 37 
miles long, 6 feet 6 inches gauge, and the track consists of steel rails 
weighing 68 pounds per yard, carried on cast-iron bowls, which are bal- 
lasted with the black earth of the country. The line connects the city 
of Buenos Ayres with the new docks and port at Ensenada; the cost 
was about $95,000 per mile, there being some expensive works on the 
first 5 miles and at the crossing of the Eiachuelo River. It passes 
through agricultural and grazing country, and has a large passenger 
traffic; from Buenos Ayres there is a large traffic of suburban trains. 
The following note on the respective merits of steel cross-ties and cast- 
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iron bowls (or pots) is taken from the report of Mr. A. E. Brown, gen- 
eral manager, made in October, 1889 : 

Main Zine.T-This is in good ruDniDg order throughout. It is iuteresting to note the 
superiority of the new transverse steel sleepers that you have sent for the double 
line over the '^ pots." I have laid half a kilometer (.31 mile) of the new rails and 
ties between Barracas and General Mike ; they have been down since April, and have 
hardly required any touching. It is difficult to estimate the enormous saving that 
may be effected by the use of these sleepers in the personnel of the permanent way ; 
they are especially adapted to the mud ballast of this country, as after rain there is 
beneath them a tie composed of dry earth, which forms a very rigid road. Their 
great superiority over the pot is in that they do not sink on one rail which is invari- 
ably the case with the pots, which carries a nasty oscillating movement to the train ; 
also that they are not so easily broken." 

Buenos Ayres and Bosabio RAiLWAY.-~On this line cast iron 
bowls are said to be used as far as Snnchales, a distance of 341 miles, 
beyond wLich ties of " quebracho Colorado ^ wood are used. 

Buenos Ayees Northern Railway. — This line has 5i| miles of 
single track laid with metal track, which was put down between 1877 
and 1886. There is ordinary passenger and freight traffic, hauled by 
locomotives weighing 20 to 48 tons in working order. Mr. T. E. M. 
Marsh, of England, is consulting engineer. The line has now been ab- 
sorbed by the Central Argentine Railway. The ties consist of a pair of 
cast-iron bowls of oval shape 27 by 20 inches, weighing 100 pounds 
each. They were manufactured by the Anderston Foundry Company, 
of Glasgow, Scotland, and are treated with Dr. Angus Smith's preserva- 
tive solution. There are eight pairs of bowls to a rail length of 23 feet. 
The bowls are connected by transverse tie-bars, with a gib and cotter 
fastening to each bowl; the gauge can be adjusted or widened by 
transposing the gibs and cotters. Up to August 15, 1889, the date of 
Mr. Marsh's communication, no breakages had been reported. The 
parts of the line where these ties are used are badly provided with good 
ballast for ordinary wooden ties, and the metal ties are adopted because 
the ballast is soft and bad for wooden ties of ordinary dimensions. 
Where wooden ties are used they are of native hard wood, which is good 
and durable. The rails are of steel, of flange section, weighing 68 and 
76 pounds per yard ; they are secured by patent cast-iron corrugated 
keys. The rail joints are suspended, and are spliced by fishplates 16 
inches long, with four bolts. 

Western of Buenos Ayres Railway. — This line is about 620 miles 
long, 5 feet 6 inches gauge. There are Barlow iron rails weighing 88.5 
pounds per yard; double-headed rails weighing 64.38 pounds per yard, 
and steel flange rails weighing 56.34 pounds per yard. The track now 
used consists of steel rails 26.24 feet long, carried on nine cross-ties of 
hard wood (quebracho or urunday), or upon seven pair of Livesey's cast- 
iron bowls. 

Andine Railway.— This line is 476 miles long, 5 feet 6 inches gauge. 
The track consists of rails weighing about 54 pounds per yard, carried 
on cast-iron bowls. 
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Santa Fifi and Northern Colonies Railway. — This line is 62 
miles long, 1 meter gauge. The rails are of steel, weighing 45 pounds 
per yard. Some of the ties are of the ** quebracho-colorado " wood, 
brought from the Ghaco and from Corrieutes, but the majority arc of 
cast-iron bowls. 

Northern Central Railway. — This line is about 548 miles long, 
1 meter gauge. Iron ties are extensively used. 

summary of metal track tor the argentine republic. 



Railways. 



Baenos Ayres Great Sonthern 

Central Argentine 

Buenos Ayres and Pacific 

East Argentine 

Santa F6 and Cordoba Great Soathem. 

Buenos Ayres and Ensenada Port 

Baenos A3rres and Rosario 

Baenos Ayres Northern 

WeRternof Bnenos Ayres (eatiinated). 

Andine 

Santa F6 and Northern Colonies 

Northern Central (estimated) 



Total 



Cast-iron 
bowls. 



Miles. 
833. 25 
640.00 
407. 40 



36.69 

341.00 

5.81 

250. 00 

476. 00 

60.00 
300.00 



3, 350. 15 



Cross-ties. 



Miles. 



7.10 

186.00 

0.31 



193. 41 



CHir.1. 

General, Bemabks. — In November, 1889, " Industries,'' and some 
other European engineering journals, reported that the Chilian Govern- 
ment, through its legation at Paris, France, was negotiating for 739,400 
metal ties 9 feet long, and 725,100 ties 4.25 feetlong. Mr. Henry Budge, 
chief engineer of the State railways, has stated that there must have 
been some mistake, no such proposals having been asked for by the 
Government. Mr. C. M. Seibert, secretary of the United States legation 
at Santiago, stated in January, 1889, that there were 679.52 miles of lines 
owned by the Government, and 965.96 miles owned by private parties or 
companies, a total of 1,645.48 miles. Some new lines are being built. 
He also stated that Chili possesses abundance of forests in the soutbeiii 
part of her territory, sufficient for supplying railway ties for many 
years. 

CoQUiMBO Railway. — In a letter dated August 4, 1888, Mr. Henry 
A. Vivian, chief engineer, stated that in 1887 he received from England 
sufficient steel ties to lay one mile of track, but so far very few had 
been put in. They were steel cross-ties, of the type adopted for the 
Indian State Bailways, 9^ inches wide at the bottom, and having an 
extra thickness of metal on the top. They were for a gauge of 5 feet 6 
inches, and weighed 120 pounds each. They were not what he wanted, 
and as their weight made them very expensive he decided not to ask 
for any more. They cost $8 each, in Chili currency, while timber ties, 
having an average life of about five or six years, could then be bought 
for $1.30. Cypress ties are used. 
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BRAZIIi. 

General Remarks.— In this country, metal ties have only been 
tried to a limited extent. Mr. Jason liigby, chief engineer of the Great 
Western of Brazil Railway, in a letter dated May 17, 1889, stated that 
there were two reasons for the non-employment of metal ties : First, 
because the Government, wishing to encourage the use of native ma- 
terial, has objected to their use ; second, because the native hard wood 
can be obtained at a very low price. Mr. O'Meara, of the Brazil Great 
Southern Railway, stated that no iron or steel ties are in use on that 
road, as native timber of good'quality is obtainable at moderate prices 
along the Uruguay River. The following table of the mileage of 
Brazilian railways is from the official returns for December 31, 1887: 



Bailways. 



State lines 

General Government, guaranteed lines. . . 

Provincial government lines 

Provincial government guaranteed lines 
Companies without guarantee 

Total 



In opera- 
tion. 



Mileg. 
1, 248. 06 
1, 602. 70 
58.90 
962.24 
1, 337. 34 



5, 209. 24 



TJndf r con- 
struction. 



Miles. 
155.00 
118.42 



301.32 
28G. 44 



861. 18 



Surveyed. 



Miles. 

1,463.82 

13.02 

93.00 

475.54 

184^6 



2,230.14 



Great Western of Brazil Bail way.— Mr. Rigby, the chief en- 
gineer, stated as follows in a letter dated May 17, 1889 : 

A short time since, when building an extension of this line, I thought of introduc- 
ing steel ties as even the best native hard wood only lasts in this climate from six lo 
seven years. I got some samples of different systems sent out, but all were, in my 
opinion, objec^onable either from complication of the rail-fastenings or want of 
sufficient length outside the rail to give stability in the very soft sand ballast 
which is all we can obtain here ; aud then the price, with freight and duties, put 
their use quite out of the question. I pay here 50 cents for a squared tie, 7 feet by 
9 inches by 5 inches, all hard wood, delivered on the line. 

Southern Brazilian Rio Grande do Sul Railway.— The fol- 
lowing particulars are from a statement furnished in December, 1889, 
by the consulting engineer, Mr. Charles Neate, of London : 

The line has curves of 328 feet to 6,560 feet radiiis, and grades from W per cent. to. 
.025 per cent. About .62 mile of metal track was laid between 1880 and 1884. Mr. 
A. Dnprat is the general manager and Mr. Baras de Holleben is resident engineer. 
The engines are of two classes: (1) ten-wheel engines with tenders, with six coupled 
wheels and a four-wheel leading truck ; 23 tons total weight with 5,930 poundsoneach 
driving-wheel ; (2) eight- wheel engines, with tenders, with six coupled wheels and a 
two- wheel leading truck ; 23 tons 448 pounds total weight, with 7,504 pounds on each 
driving-wheel. The ties are of steel, of the Indian State Railway pattern, for I meter 
gauge. They are 5 feet 6 inches long, 8f inches wide, with closed ends 4^ inches 
deep ; 12 inches wide, If inches thick on top ; the weight is 70 pounds per tie. The 
rails are secured by lugs and keys. The ties are spaced 24 inches apart, center to 
center, at joints, and 31^ inches apart, intermediate. There are 5,000 ties manufac- 
tured by the Darlington Steel Company, England ; they are given a coat of paint 
and cost about $1 each. The rails are of flauge section, weighing 40 pounds per 
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yard ; the joints are suspended, and are fastened by splice bars and four bolts. The 
ballast is of coarse sand, and occasionally small stone ; no gravel proper is to be bad ; 
it is about 13 iuches deep. With wooden ties it is very liable to be washed away by 
the tropical rains, but there is no sufficient exi)erience yet with the hollow metal 
ties. The steel ties were tried on account of the early decay of native hard-wood 
ties, the life of which rarely exceeds five years in the northern provinces, and eight to 
ten years in the southern provinces. The general results are satisfactory, so far as is 
known, especially for preserving the gauge on sharp cnrves, but the time of the test 
has not been long enough to enable any definite opinions to be formed. Careful 
maintenance is necessary, but there is little trouble with the rail fastenings. Native 
hard-wood ties cost 60 to 72. cents each, delivered. 

Although the forests of Brazil undoubtedly furnish hard wood of the finest qnality, 
ties from which would be very durable, the cost of obtaining such ties for the whole 
line would be almost prohibitory ; whereas with metal ties uniformity of quality cfln 
be obtained at a moderate cost, and it is expected that the steel ties will prove dora- 
ble. Cast-iron bowl-ties will undoubtedly last well, but on railways of 1 meter gange, 
where the rolling-stock is necessarily wide in proportion to the gauge, cross-ties are 
foandtogive more lateral stability than bowl-ties. The Indian pattern of steel 
cross-ties admits of a certain widening of gauge round curves, if necessary, by shift- 
ing the keys to the outer side of the rails, or by the nse of special keys. 

CoNDE d'Eu Eailway. — The following particulars are from a state- 
ment furnisbed in December, 1889, by the consalting engineer, Mr. 
Charles IsTeate, of London. (For general notes see the preceding para- 
graph on the Southern Brazilian Rio Grande do Snl Railway.) 

The line has a mciximum grade of 2.22 per cent., and the minimum curves of 328 
and 394 feet radius. There are about 20.46 miles of metal track, laid between 1880 
and 1884, under the supervision of Mr. I. H. P. Dunsmure, general manager and 
resident engineer. There are three classes of locomotives: (l)new tank engines, 
fonr coupled wheels and a four-wheel truck, 26 tons weight in working order, with a 
maximum weight of 4^ tons on each wheel ; (2) tank engines, with four coupled 
wheels and a Bissel or pony truck, 21 tons in working order, with 4 tons on each 
coupled wheel ; (3) eight-wheel engines with tenders, fonr coupled wheels and a four- 
wheel truck, 21 tons in working order, with 3| tous on each coupled wheel. The ties 
consist of a paii* of cast-iron bowls weighing 65 pounds each; each bowl is oval, 22^ 
inches long, 18^ inches wide, 4f inches deep, with a metal three-eighths inch and one- 
half inch thick on the sides and three-quarters inch on top. The tie-bar is secured by 
a gib on the inner side and a cotter on the outer side of each bowl. The rails are of 
steel, of flange section, weighing 50 pounds per yard, they rest on two wooden 
cnshions on each bowl; the inner side of the flange is held by a lug, and on the outer 
side an elm key is driven between the web of the rail and a high lug on the bowl. 
The ties are spaced 3 feet 10 inches apart. The bowls are manufactured by Head, 
Wrightson & Co., of Stockton-on-Tees, England, and cost about 68 cents each. They 
were used by the contractors owing to the scarcity of native timber. 

Donna Thereza Christina Railway.— The following particulars 
are from a statement by Mr. Charles Neate, of London, the consulting 
engineer, furnished in December, 1889. (See also the two preceding 
railways.) 

The line has minimum curves of 328 feet to 392 feet, and maximum grades of 2.22 to 
1.66 per cent. About 2.48 miles were laid with metal track between 1880 and 1884, under 
the supervision of Mr. E. J. Brown, general manager and resident engineer. The en- 
gines are eight-wheel tank engines, with six coupled wheels and a two-wheeled lead- 
ing truck with radial axle boxes; they weigh 22 tons in working order, with 2 J tons 
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on each coupled wheel. Two patterns of cross-ties have beeu nsed ; in the first iu- 
stance, 1,000 steel ties manufactured by Howard &, Company (See " England") were 
sent out, and subsequently 5,000 steel ties of the Indian pattern, as already described 
for the Southern Brazilian and Rio Grande do Sul Kail way. The '^ Howard " ties 
were 5 feet 6 inches long, 10 inches wide on the bottom, and 3 inches deep with metal 
three-sixteenths of an inch thick ; they weighed 40 pounds each and cost $1.20 each. 
The spacing weight, maker, and cost of the Indian pattern ties are as already de- 
scribed. The rails are of flanged section, weighing 40 pounds per yard. The reasons 
for trying metal ties were the same as on the Southern Brazilian line. 

The Howard tie was not of the heavy type for main lines; a corruga- 
tion or rib was foraied along the top of the tie, and pressed down at the 
rail-seat to allow the flange of the rail to rest on the flat portion of the 
t«p of the tie ; the sides of the rail-seat formed clips for the rail flanges, 
and the rails were secured by steel keys driven between one clip and 
the rail flange. 

Recife and Sao Francisco Pernambuco Railway.— Ties of iron 
and native hard wood are used on this line. 

DoM Pedro Segundo Railway. — On this line (now known as the 
Central Railway of Brazil, since the change of government from an 
empire to a republic) some wrought-iron or steel cross-ties of iaverted 
trough section^ similar to those of the original Vautherin section, were 
in use as an experiment near Rio, in 1888, and were there noticed by 
Mr. Rigby, of the Great Western of Brazil Railway. 

San Paulo Railway. — This line runs from Santos to Jundiahy, 
about 62 miles, and has two grades of 2^ per cent., and curves of 984 
feet radius. The traffic is chiefly heavy freight; the engines weigh 44 
tons, with 11 tons per axle. Mr. John Barker is the engineer. The ties 
used are of the old form of Greaves's cast-iron bowls, arranged in pairs 
and connected by tie bars. The bowls are 22 inches in diameter, with 
metal one-half inch thick, and weigh 176 pounds per tie. They are 
coated with tar. They are spaced 2 feet 9 inches apart and are cou. 
nected by tie bars 2 inches deep by three-eighths inch thick. They are 
manufactured in England and cost $22.50 to $24 per ton. Their aver- 
age life is twenty-five years, and the expense of maintenance is small. 
There is no trouble with the rail attachments, nor from breakages, and 
the efficiency is said to be five times as great as that of wooden ties. 
The rails are of bull-headed section weighing 66 pounds per yard and 
have suspended joints. Metal ties were adopted on account of the 
economy resulting from their use, and the general results have been sat- 
isfactory. They make a rigid but very economical track, although the 
first cost is double that of wooden ties. 

MiNAS AND Rio Railway.— In a letter dated May 27, 1889, Mr. F. 
E. Fenn, general manager, stated that there were no metal ties then in 
use, but that an experiment was about to be made with steel ties. 
Messrs. Brunlees & McKerrow, of London, the consulting engineers, 
report that these ties will be of the type adopted on the Indian State 
railways, and will be laid for a length of about .62 mile. 
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SUMMARY OF METAL TRACK FOR BRAZIL. 



Railways. 



Sonthern Brazilian Rio Grande do Sul . . 

CondAd'Eu 

Donna Thereza Christina 

San Paolo 

Minas and Rio 

Great "Weatem of Brazil* 

Recife and Sao Francisco. Pernambiico* 
Dom Pedro 11* 



Total 



*£xperimeutal trials. 



Bowls. 



MUet. 



20.46 
62.00 



82.46 



Cross-ties. 



MUes. 



.62 



2.48 
".'62 



3.72 



VENEZUEI.A. 

General. Eemarks. — The contractors who built the Puerto Oa- 
bello and Valencia Kail way and the Bolivar Railway (Messrs. Perry, 
Gutbill, and Be Lungo, of London), and who have had large experience 
in railway construction in South America, state that their general im- 
pression is that track constructed with iron ties is more expensive to 
keep in order, but at the same time is certainly more durable than track 
with wooden ties. The engineer of this firm considers that for sharp 
carves heavy wooden ties are the best, if of hard and durable timber. 
Steel he considers better than creosoted pine, but inferior to vera, 
jarrah, and similar hard woods. His opinions as to the comparative 
work of maintenance with track on metal and wooden ties differ from 
those usually expressed. Mr. James T. McGawran, resident engineer 
for railways being built by a French company, stated in August, 1889, 
that while he had not been connected with any railway using metal 
ties, he considered that they would prove useful where timber is 
scarce (as in the Argentine Republic), or in places like Vent zueln, pro- 
vided that lignum-vitae and one or two similar timbers can not be 
obtained, where the white ant (comahen) will make short work of any 
ordinary wooden tie. He is fortunate in being able to get a wood (cu- 
rarire) which lasts from twenty to thirty years. It is true that each tie 
has to be bored, but as the system of track-laying is that adopted ex- 
tensively in Europe, the rails being secured by screw-spikes, this makes 
no difference, as the holes would ha^e to be bored in any case. 

Puerto Cabbllo and Valencia Railway.— On this road (also 
known as the Venezuela Central Railway), which is 34 miles long, steel 
cross-ties are used on an incline 2^ miles long, with a grade of 8 per 
cent, and curves of 500 feet radius. This incline is operated on the 
Abt rack-rail system ; the rack-rail being carried in chairs fastened to 
the ties. The traffic consists of passengers and freight, and the trains 
are hauled by locomotives weighing 40 tons, with a load of 13 tons per 
axle. The ballast is of broken stone. The rails weigh 56 pounds per 
yard. Metal ties are used to avoid renewals, and the general results 
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have been satisfactory. There has been no trouble with the rail attach- 
ments, nor from breakageSi bat there has been trouble with the main- 
tenance. It is reported that the track with wooden ties is more easily 
kept in condition, but the difference is not very great. 
• BoLiYAB Railway. — This line (known also as the Qnebrada Bail- 
way) was built in 1875; it is 55 miles along, with generally very easy 
grades and curves. The traffic is heavy, principally mineral ; the en- 
gines weigh 20 tons aud have a load of 7 tons per axle. The steel cross- 
ties originally laid are reported to be still in good condition. * There is 
no proper ballast. The rails weigh 30 pounds per yard. No trouble 
has been experienced from breakages or with the rail attachments. 
There has, however, been trouble with maintenance, and it is reported 
that the track is more easily kept in order with wooden ties, but the 
difference is not great. The line is of 24 inches gauge. The ties were 
made by Kerr and Stuart, and have riveted clips which support the 
outer side of the rail head like rail braces. (See <' England.") 

La Guayba and Caracas Eatlway.— This line is 23 miles long. 
It has been stated that cast-iron bowls are used for ties ; but no returns 
have been received, no reply has been made to requests for informa- 
tion, and no reliable or definite information on this point has been ob- 
tained. As Mr. James Livesey is the consulting engineer, it is quite 
probable, in view of the statement above referred to, that the Livesey 
system of track with cast-iron bowls is employed. (See " England.") 

Summary far Venezuela. 



Bail ways. 



Puerto Cabello and ValenciA 

Bolivar 

La Quayra and Caracas 



Bowls. . Cross-ties. 



Total 



Miles. 
23 



23 



Milea. 
2.25 
55.00 



57.25 



UNITED STATES OF COI.OMBIA. 

General Eemarks.— Mr. F. J. Cisneros, ao engineer who is con- 
nected with the Bolivar Railway of Colombia and a number of other 
railways, stated in May, 1888, that he was an advocate of metal ties 
and had thought of employing them, but so far be had no experience 
with them. 

Panama Railway. — Metal ties have not been used, as hard and 
long lived wooden ties are available. An engineer who has been over 
the road remarked that in such a climate, and with the class of labor 
available, there would probably be trouble with the maintenance and 
fastenings of metal ties for the first few years, owing to the indolent 
and careless nature of the trackmen. It may be remarked, however, 
that after the first few years the maintenance is generally found to be 
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considerably less with metal ties than with wooden ties. Mn W. P. 
Dennis, acting general superintendent, wrote as follows in June, 1889 : 

On our road, 47 miles, we have never had either steel or iron ties under onr track. 
Oar main line has lignum- vitsB ties about 6 by 8 inches in sections, which are sup- 
plied from the surrounding countries at a cost to us of from $1.50 to $1.80 gold each. 
These ties are so hard as to necessitate boring holes for spikes, but after the prelim- 
inary difiScnlty is overcome they make an extremely solid and durable track. It is 
difficult to get exact information as to the life of these ties, but it is a common say- 
ing among trackmen that these ties are good for twenty-five years, and there are in- 
stances where ties have been recently taken up which have been in track a long 
time ; it is even claimed that they have been in use since the opening of the road, 
nearly thirty-five years ago. Ordinary timber, such as pme and oak, when subjected 
to exposure, is not good for moie than three years at the utmost. 

GUATEMAIiA. 

Guatemala Central RAiLWAY.—Under the ownership of Mr. 0. P. 
Huntington it had been proposed to try metal ties, but no definite steps 
were taken, and the road having now passed into other hands it is not 
probable that any such steps will be taken in the near future. The fol- 
lowing are extracts from a detailed communication from Mr. William 
Nanne, general manager, dated in May, 1889 : 

The subject to which you are applying your energies certainly deserves the atten- 
tion of all true railroad men, not only on the continent but all over the world, be- 
cause it is only a question of time everywhere when the time-honored wooden sub- 
structure will have to give place to the iron age. We Central American railway con- 
structors, in tropical jungles, with any amount of hard or soft wood ties .presumably at 
onr disposal, make a poor show iu this important question of economical construction 
and operation, and nowhere, perhaps, has the adoption of metal cross-ties been more 
Beriously considered than on our lines, but we have not as yet arrived at the practical 
application, for reasons given later. ITor these reasons I have held back from the 
experiments suggested by Mr. Huntington and Mr. Mahl. We are using about half 
California redwood ties, 8 feet by 8 inches by 7 inches and 7 feet by 7 inches by 6 
inches ; and tbe balance native hardwood ties 6 feet by 7 inches by 6 inches, and 6 
feet by 8 inches by 6 inches. All of these have an average life of six years under new 
track. On the mountain division we are rising on our present location 2,600 feet in 
12 miles, with curves of 15 degrees and on several trestles 150 feet high. By great 
care we have operated this without the slightest accident, but it is such costly oper- 
ation that we are now lengthening the division to 16 miles, with a maximum grade 
of3 percent.; we are about two-thirds through with the work. In preparing for 
this work the question of the use of metal track was seriously considered, and Mr. 
Huntington seemed to favor the use of steel cross-ties. But much as I appreciate 
the "Post" system (See ** Holland") as the best so far brought out, I have objected 
to even an experiment on our crooked line and heavy grades, which iu many places 
are on the borders of tremendous precipices. In none of the metal ties do I see how 
the proper widening of the gauge or curves is to be carried out, and this is the main 
obstacle I see to our adopting metal ties. Another consideration is that the cost of 
transportation of material to our Central American lines, via Cape Horn, comes to 
about 200 per cent, on the original invoice, with heavy landing expenses of $10 to 
$20 per ton at our Pacific terminal station ; bringing the cost of a Post steel tie, 
placed on our line, to about $3 to $4 silver (35 per cent, discount on United States 
gold). You will agree with me, as our board has agreed already, that under these 
circumstances, when we can get good wooden ties for about $1 silver per tie (or say 
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75 cents United States gold), lasting six years on an average, we are not yet up to the 
metal track question. Nevertheless the question is watched very closely by me and 
I am always open to conviction if I can see my way clear. So far I shall stick to the 
time-honored wooden ties for elasticity and safety generally. 

The road is 75 miles loug^ with maximum grades of 3 per cent, and 
minimum curves of 15 degrees. The ties are spaced 24 inches apart, 
center to center, iind are laid in broken stone and blue gravel ballast. 
The rails are of steel, weighing 54 pounds per yard ; the joints are even 
and suspended, spliced by angle bars 20 inches long. Ajax steel braces 
are used on curves. The engines weigh 45 tons. Mr. Albert J. Scher- 
zer is the engineer in charge. In regard to the question of adjustment 
of gauge I have already referred to the importance of this matter, and 
it will be seen that a wide range of adjustment combined with very 
secure fastenings is required on such a crooked road. Probably the 
Ruppel system of fastening, as used in the Prussian state railways (See 
'^ Germany ") would meet the requirements. 



COSTA RICA. 

General Remarks. — Mr. Manne, of the Guatemala Central Rail- 
way, states that he believes that steel ties are being used on the»e lines. 
Over 100 miles of railway are in operation, and several lines are under 
construction. 

SAN 8AI.VADOR. 

General Remarks. — It has been reported that it is proposed to use 
steel ties of American design and manufacture on a new railway to be 
built. 

MEXICO. 

General Remarks. — Metal ties have been tried and have given 
such good results that their use is being extended. 

Mexican Railway. — The Mexican Railway (Vera Cruz line) has now 
in service several miles of track laid with steel ties of the type designed 
by Sir A. M. Rendel, and adopted for the Indian state railways. The 
length of the main line is 205 miles. At the end of June, 1888, there 
were 46 J miles laid with steel-ties, and at the end of June, 1889, there 
were 77 miles laid with them. While they have not been in service long 
enough to test their durability they have given great satisfaction, par- 
ticularly by their behavior in times of flood. In regard to breakages, 
I am credibly informed that in one case a Baldwin consolidation engine 
left the rails and traveled about 100 yards over the ties without break- 
ing a single one ; spme were bent, but were easily put into shape at the 
shops. The line has grades of 2 per cent. The locomotives are Pairlie 
(double-boiler, double steam truck) engines, weighing 80 tons, and Bald- 
win consolidation engines. The ties are made in Wales, weigh 112 
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poands each, are treated with a coal-tar preservative composition, and 
are spaced in the track 2,000 to the mile. The rails are of flange sec- 
tion, weigh 62 and 82 pounds per yard, and are secured by steel keys, 
as on the Indian state railways. The joints are supported on the ties, 
and are spliced by ordinary fish-plates. The general results have been 
satisfactory, the efficiency being much higher than with wooden ties ; 
there has been no trouble with maintenance of rail attachments nor 
from breakages. In August, 1889, proposals were opened at the Lon- 
don office of the company for 10,000 of these ties, to be used with 62- 
pound rails. Mr. J. F. O'Brien, general manager of the Mexican National 
Railway (since resigned), stated in August, 1889, that no experiments 
had been made on his road, but that on the Mexican Railway the results 
of the steel-ties seem so very satisfactory that it has been decided to 
substitute them for wood entirely. He has been over the line several 
times, and states that the track on metal ties seems to be very smooth 
and perfect, even in the rainy season, and he sees no reason why they 
should not be a success after the experience of this railway. There is 
said to be even less noise and greater smoothness in riding over the 
track with steel ties than the track with wooden ties. 

The following is taken from a paper on '^The Railways of Mexico,'^ 
by Mr. W. B. Parsons, read at the annual convention of the American 
Society of Civil Engineers in June, 1889 : 

The most interesting thing in connection with the track is the nse of metal cross- 
ties. Wooden ties, expensive in first cost, were foand to last only four or G^ve years, 
80 that metal was adopted for economy. The ties are of mild steel, and weigh 110 
pounds each. The rail is held by clamps punched up from the tie, and is secured by 
a key weighing 1 pound; so that a tie and two keys weigh about 112 pounds. In 
section they are channel-shaped, with an extra thickness of metal on the top. The 
ends are splayed and turned down so as to retain the ballast, while the tie is bent up- 
wards toward the ends so as to give the rails an inward cant. Their price varies with 
the price of steel, but is now about 5 shillings (English), or say $1.25 per tie, free 
on board, at English ports. The ballast is of sand and gravel, and in places on 
the heavy grade an attempt at broken stone is found. The ballast is laid flush with 
the top of the tie. The results of experience have been most gratifying. The track 
is found to remain in better surface and line than when wooden ties are used, and 
certainly the track in best condition to-day is that portion where metal ties are laid. 
Practically it has been found that the track thus laid requires so much less work that 
section gangs on metal tie sections have been reduced about one-half. The Mexican 
Railway is therefore laying the steel ties as fast as possible, there being enough on 
hand to finish about 150 miles of road. 

The following is the statement of Mr. George Foot, the general man- 
ager, furnished in 1887 : 

Our experience with these ties, of which some 30,000 have been in the line since 
September, 1884, is so satisfactory in every respect, that we are now about to lay down 
40,000 more, and our intention is to gradually relay the entire line with metallic 
sleepers. The type of tie we are about to lay down is about the same as that employed 
on the State Railways of India for both the 5 feet 6 inches and 1 meter gauges, 
hut arranged for our gauge, which is 4 feet 8^ inches. The price of the new ties under 
contract in England is is, id, ($1.05) each, including steel keys, free on board in 
Cardiff, and their weight with keys 112 pounds each. The metallic ties in use here 
22893— Bull. 4 18 
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for the last two years are almost of the same pattern, excepting the fastenings, which 
are much more complicated and expensive. The tie represents the latest improve- 
ments in steel sleepers suggested by experience on railways in India, where millions 
of them are employed, and I think that the tie in question leaves little to be desired 
either in general form, simplicity of fastenings, weights, or price. The met^l is 
thickened where strength is most required, and the rail clips are formed from the 
solid plate, the rail being kept in place by a simple steel key which can be driven 
either on the inside or outside of the rail when increased width of gauge is required 
on sharp curves. So far we have no disadvantage to record, but many and very im- 
portant advantages, which are as follows : 

(1) No spikes are 'required. 

(2) The rails are kept to gauge with almost mathematical accuracy and the resalt 
is that the oscillation of a train running at high speed over this track is reduced to a 
minimum, and is very marked when it runs on to a length laid with ordinary timber 
sleepers. 

(3) The difference in the cost of maintenance is enormous, because a track once 
properly laid with these steel ties and well ballasted requires no permanent road 
gangs and can be maintained in good order by a traveling gang going over it once 
or twice a year. 

This is our experience here, but it must be remembered that on this railway we 
have no frost or snow to contend with and very light traffic. In the United States 
these conditions would of course be altered, but I see no good reason why these ties 
should not bear frost well ; they are extensively used in Germany, and I am not 
aware that frost has proved an objection to their use. From personal experience I can 
not say how metallic ties behave in cases where trains run off the line, as we very 
seldom on this line have such accidents, and have had none on the portions of track 
laid with them. In India the experience is that in a bad run-off a great number of 
ties are bent and injured, but that very few are so badly damaged as to be past re- 
pairs, and that, as a general rule, they are repaired in the shops and replaced in the 
line. I must add, however, that metal sleepers require a very solid aud perfect road- 
bed, and a much larger quantity of ballast than timber ties. The Mexican Railway is 
laid throughout with 62-pound steel rails, except oh the Cumber 4 per cent, incline, 
where we are now laying down 82-pound rails. Our metal ties are laid under the 62- 
pouud rails, the number being 2,000 per mile, but we find that this number is not 
necessary, aud in future we propose to lay only 1,850 per mile. I may say in con- 
clusion, that in my opinion the steel tie is the tie of the future, and that our experi- 
ence here points with their nse to substantial economies in repairs and maintenance 
and at the same time to a very perfect track. 

The following notes are from The Mexican Financier. The first one 
refers to the serious and disastrous floods of 1887 : 

The management of the Mexican Railway has reason to congratulate itself on the 
success which has attended the introduction of steel ties on it-s line. The recent 
washout, caused by the bursting of a water-spout on the track, afforded a test of the 
utility of metal ties than which nothing could have been more satisfactory. On tbe 
section where the spout burst there were both wooden and metal ties. The wooden 
ties were completely washed away and the track badly torn up, but on that portion 
having the steel ties the bursting spout was unable to do any harm to the track, tbe 
ties retaining their place and the line of rails remaining at their original level. Gen- 
eral Manager Foot, who made a personal inspection of the washed track, could not 
find that the section having the metal ties had been sensibly damaged ; only tbe 
gravel between the ties had been carried away, leaving them in their original place 
and preserving as has been said, the level of the track just as it was before tons of 
water had swept down upon it. The bursting spout carried much debris on the track 
and loaded an iron bridge with bowlders, some weighing fully 6 tons, in fact bo 
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heavy that tbey had to be blasted to accomplish their removal, and this fact will in- 
dicate the tremendous force of the waters and demonstrate convincingly the merits of 
the Bendel steel ties which kept the submerged track in such good order. 

The road began using steel ties in 1884, and has now some 20,000 of them on its bed. 
So satisfactory has the experiment been that 40,000 more have been ordered from 
England for use this year, and it is proposed to put in from 40,000 to 50,000 per year 
hereafter. The *' life " of a steel tie is considered as indefinite, but it may safely be 
set at from thirty to fifty years, the former being an American estimate by a compe- 
tent metallurgist. The steel tie is now produced in England where the mauufact- 
ure has been so extended as to make the product for 50. apiece, or (1.25 gold, or very 
much cheaper than formerly. By chartering its own vessels the company can land 
its steel ties at a cost which permits their extensive use. It may be set down that 
the outside cost will not exceed $2 each, Mexican silver. The wooden ties which the 
steel ties are replacing on the Vera Cruz line range in price, according to the quality 
of wood, from 90 cents to 91.62, silver. The latter price is paid for the zapote tie, a 
very hard and durable wood. The best white-oak ties last from five to six years, the 
red oak about three years. — (1889). 

The policy of the management has, for a long time past, been directed toward 
making the road-bed exceptionally solid, and a large amount of money has been in- 
vested in steel ties which have proven well suited to the requirements of the line, 
known to be one of the most difficult of maintenance in the world, on account of its 
tremendous gradients. The good results of this wise building up of the line will be 
seen when the competition of the Interoceanic Railway begins, for then it will be 
made evident that, by having got its road-bed into a condition where it can be kept 
in repair at a comparatively small expense, the line can sustain a sharp rivalry. — 
(1889). 

Mexican Central Railway.— In February, 1888, Mr. Max E. 
Schmidt, then chief engineer of the Tampico division, wrote me as 
follows: 

We have not yet used metal cross-ties on this line, but are considering the advisa- 
bility of introducing them on our mountain division. In that case we will probably 
adopt the steel tie of the Indian State Railways lately introduced on the Vera Cruz 
Railway. This tie has the advantage of a most simple mode of fastening the rail to 
the tie, the rail being placed between two clips turned up from the bearing surface 
of the tie itself, only one wedge being required to hold each rail in place. Steel ties 
have two main advantages: (1) They last much longer than wooden ties; (2) they 
keep the track in perfect gauge. The question not yet settled is the kind of ballast 
which will keep the tie immovable in place. 

SUMMARY OF METAL TRACK FOR SECTION 5. 
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Section 6.— NORTH AMERICA. 

UNITED STATES. 

General Eemabks. — In this country very little practical attention 
has been paid by railway men to the use of metal track until within 
the last few years. The indifference displayed has been largely due to 
the increased first cost for metal and the apparently inexhaustible sup- 
ply of timber. But with the steady improvement in the tracks of the 
principal lines and with the knowledge, as disseminated by the For- 
estry Division, of the actual condition of the timber resources there is 
a noticeable increase in the attention paid to this matter, and this will 
probably continue to increase. The metal track question, however, has 
been extensively considered by inventors, and much time, energy, and 
money have been spent in demonstrating, on paper, the positive effi- 
ciency of numerous new designs of track. The list of patents given 
with my preliminary report, in Bulletin No. 3, was surprisingly large, 
showing a total number of about two hundred and sixty patents from 
1839 to 1889.* Yery few of these patented tracks have been designed 
by railway men or men experienced in railway work, and the number 
of those which have practical merit is very small. Many of them are 
utterly impracticable, complicated, and costly, while others are carried 
to the opposite extreme of simplicity, with the result of sacrificing 
such efficiency as they might otherwise possess. The natural result of 
all this, combined with the large claims made from time to time in be- 
half of some of these impracticable systems, has been to render engi- 
neers, managers, and railway men generally somewhat doubtful as to 
the final solution of the metal track question. While some of the sys- 
tems tried in actual service have not yet proved entirely satisfactory, 
it should be thoroughly understsood that no such system can be ex- 
pected to give satisfactory results until it has been tested by trial and 
modified in accordance with experience obtained. Practical trial alone 
can shdw the actual results of any system of metal track. 

The following remarks are taken from the report for 1888 of the rail- 
way commissioners of Connecticut : 

We have in former reports mentioned the experiments made in the use of metal ties, 
and we refer to the snhject now not as one requiring legislative action, but simply as 
a matter of practical and scientific interest. The supply of wood has so far continued 
so abundant in this country that the first cost of ties has not very materially in- 
creased, but the average life of a tie has considerably decreased, both because of in- 
ferior quality and greater wear upon them. We are not aware that experiments with 

* The list of patents appended to this report contains 491 numbers. 
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metal ties of any account have been made in this country, but on the continent of 
Europe, where experiments began nearly twenty-five years ago, their use may be said 
to have passed the experimental stage, some companies having practically adopted this 
kind of tie and using them in all renewals. The most thorough experiments were made 
on the Netherlands State Railway, and the adoption there has been the most complete. 
In England, though used to some extent, they have not been at all generally adopted, 
as they do not seem to be well adapted to the double-headed rail so much used in 
in that country. The material found to be best adapted for this use is steel of a mild 
type, and the advantages claimed, apparently with reason, are such as to make it 
worth while for the managers of our principal roads to consider whether the adop- 
tion of this kind of tie would not be advantageous, even at the present price of wooden 
ties. The crowding outward of the spikes in wooden ties and the cutting of the 
spikes by the rail flanges on sharp curves constantly affects the gauge, and the cut- 
ting of the outer flange into the tie often seriously changes the position of the rail on 
wooden ties and requires constant watchfulness and respiking and readzing of old 
ties and the substitution of new ones. As traffic increases the loss of time thus oc- 
casioned in Itself becomes a very serious item of expense. This is avoided by the 
use of metal ties, as the bolts do not cut like the spikes and the bolt-holes do not en- 
large, neither do the ties wear or cut under the rail flange ; so that the expense of 
maintenance is very much lessened, and instead of increasing as the road-bed gets set- 
tled it is said to decrease. The most approved form for the tie is like an inverted 
trough, and when the ends are closed there is very little lateral displacement of track, 
even on the sharpest curves. The first cost of metal ties and their fastenings is, of 
course, very much more than that of wooden ties and spikes, but their durability in 
itself, it is believed, far more than compensates for the additional cost. 

Kew York Central and Hudson Eiver Eailway (See plate 
Ko. 27). — The chief engineer of this road, Mr. Walter Katt6, having 
recognized the importance of the metal track question to the great 
trunk lines of railway, became desirous of obtaining some reliable data 
based upon experiments made under his own supervision. The company 
authorized an expenditure of $2,500 for the purpose of procuring such 
ties and testing them upon its own track. Various forms of ties used 
in foreign countries were examined, none of which, however, were con- 
sidered to meet entirely and satisfactorily the conditions of American 
railway practice. The " Hartford'' tie, with certain modifications to be 
made at his suggestion, seemed to Mr. Katt6 the best suited of any he 
had examined, and as it could be made in this country under his own 
observation as to manufacture, test of material, etc., he concluded it 
was the best one he could get, at least to start with, in investigating 
practically the question of metal ties. It is intended to conduct a close 
investigation of the comparative cost of maintenance, expenditures, re- 
newals, etc., as compared with ordinary wooden ties. About eight hun- 
dred of the steel ties were purchased and were laid in double track on 
the main line. The company's standard system of track is used, con- 
sisting of good broken-stone ballast, with 80-pound flange rails, three- 
tie supported joints, and six- bolt angle-bar splices 40 inches long. The 
rails are laid to break joint. As stated in my preliminary report (Bul- 
letin No. 3), it was expected to have these ties laid in April, 1889 ; owing 
to delays in manufacture, etc., they were not put in the track until 
November, 1889. They are laid for about a quarter of a mile on the 
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main line, jast soath of Garrison's Station, Hudson Eiver division. 
They are of two lengths, 8 feet and 8 feet 6 inches. They were at first 
laid in gravel ballast of mediocre quality, but this has been replaced 
with broken stone, in accordance with the company^s approved form of 
track. The flanges of the angle-bars are notched to allow the clamps 
to bear on the rail flanges. 

The following particulars are from a statement and drawings fur- 
nished in January, 1890, by Mr. Katt6 : 

The ties were laid in November, 1889, on a:i experimental section of doable track 
about a quarter of a mile long. The section is level and straight. The line has the 
heaviest kind of freight and passenger traffic. Passenger engines, with a weight of 
36 tons, on four driving-wheels and a driving-wheel base of 6 feet, pass over these ties 
at speeds of 40 to 55 miles per hour. The ties have not been in use long enough for 
the expense of maintenance to be determined. Apparently, however, it is thus far 
no greater than with wooden ties. The arrangement for carves is the same as for 
tangents, any adjustment of gauge being effected by the fastenings. The rails 
weigh 80 pounds per yard and have supported joints. The reason for using these 
ties was the desire to secure economy over wooden ties and to obtain a superior at- 
tachment of the rails to the ties. The results have so far been quite satisfactory. 
There has been no tiouble with maintenance nor with the rail-fastenings. No break- 
ages have occurred. The attachment of the rails to the ties is mucH superior to the 
ordinary system of spiking. The wooden ties are of Southern yellow pine. They 
cost 55 cents each, delivered in New York, and have a life of from seven to ten years. 
The climate is variable, humid, with extremes of temperature. * There is no record 
of the eifects of the same on metal or wood. 

I am of opinion that the rolled metal tie is essentially a requisite for first-class per- 
manent way in this country. Having investigated the relative economy of metal 
and wooden tie systems for a term of fifty years, I am led to believe as the result 
thereof that upon the basis of 55 cents for a wooden tie and $3 for a steel tie, and 
under the conditions of traffic and maintenance expense existing on this line the 
relative economy is from 8 to 12 per cent, in favor of the metal system. The general 
advantages which I recognize in the metal system are : (1) Superior and more ef- 
fective fastening of rail to tie. (2) Better hold of metal cross-tie with curved ends 
in the road-bed ballast, thereby preserving alignment both in straight line and curves 
much more eflfectively than with wooden ties. (3) Increased and eifective resist- 
ance to tangential pressure on curves, with overturning tendency, and resistance to 
creeping of rails, especially on steep grades. (4) The clip and bolt fastening to 
the tie avoids the necessity of double-spiking the rail braces on curves. (5) Immu- 
nity from destruction of wooden ties by fire from coals dropped from locomotives 
and other causes. (6) The greater commercial value of the scrap material when 
worn out. 

The ballast is about 24 inches deep ; it consists of a 6-inch bottom 
course of rough quarry spa wis, 4 to 6 inches diameter, and an 18-inch 
upper course of crushed rock 2 inches diameter. The ballast is brought up 
level with the tops of the ties. From the center of the rail to the outer 
edge of the ballast is about 6 feet 6 inches. The drawings show the 
rail joints spliced with plain splice-bars 22 inches long, with four bolts. 
Angle-bars are actually used, as already stated. Four arrangements of 
spacing of the ties are being tried ; the rails are laid to break joint in 
all cases, with supported joints : (1) Thirteen lengths of 30-feet rails, 
with twelve ties to a rail length ; the three-joint ties are spaced 18 inches, 
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center to center, and the intermediate ties 3 feet. (2) Fourteen lengths 
of 30-feet rails, with twelve ties to a rail length ; uniform spacing of 30 
inches center to center. (3) Fourteen lengths of 30 feet rails with 
fourteen ties to a rail length ; the three joint ties are spaced 18 inches, 
center to center, and the intermediate ties 2 feet 4^ inches. (4) Four- 
teen lengths of 30 feet rails, with fourteen ties to a rail length ; uniform 
spacing of 2 feet l^J^ inches, center to center. The close spacing of the 
ties at the rail joints is considered necessary for the existing severe 
conditions of traffic. 

The cast-iron bowls designed in 1885 by Mr. John M. Toucey, general 
superintendent of the road, were intended for yard service and are still 
in use at the Grand Central station, New York City. (Description of 
the Hartford and Toucey ties will be found a few pages further on.) 

Chicago and Western Indiana Railway (See plate No. 28). — 
About 1,000 feet of track near Chicago, III., have been laid with the 
"Standard^' steel tie for experimental purposes, and up to the end of 
1889 they had been in service about. three months. It was then re- 
ported that they appeared to be satisfactory, but that it was too soon 
to express a decided opinion in regard to them. The traffic is about 
eighty trains per day ; all in one direction. The locomotives weigh 
96,000 pounds, and have a weight of 15,000 pounds on the driving- 
wheels. The track is as firm as could be expected for the open winter 
that has been experienced. It makes very easy riding and causes very 
little noise. The ballast is of light gravel. The ties are spaced 23J^ 
inches apart, center to center. They are 7 feet long and 3 inches deep ; 
joint ties, 10 inches wide ; intermediate ties, 7 inches wide. There had 
been no trouble with the rail fastenings, but a little rust had been no- 
ticed where the bolts come in contact with the clamp. The rail joints 
are square (or opposite), and are supported ; they are spliced with plain 
splice bars weighing 18J pounds per pair ; angle-bars could not be used 
as the flange would interfere with the rail clamp. The company which 
is introducing this tie claims that the clamp fastening will obviate the 
necessity for the use of splice bars and bolts, the clami)s holding the 
rails firmly by the flange. Many railway men, however, consider that 
it is not sufficient to hold the rail by its base. In view of the fact that 
rails are not always vertical in the web, and are liable to bend, especi- 
ally under heavy traffic, it may be found inadvisable to dispense gen- 
erally with the use of splice-bars, which serve to keep the rail ends in 
line. Particulars of the " Standard " tie will be found a few pages fur- 
ther on. 

The following is a letter written to the Standard Metal Tie and Con- 
structioii Company of New York, in January, 1890, by Mr. J. W. Clarke, 
roadmaster of the Chicago and Western Indiana Eailway Company and 
the Belt Eailway Company of Chicago : 

Answering your inquiry as to the condition of the Standard steel ties now in our 
track on main line, north of Seventy-first street, I beg to say that these ties were laid 
on the Ist of October, 1889, and, as you are aware, they were put in at the above lo- 
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cation on sontb-bonnd track for the reason that at this point the ballast is very 
light gravel, which wonld make the test much more severe than if they had been pat 
in at another location of the road. The traffic on this section is eighty regular trains 
in one diiection every twenty-four hours; the heaviest engine weighs 96,000 poands, 
with 15,000 pounds on each pair of drivers. 

So far the ties have given perfect satisfaction, requiring but slight attention, and 
that only when first laid. There are no loose bolts, clips, or nuts, and so far there 
have been none. It would be impossible for me to estimate correctly at the present 
time the saving in maintenance, as the ties have not been in service long enough. 

1 believe, however, that there will be a great saving in maintenance, as the only 
things to need attention are the bolts and clips, and so far they have shown no indi- 
cation of weakness in any particular. There has been no upheaval of the ties where 
the ground is frozen, and from present indications I hardly believe that such will 
occur. The ties are in good line and surface, and hold the rails in an upright rigid 
position, so that the wear on the rail head seems to be more uniform and even than 
where wooden ties are used. I am free to say that the ties have so far surpassed all 
my expectations. 

There seems to be no possibility of spreading of the rails. Should a rail break 
there would be less liability to accident, for the reason that the fastenings hold the 
rail absolutely firm and rigid. I believe that the saving in maintenance that will 
eventually be shown, and the absolutely safe, permanent way which these ties make, 
to say nothing of their greater life, will show greatly in their favor. 

Delaware and Hudson Eailway. — Steel ties are to be tried on 
this road. An order for 1,500 <* Standard " ties was given in April, 
1890, to the Standard Metal Tie and Construction Company, of 15 Cort- 
laudt street, New York, and they will be laid north of Ballston on what 
was originally a part of the old Saratoga and Schenectady Railroad. 
The ties are to be 7 feet long and 7 inches wide ; they will be in gravel 
ballast and will be spaced 2 feet, 2 feet 6 inches, and perhaps 8 feet 
apart' for experimental purposes. The rails weigh 67 pounds per yard 
and rest on blocks of compressed wood. The joint is of a new type; a 
channel-bar 4 inches deep is placed under the rail ends, and a clarap on 
each side takes hold of the rail flange and the bottom of the flange of 
the channel. Four bolts, with the Harvey grip-thread, pass through 
the clamps and channel-bar under the rail. No ordinary splice-bars are 
used, the rails being held by the flanges only. The joint ties are spaced 

2 feet apart, and the channel-bar and clamps are as long as the distance 
between these ties. The order for the ties was given through Mr. H. 
G. Young, second vice-president of the road, and Mr. A. J. Swift, chief 

engineer. The Standard ties are in experimental use on the Chicago 
and Western Indiana Railway, and are described further on. 

Pennsylvania Railway ( See plate No. 29 ).— Mr. William BL 
Brown, chief engineer, stated in February, 1889, that the iron ties tried 
on this line had not been satisfactorv. Fouror five different kinds had 
been tried but there was not one that gave any satisfaction, and they 
had all been taken out with the exception of the steel ties obtained 
from the London and Northwestern Railway, England; and it was sup- 
posed that these also would be taken out in a year or two. In October, 
1889, Mr. Brown stated that a few metal ties had been in service for 
about nine years, but that they had all been taken out of the main 
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traiek, with the exception of small lots. They were made of channel 
iron, from designs prepared by the engineer, and cost $4 each. As will 
be noticed by the description given further on, the construction of these 
ties involved considerable shop-work. One bolt on each side of the 
track might, however, be dispensed with. Some of these ties were laid 
on the Filbert street extension in 1880, and in 1885 about 400 or 500 
were laid on the 4J-degree curve in the West Philadelphia yard, where 
134 fast passenger trains passed over them in 24 hours. They had no 
elasticity and were very hard to keep in line. It was concluded that as 
long as good oak ties could be procured at a price not exceeding $1 
each, it would be cheaper to use wooden than iron ties. The price be- 
ing paid for oak ties in October, 1889, was 65 cents per tie, delivered on 
the line of the road. In a letter published in 1886, Mr. Brown stated 
that the iron ties gave perfect satisfaction and were no more trouble to 
keep in line and surface than wooden ties, but in October, 1889, he stated 
as follows : * 

In oar experience a metal tie is not worth half as much as a wooden one, and as 
long as we can get first-class white-oak ties at our price of 65 to 75 cents each, it 
would be very foolish for us to use metal ties that cost $3 and $4. 

This road has two sections of track laid with the standard metal 
track of the London and Northwestern Bailway (See '* England''), con- 
sisting of steel cross-ties with steel rails of bull headed section, weigh- 
ing 90 pounds per jard, secured in the chairs by steel keys. This track 
is said to be more easily kept in line than track on the company's own 
iron ties, in spite of the English ties having open ends. This is attrib- 
uted to the greater stiffness of the rails. One of the sections of track 
is near Harrisburg, Pa., the other is on the New York division, we&t of 
the station at Menlo Park, N. J. On the latter location they are laid on 
the most southerly of the four tracks, which is the track foi' east-bound 
freight trains. There are about eight hundred ties in all, spaced 3 feet, 
center to center, giving ten ties to a rail length of 30 feet. The track is 
on tangents, one curve and one short bridge ; on the bridge the ties are 
placed on wooden cross- ties having beveled edges. The rails are laid to 
break joint, and the joints are spliced by deop bars with four bolts. 
The ballast is of broken stone; and fine broken stone is filled in, cov- 
ering the ties. This covering is not used on the other tracks, which are 
laid with wooden ties. I examined this section of track in November, 
1889. 

Chicago, Santa FiS and California Railway (See plate No. 
30). — On the Illinois division of this line the Taylor tie (described fur- 
ther on) has been in use on a few rail lengths for over two and one half 
years. They are reported to have been laid in poor ballast, and to have 
carried heavy traffic. 

Official reports made to me in February, 1890, speak unfavorably of 
tbese ties. There are twenty-two of them at Streator, III., in the yard 
west of Main street, between the crossings of the Wabash Railway and 
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the Chicago and Alton Eailway. They were laid in August, 1887, and 
are on a length of about 40 feet on a level and straight track. Mr. 
R. R. Coalman was the engineer in charge. There is a train every hour. 
The locomotives weigh 85,000 pounds. The bowls of the joint ties are 
8 inches by 19 inches; those of the intermediate ties are 8 inches by 14 
inches. They are of steel, five-eighths inch thick, and weigh 60 pounds. 
The joint and second ties are spaced 20 inches, center to center ; the 
others are spaced 24 inches, center to center. The fastenings consist 
of lugs on the bowls and on the ends of the tie-bars as described further 
on. The expense of maintenance is said to be 50 per cent, more than 
with ordinary ties, and the durability is *' not very good.'' The rails 
are of flange section, weighing 70 pounds per yard; the joints are sup- 
ported, and are spliced by angle-bars. The ballast is of cinders and 
gravel, and does not behave well under the tie. The general results 
are not satisfactory. There is trouble with maintenance of track and 
with the rail attachments, but no trouble from breakages. In January, 
1890, when the ties were examined for the purpose of this report, the 
track was found to be 2 inches lower than the other part of the track; 
it had been raised 3 inches above the level of the other ties, but would 
not stay up. The ties were hard to tamp and the gravel worked out 
from under them. From the experience with these ties it is thought 
that they will not last any longer than good wooden ties, while the cost 
for maintenance is much greater. 

Long Island Railway (See plate No. 30).— A few ties of the " Inter- 
national " type, described further on, were sent by the inventor for trial, 
and up to the end of 1889 had been in service for about two years. 
They were laid for a length of about 40 feet, and were spaced 2 feet 
apart, center to center. The rail joints are suspended. The track Is 
ballasted witlt cinders, filled in level with the tops of the ties. The 
track is said to be not more firm than that with wooden ties, and its 
length is too short to enable its riding qualities to be determined. The 
ties are 8 feet long. The average amount of traffic is 100 trains per day. 
The heaviest locomotives weigh 146,050 pounds with a weight of 59,000 
pounds on the driving-wheels. The number of ties is too small and 
time of trial too short for any definite conclusions to be drawn ag to 
maintenance, but it is thought it would cost as much as, or more than, 
the track with wooden ties to keep in good line and surface, and for 
maintenance. The rail fastenings have given no particular trouble. 
Several ties have cracked under the rails. On the whole, the results 
are not considered to be very satisfactory, but, as already stated in the 
" general remarks," a few pages back, the metal tie question is quite in 
its infancy in this country, and ties which have not thus far met the re- 
quirements and conditions to be fulfilled may be improved in the light 
of actual experience so as to be ultimately efficient. These remarks 
apply also to the ties described in the previous paragraph. . 

Boston and Maine Railvtay (See plate No. 30).— A few steel 
ties of the " International " type have been tried on this line. They 
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were laid at Somerville, Mass., in July, 1885. Different patterns were 
used, most of them in two pieces, riveted together at the middle rib or 
web ; others in one piece with riveted angle-pieces to which the rail 
clamps were bolted. They all had the top table crowned at the middle. 
Some had only half the width of each end closed ; others ?iad a part of 
the side at each end cat away. This was to facilitate tamping. I vis- 
ited the track in September, 1889, but the ties had all been taken out 
(and piled near the line), as the notch in the rib was not wide enough 
for the flange of the new rails which are being put in. Some were 
cracked at the rail-seats. The section- master in charge of this section 
spoke well of the ties ; he considered that there was but little more 
trouble in tamping, especially with the ties having a part of the sides 
cut away. The ties gave a bearing of 14 inches for the rail, and were 
spaced 28 inches, center to center. 

Maine Central Railway — (See plate l^o. 30). — On this line 
also a few " International ^ ties have been tried, and have been in service 
since 1885. I examined them in September, 1889. There are only 
fifteen ties, or one rail length, and they are laid in the freight-yard at 
Portland, Me. They were put in at the request of the inventor. The 
ties have half of each end open. In a freight track, where a good deal 
of switching is carried on, the rib would be bad in case of derailment, 
as it might strip the trucks fronxra car which otherwise might have been 
got back on the rails without injury. As the rib would also be danger- 
ous to brakemen in coupling cars, etc., being likely to trip them up, the 
space between the rails is filled in with gravel. The yard-master stated 
that these ties had not been touched since they were laid, which could 
not be said of any of the wooden ties during the same time. 

Denver and Kio Grande Eailway. — A very limited trial of metal 
ties has been made on this road. In October, 1889, Mr. R. E. Briggs, 
chief engineer, stated that there had never been a trial made of a char- 
acter to afford information of value. A few years ago a few iron ties 
(probably a dozen) were laid in the track near Denver, but were taken 
out after a short time, and no record of them has been kept. From an- 
other source I learn that the ties were probably of trough section with 
a wooden block under each rail, and that probably a larger number 
was tried than above noted. 

Philadelphia and Baltimore Central Eailway.— On this line, 
which is now a part of the Philadelphia, Wilmington and Baltimore 
Railway, trials of the IVavis iron ties were being made in 1879. The 
following is from the Railroad Gazette, 'New York, of March 28, 1879 : 

At the meeting of the Engineers' Club of Philadelphia on March 15, 1879, C. E. 
Bozby exhibited a model of the Travis iron tie, which was then being tried on the 
Philadelphia and Baltimore Central Railway, near Lamokin. It dispensed with all 
spikes, bolts, nuts, or fish-plates, and drilling or punching rails. Each tie was re- 
cessed under the rails, and along the bottom of the recess wedge-shaped pieces were 
cast transversely. At the sides of each recess are creosoted blocks, which form a 
CQshion and a fulcrum for two clamps, which grasp the flange and web of the rail 
ftbove, bearing upon opposite faces of the wedge below. The weight of the train 
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forces the clamps npon the wedge, spreads thein ont at the bottom, and caases the 
upper part to grip the rails. The first cost was somewhat greater than that of the 
wooden ties, but it was said to offset this in durability. 

In January, 1890, Mr. H. F. Kenney, general superintendent of the 
Philadelphia, Wilmington and Baltimore Railway, wrote me as follows : 

In 1878 one hundred iron cross-ties of the Travis pattern were placed in the track, 
on our Maryland division, and were removed after haviitg been in use for a period of 
four years and seven months. The results obtaiued were not at all satisfactory, the 
expense of surfacing and lining amounting to considerably more than with wooden 
cross-ties. A number of these cross-ties, of a similar pattern, were laid on the Chester 
Creek brcanch, on our central division, during 1879. These ties, like those in use on 
the Maryland division, failed to give satisfactory results and were removed from 
the track after a period of about four years' service. 

Delaware, Lackawanna and Western Railway (See plate 
No. 30). — On this line six ties, of a type designed by Mr. Hicks, of New 
York, have been in use for some months in the yards at Hobokeu, 
under heavy drilling and switching traffic. Mr. Neafie, the roadmaster, 
states that they behaved well; better, in fact, than bad been expected. 
The tie as at present made is not considered suitable for main tracks, as 
the wooden blocks are liable to split, the grain being parallel with the 
rail. In dry weather, too, the wood would shrink and might become 
loose. The ties are in cinder ballast. (See " Hicks' ^ system.) 

Mr. Neafie has designed a metal tie especially for use at road 
crossings. Two pieces of old rail with a chair secured at each end, form 
the tie. There is no intention of applying this plan to ordinary track, 
but it is intended especially for the crossings as above mentioned. 

Southern Pacific Railway. — It is reported that trials of metal 
track are likely to be instituted on the Southern Pacific system. 

Lookout Mountain Railway.— On this standard-gauge road up 
Lookout Mountain, near Chattanooga, Tenn., some metal ties are to be 
tried in special places. (See *' Scofield ^ tie.) 

ties. 

The Hartford Tie (See plate No. 27).— This is a rolled Bessemer-steel cross-tie, of in- 
verted-trough section, with a channel or groove along the middle of the top tahle 
for the entire length of the tie. The dimensions are as follows: Length, 7 feet 6 
inches t(f 8 feet 6 inches ; width on top, 8 inches ; width at hottom, lOJ inches ; depth, 
2^ inches. The metal is three-eighths inch thick at the sides and five-sixteenths 
inch on top. The channel or groove is 2^ inches wide and five-eighths inch deep. 
The ends are closed by curving the whole tie to a depth of 5| or 6 inches. The weight 
is 150 pounds, including the fastenings. The ties are treated with Dr. Angus Smith's 
asphaltum process, applied at a temperature of 300^ Fah. The fastening for each 
rail consists of two clamps five-eighths inch thick ; the clamps are wedge-shaped in 
plan and lie under the rail in the channel of the tie. At the broad end of each 
clamp is a hooked projection or lug, which holds the flange of the rail. A bent bolt, 
seven-eighths inch diameter, with its head at an angle of 53 degrees with the body, 
ifi used on each side of the rail ; the head is on the under side of the top table of the 
tie, and the body passes up through the tie and clanip. The neck is oblong, J by li% 
inches. The nut screws down on the inclined face of the end of the clamp. At first 
the clamp had a hole for the bolt, but as now made it has a slot to receive the holt. 
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by this means the clamps can be shifted, so that the track may be adjusted accurately 
to gauge, with any variation in the width or thickness of the rail flanges. The 
gauge can also be thus easily widened at curve or contracted at frogs and switches, 
and rails with worn heads may be shifted in to maintain a uniform gauge. The bolt 
being at an angle, a strong grip is secured. Lock-nuts are not used, but the bolts 
have the Harvey grip- thread, which in itself forms a nut-lock. Powerful wrenches 
must be used, as the security depends upon the upsetting of the threads within the nut. 
Under exceptionally severe conditions of traffic, however, nut locks may be used as 
an extra precaution. This is the fastening as improved in accordance with sugges- 
tions made by Mr. Walter Katt^, chief engineer of the New York Central and Hud- 
son River Railway, who is now conducting a careful trial of these ties, as already 
noted. The ties cost $3 each, including fastenings. They are manufactured by the 
Pennsylvania Steel Company, of Steelton, Pa., for the A. J. Hartford Steel Railway 
Tie Company, of Temple Court, New York city. Their life is estimated at fifty years. 

Ties of this type, but flat on top, without the groove or channel, have been de- 
signed. The special object is to permit of shimming up the track, which becomes 
necessary with the disturbance of the ballast by frost in certain sections of the 
country. The impossibility of shimming has been an objection to motal ties, which 
has frequently been urged by practical track men. 

The Standard Tie (See plate No. 28). — This is a steel cross-tie of channel section 

(I I), stamped to shape from a plate. The intermediate or ordinary ties are 7 feet 

long, 7 inches wide over all, and 3^ inches deep over all. They weigh S2 pounds 
each and cost $2.50. The joint ties (for supported rail joints) are 7 feet long, 10 
inches wide, and 3^ inches deep. They weigh about 105 pounds, and cost $3.50 each. 
The metal is three-eighths inch thick throughout. The bottom of the channel is cut 
loose from the sides at the middle portion of the tie, and the parts bent up at an 
angle, so as to offer resistance to lateral motion, the ends of the tie being open. 
The tie is Intended to be filled with ballast. Each rail rests upon a block of pre- 
served and compressed wood placed with the grain vertical. It is expected that this 
block will give a firm support to the rail, will not pe cut by the flange, and will be 
durable. Each block is 4^ inches wide by 6^ inches long (or 9^ inches for joint ties) 
and 2f inches deep. The rail rests only on the block, the sides of the tie being cut 
away to a depth of one-half inch for the width of the rail flange. The fastenings 
consist of Z-shaped clamps, the upper rib holding the rail flange, while two projec- 
tions forming the lower rib pass through holes in the bottom of the tie and take a 
bearing against the under side of the bottom. The upright web is nearly vertical, 
but curved so as to grip the wooden block. The clamps are as long as the inside 
width of the tie. At intermediate ties the clamps are screwed up to a bearing on the 
rail flange by a bolt three-fourths inch diameter, passing horizontally under the rail 
through both clamps and the wooden block. The center of the bolt is one-half inch 
below the top of the block. At joint ties two bolts are used. It is claimed that this 
fastening will obviate the necessity for the use of splice-bars and bolts, but as already 
noted, in view of the fact that rails are not always vertical in the web and would 
have a tendency to be bent at unsupported ends, it may be that the use of splice- 
bars will be found desirable, especially for track with heavy traffic. These ties are 
said to be especially adapted for roads with a narrow width of ballast, as the re- 
sistance to lateral motion is at the middle instead of at the ends of the tie. They 
are also claimed to be suitable for bridge floors and elevated railways. In the latter 
case, the bottom of the channel would be cut away entirely between the wooden 
blocks, so as to offer as little obstruction to light as possible ; they would in them- 
selves form the. cross-bracing of the structure. The ties are manufactured at the 
Homestead Steel Works of Carnegie, Phipps & Co., at Homestead, Pa. They are 
stamped from steel plates by a hydraulic press designed by Mr. Aiken, of Pittsburgh, 
and built by the Scaife Foundry and Machine Company of Pittsburgh. They are 
being introduced by the Standard Steel Tie and Construction Company, of 15 Cort- 
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landt street, New York City. They are being given a trial on the Chicago and 
Western Indiana and on the Delaware and Hudson Railways. 

The Penn9ylvania Railway Tie (See plate No. 29). — The channel tie designed by the 

engineer of the Pennsylvania Railway consists of an ordinary channel-iron (| 1), 

8 feet 6 inches long, 7 inches wide, 2^ inches deep, weighing 13^ pounds per foot. 
Each end is closed by an angle-irou 3^ inches by 5 inches, 7 inches long, weighing 
7 pounds per foot. The shorter leg rests on the top table of the tie and is secored 
by two rivets. A piece of angle-iron 3 inches by 3 inches, 5^ inches long, weigbiog 

6 pounds per foot, is also riveted inside of the channel just under the flange of the 
rail. The fastenings for each rail consist of a riveted brace on the outer side and a 
bolted clamp on the inner side. The brace on the outer side is a piece of angle-bar 

7 inches long, secured to the tie by the two rivets which hold the augle-irou iu the 
interior of the tie ; this angle-bar or brace bears on the flange and under side of the 
head of the rail. The clamp on the inner side is a flat piece of iron 7 inches long, 
secured by two bolts ; one bolt may be dispensed with in some cases. This clamp 
bears on the tie and flange of the rail. 

The Toueey Tie (See plate No. 29).— This tie was designed by Mr. John Toucey, 
general superintendent of the New York Central and Hudson River Railway, ex- 
pressly for laying in the Grand Central Station, New York City, where it was desired 
to pave. Each tie consists of a pair of cast-iron ** bowls " of H -section, with outward, 
flaring sides. The bowls are connected by a tie-rod five-eighths inch dijimeter, the 
ends of which are bent down at right angles to fit into a hold in the middle web, 
the rod passing through the side of the bowl. The bowls are 18 inches long, 9| 
inches wide on top, 16^ inches wide at the bottom, and Sf^ inches deep. The thick- 
ness is from one-half to 1 inch. The upper part of the bowl is fitted with an oak 
block, to which the rail is secured by a pair of Bush interlocking bolts. The ties are 
laid 3 feet apart, center to center of tie-rods, giving 18 inches clear between the 
bowls. The weight of each bowl is about 100 pounds. The track was laid in 1885, 
and no breakages have occurred. There is a distance of about 3,000 feet laid with 
these ties. They are economical in that the track has not to be dug up and disturbed 
for renewals of ties. The wooden block is not vulcanized, creosoted, or otherwise 
treated ; but it is considered that Georgia pine would last a long while, as it is away 
from dampness. The ties were also laid at the same time for several rail lengths at 
the entrance of the yard. Mr. Toucey stated m January, 1890, that these also are 
still in service. There have been no renewals or breakages. 

The International Tie (See plate No. 30). — This is a rolled-steel tie, the cross section 
of which resembles a printer's "brace" (''^-^^^^). Originally it was made in two 
pieces riveted together at the upper flanges, but it is now made in one piece. Some 
of the earlier ties were in one piece, but had not the upper flange, a short piece of 
angle-iron being riveted at each side of each rail seat ; the rail clamps were bolted 
to these angle pieces. To facilitate tamping, half of each end was left open or a 
piece of the side cut away at each end. As now made, however, the ends are open, 
and a transverse plate inside the tie, nearly under the rail seat, is secured by a rivet 
to each side. The usual dimensions are now as follows : Length, 8 feet ; width, 10 
inches ; side flanges, 3 to 3^ inches deep ; middle flange, 2 inches high. The thick- 
ness is from three-sixteenths inch at the bottom of the side flanges to three-eighths 
inch on top. At first the top table was slightly curved at the middle, but it is now 
made horizontal for its entire width. The middle flange is cut away in two places to 
admit the rail flanges. The weight of the tie is about 100 pounds. The price is about 
$1.50 to $2.50, according to length, etc. The fastenings consist of flat wrought-iron 
clamps bolted to the middle flange of the tie, one on each side of each rail. These 
clamps have projections which bear upon the flange of the rail, and these projections 
are so made as to give four different clearance heights between the tie and the clamp; 
this allows for rails with flauges of different thickness, and also for some amount of 
Bhimming. Some of these ties have been tried, as already noted, on the Long Island 
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Railway, Boston and Maine Railway, and Maine Central Railway. They are manu- 
factured by the Cambria Iron Company, of Johnstown, Pa., for the International 
Railway Tie Company (of which the inventor of the tie, Mr. Higley, is treasurer), 45 
Broadway, New York City. 

The Taylor Tie (See plate No. 30). — This is an iron or steel cross-tie on the " bowl" 
system, each tie consisting of a separate piece under each rail, connected by a third 
piece forming a tie-bar. The bowls or rail-bearers are of inverted-trough section, 
placed lengthwise of the rail, and having a vertical transverse slot through which 
the deep flat tie-bar passes. At rail joints (supported joints) the rail-bearers are of 
extra length and two tie-bars are used, one to each rail end. With this system, as 
with the Standard system, the use of splice bars and bolts is intended to be avoided. 
The inner side of the rail flange is held by lugs stamped up from the metal of the 
top table of the bowl ; the outer side is held by the hooked end of the tie-bar. No 
bolts or other loose parts are used. The rail-bearers are of sheet steel 14 inches long, 
9 inches wide, 7 inches deep, flve-sixteenths inch thick. The tie-bar is 6 feet long 
and one-half inch thick. The weight of the tie complete is about 90 pounds. With 
ballast that is fine or of poor quality it is proposed to use a tie-bar of ^ section (as 
shown on plate No. 30 (instead of the flat bar ; the J, bar would be 3 inches by 3 
inches, vertical web three-eighths inch thick, horizontal flange flve-sixteenths inch 
thick. The object is to give additional bearing surface. These ties (with flat bars) 
have been tried on the Chicago, Santa F^ and California Railway, as already noted. 
The inventor is Mr. E. L. Taylor, of 682 Brooklyn street, Philadelphia, Pa. He 
stated in January, 1890, that he had received several inquiries from foreign countries, 
and hoped soon to make arrangements for manufacture. 

The Hicka Tie (See plate No. 30). — The ties already noted as being tried on the Del- 
aware, Lackawanna and Western Railway are composed each of two angle-irons, so 
placed as to form an inverted channel. At each end two angle-pieces are riveted 
across the top of the tie ; between these two pieces rests the oak block to which the 
rail is secured by spikes. The angle-pieces are not as high as the block, and as the 
latter has the grain parallel with the rail, it is liable to be cut by the rail and to be 
split by the spikes. The block is also liable to become loose in dry weather. The 
tie weighs about 100 pounds. Mr. Neafie, the road-master, suggests that it would be 
an improvement to make the angle-pieces as high as the wooden block, with the 
upper edges bent over. The block would be driven to a tight flt and would not be 
liable to be split. The ties are spaced 15 inches apart in the clear, or 27 inches cen- 
ter to center. Mr. Hicks proposes several modifications of the tie as now in use. 
One plan is to have the wooden blocks only 4 inches thick and long enough to reach 
from tie to tie, forming a continuous support for the rail, and the ends of the adja- 
cent wooden blocks being on the ties. With this form of track an improved clamp 
fastening of simple form would be used instead of a spike. Another system designed 
by the same inventor consists of longitudinals carrying cross* ties, which are placed di- 
agonally instead of at right angles to the rails. The ties are of channel section, with 
a wooden block under each rail. The object of placing the tie diagonally is to in- 
crease the length of bearing of the rails on the blocks. The cross- tie was invented 
by the late Capt. H. O. Cook, and has been modified and improved by the present 
owner, Mr. James M. Hicks, 19 ^ark Place, New York City, 

The Durand Tie. — This tie is of in verted- trough section, somewhat resembling the 
"Post" tie (See "Holland"). It is narrow and deep at the middle. Lengthwise 
corrugations on the top table of the tie at the railseat are intended to give addi- 
tional strength ; vertical corrugations may also be made in the sides. The width of 
the railseat is 10 inches on top and 12 inches at the bottom. The thickness may be 
either three-sixteenths inch, giving a weight of 65 pounds per tie, or five-sixteenths 
inch, giving a weight of 100 pounds per tie. The cost is claimed to be (1 or $1.35, 
iwl^ctively. The ends are open, but can be closed by a special cap, which is to be 
put on after the tie is laid, and which can be removed to permit access to the bolts, 
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etc. Experience has shown the advanta<;es of closed ends for ties, and the proposed 
movable ends are not likely to be introduced. The fastenings consist of four bolts, 
with the heads welded to the under side of the top table of the tie. The nut-lock 
consists of a washer of soft metal ; an indentation fits into a recess in the tie, pre- 
venting the washer from turning, and when the nut is screwed down one side of the 
washer is turned up against it. Various other fastenings are also proposed by the 
inventor in connection with his ties. It is proposed to roll old rails into sheets, from 
which the tie would be stamped by special machinery ; any special arrangement of 
tie for curves, switches, etc., would be effected by interchangeable pieces in the ma- 
chinery. The plant for rolling and stamping is estimated to cost $5,000, and the cost 
of manufacture is estimated at 30 cents per tie. The ties have been tried on a pri- 
vate trial line in the French Alps. The inventor is A. Durand, of Alexandria, Va., 
and Atlantic Building, Washington, D. C. (Patent No. 386,389; July 17, 1888.) 

The Moloney Tie, — This is a cross-tie of cruciform section, the upper vertical flange 
being cut away in two places to allow the rail to rest on the horizontal web. The 
dimensions are as follows : Length, 6 feet 6 inches; width, 9 inches; top and bottom 
flanges each \\ inches high. The thickness is one-fourth iuch, increased to one-half 
inch at the rail seats. The rails are fastened by flat clamps, which are bolted to 
the top flange of the tie. The ties are to be rolled, the cntting for the rails and 
holes for bolts being made during the operation, so as to turn out a finished tie from 
the rolls. The four clamps for each tie weigh about 3 pounds, and the fastening of 
the rail is claimed to be very efficient. This tie was invented by Mr. M. Maloney, of 
Ironton, Ohio. He reported in January, 1890, that he was negotiating for its manu- 
facture, and hoped to have it in service during the present year. (Patent No. 395,447 ; 
January 1, 1889.) 

The Flmcer- Heller Tie. — This is a cross-tie in the form of a hollow box of rectangular 
section, with a wooden block iuside under each rail. The top of the box is cut away 
to allow the rail flange to rest on the wooden block, and the rail is spiked to this 
block as to a wooden tie. For curves the tie is made shallower at the middle than 
at the ends, so as to form shoulders to resist lateral shifting in the ballast. The pat- 
ents for these ties are owned by the American Metallic Railway lie Company, 230 
South Fourth street, Philadelphia, Pa. (Patents Nos. 386,119, July 17, 1888, and 
370192, September 20, 1887.) 

Fhcenix Iron Works. — In June, 1889, Mr. Amory Coffin stated that metal ties were 
being used on all the new track being built around the works. There are several 
miles of narrow-gauge track, and as fast as the wooden ties give out they are re- 
newed with metal. Channel-bars are used 6, 8, or 9 inches wide ; of ordinary weight 
per yard, say 40 to 60 x>ounds. 

The Price system. — This system consists of a longitudinal under each rail, made of 
a strip of steel bent or corrugated to form a series of troughs, open alternately at 
top and bottom. The sides of the troughs are flaring, the open parts being widest. 
The strip has a rib on each edge. The rails are secured by bolted clamps. The 
length of each stringer or longitudinal is about 30 feet. Light steel cross-ties are 
placed at intervals. The ballast is intended to be filled in to the top of the longi- 
tudinal. This system is owned by Mr. James M. Price, 1719 North Eighteenth street, 
Philadelphia, Pa. 

The Hoffmeier system. — This system consists of cross-ties with arms at each end. 
The arms of adjacent ties dovetail together, forming a continuous stringer or longi- 
tudinal under each rail. The ties and longitudinals may be of various sections, and 
various forms of fastenings may be used. The inventor is Mi*. A. K. Hoffmeier, of 
Lancaster, Pa. 

The Holland syst&in. — This consists of round or elliptical castings, with a dome- 
shaped diaphragm in each. The space above the diaphragm is filled with concrete 
or asphalt. The castings are not placed opposite one another in the track, btlt are 
staggered. They are connected by tie-bars. The system is the invention of Mr. 



, of Philadelphia, who also has a patent on a cross-tie. (Patent 

!, 1867.) 

' (See plate So. 30).— Tiiis cro8H-tie is of iron or steel, of deep in- 

iou, with horizontal Uanges on the bottom edges. Each rail is 
liuteDetl by two clampa three-eighths inch by 2^ iuches, fastoned by two five-eighth- 
inch holts each. The tie ia 5 feet 6 inches long, one-fourth inch thick, and weighs50 
pounds. It is estimated to have a life of fifty years and- to be worth 50 eents whoa 
worn out. It is pro|)Oaed to use three iron ties to a rail length of 30 feet, replacing 
tbree wooden ties, in order to iuureeuie the safety of ordinary track at Hoiall expense. 
It is reported that they are to be used in some special places on the Lookout Mouu1>- 
aiu Railiray, near Chattanooga, Teun. These ties are being manii factored hy the 
Scbofleld Metal Cross-Tie Company, of Chattauooga, Tenn. (Patent No. 230,S26 ; 
Augusts. 1880.) 

CANADA. 

Btal track has not been introduced, and, in fact, has probably never 
I considered with a view to its introdaction or a practical tiial. A 
linent engineer, Mr. Thomas C. Keefer, writes as follows : 
not believe metal ties have been used in Canada. We have not even creosoted 
et. With white oak ties at 50 cents, and tamarack and cedar at 20 centa, oar 
ays, always living from hand to mouth, have never thought of anything else. 
22893— Bull. 4 19 



TABULAR SUMMARY OF METAL TRACK. 

The following is a table giving a summary of the figares presented 
in the first parts of the report, showing that of the total length of rail- 
ways in the world (exclusive of the United States and Canada) about 
13.21 per cent, of the mileage is laid with metal track. The figures of 
the totals given can only be approximate, in consequence of omissions, 
incomplete data, and lack of figures brought up to the same recent date. 
The totals are, in all probability, considerably below the actual mileage, 
as shown by the figures for Germany and Switzerland. In the latter 
case the total compiled from data relating to the several railways, as 
given in my report, is nearly 100 miles below the actual total officially 
reported. It must also be borne in mind that the use of metal track is 
being continually extended. 

Section 1, — Europe, 



Conntries. 



Great Britain 
Fi 



lauce 



Holland 

Belgium 

Germany* 

Austria and Hunf^ary 

Switzerland 

Spain 

Portugal 

Italy 



Sweden and Norway 

Denmark 

Bussia 

Turkey 

Koumania 

Servia 



Greece 

Totals of Europe 



^"/iS"- ""pTirr" . c™- ties. 



Milen. 



Miles. 



8.06 



3,562.52 

66.66 

.25 



251.68 



3, G37. 39 



MUe$. 

70.00 

52.12 

321.36 

115.50 

5, 224. 12 

66.37 

. 303.98 

7.10 

.02 



.50 
18.10 



70.68 



Total metal 
track. 



Miles. 

70.00 

52.12 

329. 42 

115. 50 

8, 786. 64 

122.93 

*397. 40 

258.78 

.02 



.50 
18.10 



70.68 



251.68 I 6,239.85 i 10,222.09 



Total 
track. 



MUes. 

20,000 

21,700 

3,216 

3.544 

25,144 

14,942 

1,810 

5,772 

1,120 

7,292 

V, OH 

1,248 

17,682 

865 

1,491 

321 

3^ 



132.071 



* Official statement of totals. 



Egypt . 
Algei-ia 
Tunis .. 



Section 2. — Africa, 



Conntries. 



Abyssinia 

Portuguese Territory (South Africa) 

Niital 

Cape Colony 

South African Republic (Transvaal). 

Keunion 

Senegal 

Mauritius 



Totals for Africa 



290 



Bowls and 
plates. 



Miles 
851.75 



80. 00 
62. '66 



993. 75 



Cross-ties. 



Miles. 
35.25 
120. 00 



14.25 

47.75 



36.50 
40.50 



2.50 



2U6. 75 



Total metal 
track. 



^ • — " 



^Miles. 
887.00 
120. 00 



14.25 

47.75 



116.50 

40. 50 

62.00 

2.50 



1.290.50 



Total 
track. 



Miles. 
1,228 

1,538 

14 
56 
217 
1,736 
45 
78 

290 



5,202 



r 
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Section 3. — AustraUma. 



Soath Australia. 



^ew South Wales. 

Victoria 

West Australia . . . 

New Zealand 

Tasmania 



Countries. 



Totals for Australasia. 



Cross-ties. 



MUe». 
14« 
40 



186 



Total metal 
track. 



Miles, 
146 
40 



186 



Total 
track. 



MUet. 
1,824 
2,103 
2,168 
2,167 

160 
1,843 

37S 



10,640 



Section 4. — Asia. 



Countries. 



British India 

Ceylon 

Sumatra 

Java and Dutch Possessions . 

Malay States 

China 

Japan 

Asia Minor 

Asiatic Russia 

Cochin China 



Totals for Asia 



Bowls and 
plates. 



MiUs. 
5,312,25 



5, 312. 25 



Cross-ties. 



MiUs. 
3. 912. 25 



90.00 



4, 002. 25 



Total metal 
track. 



Miles. 
9, 224. 50 



90.00 



9, 314. 50 



Total 
track. 



MiUs. 

15,245 

182 

90 

720 

31 

85 

896 

372 

960 

525 



19,106 



\ 



Section 5. — South America, 


Central America^ and Mexico. 




Countries. 


Bowls and 
plates. 


Cross- ties. 


Total metal 
track. 


Total 
track. 


ArcAntine X^ennhlic ..........•...............•........> 


MUes. 
3, 350. 15 


Miles. 
193.41 


MiUs. 
3, 543. 56 


MUes. 
4,650 
90 


Paracnav ......_................................ 


TJnifiruav ... ......................................... 








345 


Chili .:;:.....: 




1.00 


1.00 


a, 650 
837 


Peru 




Bolivia 








43 


Brazil 


82.46 


3.72 


86.18 


6,070 


Ecuador .......'......................•«•••.••.......... 


04 


British Guiana ..-- 








22 


YeDeznela ..................................... 


23.00 


57.25 


80.25 


182 


United States of Colombia 


164 


San Salvador - - 








25 


Costa Rica •- 








115 


Nicaraerua .._...................................... 








32 


Guatemala ....................................... 








105 


Honduras ............................................. 








37 


Mexico - 




77.00 


77.00 


5,000 










Totals ...-. 


3,455.61 
1 — 


332.38 


3, 787. 99 


19, 461 







Section 6. — North America. 



United States. 
Canada 



Countries. 



Totals of North America 



Cross-ties. 



Miles. 
2.00 



2.00 



Total metal Total 
track. track. 



Miles. 
2.00 



2.00 



Miles. 
161, 000 
13, 165 



174,165 



No. I 
No. 2 
No. 3 
No. 4 
No. 5 
No. 6 
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Summary of totals. 



SectioD. 



Total 3,637.39 



Longitadi- 
nils. 



Miles. 
3. 637. 39 



Bowls and 
plates. 



Miles. 
251.68 
993. 75 



5, 312. 25 
3,455.61 



10,013.29 



Cross-ties. 



Miles. 

6, 239. 85 
296.75 
186.00 

4, 002. 25 

332.38 

2.00 



11,059.23 



Total 
roetal 
track. 



Miies. 

10,222.09 

1,290.50 

186.00 

9,314.50 

3,787.99 

2.00 



24,803.08 



Note. — The use of longitudinals is being abandoned. The bowls and plates are mainly in service 
in liot countries, with special conditions of traffic, as in India and South America. The cross-ties are 
used under conditions oi climate, traffic, etc., most nearly according to the conditions obtaining in 
this country. 

Percentage of metal track mileage. 



Section : 

No. 1.... 

No. 2... 

No. 3... 

No. 4... 

No. 6 ... 

No. 6... 
West Indies. 



Total. 



Total 
metal 
track. 



MUes. 

10, 222. 09 

1,290.50 

186.00 

9, 314. 50 

3,787.99 

2.00 



24,803.08 



Total 
track. 



MUes. 

132, 071 

5,202 

10,640 

19, 106 

19, 461 

174, 165 

1,241 



361,886 



Percent- 
age of 
metal 
track. 



Total mileage of railway with metal track miles. 

Total mileage of railways of the world (exclusive of United States and Canada). — miles. . 
Percentage of railway with metal track (exclusive of United States and Canada) .per oent. 



7.74 
24 80 

1.76 
48.75 
19.46 



&85 



24,800 

187.721 

13.21 
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GENERAL REVIEW OF THE METAL TRACK QUESTION. 



General Eemarks. — In view of the information and statistics pre- 
sented in this report, thei-e can be no doubt that the ase of metal track 
^or railways has reached a stage beyond that of mere experiment, and 
that satisfactory results may be obtained with such track under certain 
conditions. Experience (under various conditions) has conclusively 
demonstrated the fact of the practicability of employing metal as a sub- 
stitute for wood, for supporting the rails of railways, ^ot only has 
the practicability of using such track been shown, but also its advan- 
tages in economy, efficiency, and safety. That the experimental stage 
has been passed is shown by the extent to which this kind of track is 
in use, and its steadily increasing introduction. It remains now for us 
to profit by the experience already on record, making use of the im- 
provements, modifications, and warnings suggested thereby in our act- 
ual practice. The main advantages presented by a good system of 
metal track are as follows : (1) Beduced expenses for maintenance and 
renewals, owing to the solid construction and the greater durability of 
the parts ; (2) a better class of track, owing to improved fastenings, 
etc., and the fact that the road-b6d is not torn up (as with wooden ties) 
forfrequent renewals, so that it gives the best road with the least amount 
of work for maintenance ; (3) Increased safety for traffic, owing to the 
superiority of the fastenings over those used with wooden ties. Metal 
tie-plates and improved fastenings are being introduced in this country 
and abroad, to increase the efficiency of track on wooden ties, but the 
standard track of the future, for main lines with heavy traffic at least, 
will probably be laid with metal ties. It has been pointed out that the 
nse of metal ties would have a beneficial effect on the iron trade, as the 
ties (except, perhaps, some lots imported for experiment) would be 
manufactured in this country. 

In nearly all the principal countries of the world, and in many of the 
smaller countries, experiments have been made on a sufficiently large 
scale to enable reliable conclusions to be drawn as to the merits and 
demerits of the numerous systems of track which have been experi- 
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mented with. It may be noted as of special significance that in Hol- 
land, a country without home manufacture of metal ties, but possess- 
ing ample resources of native and foreign timber at cheap rates, all the 
railway companies have used metal ties for a number of years, and that 
without pressure from the Government^ the companies having consid- 
ered this step to be in their own interest. Mr. Bricka, in his report to 
the minister of public works, France, in ISSS, stated that the progress 
in this direction had been such that already some railways in Germany, 
Holland, and Switzerland had decided to abandon the use of wooden 
ties. In connection with the favorable opinions expressed by engineers 
in these countries,* it is to be considered that in Switzerland and some 
parts of Germany where metal ties are used there are no iron or steel 
works, and, therefore, the fostering of a local industry had no influence 
on the opinions expressed, while Switzerland especially has plenty of 
timber. Mr. Post, in a paper written in 1885, stated that if, in compar- 
ing the costs of different systems of track, account was taken in each 
case of the different details (first cost, transportation, laying, mainte- 
nance, renewals, interest, selling price of old material, etc.) it would be 
seen that there are few countries where the exclusive use of wood for 
ties is really economical in the broad meaning of the word. This is 
specially evident as to hot countries where insects and atmospheric in- 
fluences effect a rapid destruction of wooden ties. 

In this country, railway men are very generally indifferent to this 
matter, or are waiting for a perfect tie to be brought to them. Among 
the reasons for this indifference has been the apparent abundance of 
our timber resources. But attention has now been drawn, especially by 
the Department of Agriculture, to the great destruction of these re- 
sources and the serious results of the denudation of large tracts of forest 
land. Other reasons have been the greater first cost of metal ties and 
the need of cheapness in railway construction. These considerations' 
have some weight still, but on main lines, with heavy traf^c, economical 
construction has become the main consideration rather than cheap con- 
struction. 

A few practical experiments with different forms of cross-ties have 
been made and are now in progress. Other trials have also been made 
from time to time with a small number of ties, but these experiments 
are on too limited a scale to allow any definite conclusions and are gen- 
erally conducted without much regard to practical results. If a metal 
tie could be designed and constructed that would meet at once all the 
requirements and answer all the objections, it would have a fair chance 
of being adopted. But it must be remembered that engineering is to 
a great extent the science of development. As the metal rail has been 
developed from the wooden rail, so has the metal tie been developed 
from the wooden tie. These developments have been by /' trial and 
error," and it is practically an impossibility for a metal tie to be devised 
at once that will be successful in every way. 
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The ties that are now nsed with success in other countries are modi- 
fications and improvements of those first tried, and thus by degrees a 
really efficient tie has been obtained. In this country there have been 
discussed in the technical press various claims made by inventors for 
forms of ties existing only on paper or in miniature. It is probable 
that few of the ties designed and patented here have much real merit, 
as so many are invented by persons unacquainted with the requirements 
to be met or the conditions to be considered. Of the few that possess 
merit it maybe said with reasonable certainty that actual trial will 
result in considerable modifications being made of the original design. 
Such trial may show that an apparently poor type of tie may be made 
valuable by some modifications, or that a tie of apparently good type 
is a failure in practice. 

Among the requirements for a successful tie may be enumerated 
the following : (1) Heavy enough to hold the rails down well and make a 
firm track ; (2) light enough to be of reasonable cost ; (3) metal enough 
to stand wear and tear and give ample strength : (4] easy of manu- 
facture, and requiring a minimum of shop-work ; (5) not liable to lateral 
motion in the ballast ; (6) easy to be laid, removed, or ballasted ; (7) fast- 
enings simple and efficient, with as few parts as possible, capable of 
adjustment for widening the gauge at curves etc. ; (8) price such as to 
enable an actual ultimate economy to be shown to the engineers and 
financial officers ; (9) proper quality of metal to sustain shocks with- 
out injury; (10) elasticity enough to give an easy-riding track. The 
following is a partial summary of the conclusions of the report made 
by Mr. Bricka in 1885 : 

(1) The ties should he of mild steel, to the exclusion of wrought iron. 

(2) Ties of the original Vautherin type may be employed for sand and fine gravel 
ballast, but for coarse gravel or broken stone they should be without the bottom 
flanges. The Post and Berg-and-Mark ties are the best modifications of this type. 

(3) They should be at least 8.2 feet long and 8.8 or 9.2 inches wide. The ends 
should be closed, but the use of extra cross-pieces inside is not necessary. 

(4) The thickness should not be less than .28 or .32-inch, and should be at least 
.40 inch under the rail ; it may be reenforced by alongitudal rib under the top table, 
or, better, by the Post system of rolling the rail-seat of extra thickness. The extra 
thickness must not involve unreasonable expense. The ties are rolled and punched. 

(5) For flange rails the inward inclination is best given by an extra thickness of 
metal at the rail-seats ; the use of tie-plates is considered preferable to bending the 
tie at the rail-seats. 

(6) The weight should not be less than 110 pounds, but it has been proposed to 
reduce it below this reasonable minimum. A weight of about 121 or 132 pounds, or 
even more, is preferable for main lines. 

(7) The best systems of fastenings for flange rails are the Ruppel system, used on 
the Prussian State Railways, and the Heindl system, of the Austrian State Railways; 
nearly all the bolt systems have given good results. 

(8) The use of metal ties does away with use of the chairs for double-headed rails, 
aud the combination of flange rails on these ties is simpler and less expensive. 

(9) The price of the ties should n ot exceed $32 to $34 per ton, and that of the 
small material $50 to $70 per ton. (These prices are for France, 1885.) 
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(10) The life of metal ties is at least thirty years, or doable that of oak ties. It can 
be shown that the use of steel ties weighing 121 to 132 pounds is not more expensive 
than oak ties when the latter cost $1.10 each and the former $32 per ton. 

(11) The track on metal ties is as stable as but no harder than that on wooden ties, 
and it behaves better in case of derailment. When the track is established in good 
condition the labor of maintenance does not cost n: ore than with track on wooden 
ties; it is probably Miore economical. 

(12) The ties may be laid in ballast of |tny permeable material. A good splicing 
of the rail-joints is necessary with this form of track. 

Mr. Bricka considered that engineers sboald make themselves thor- 
oughly acquainted with results already obtained before introducing 
metal track for themselves. For careful comparisons of maintenance 
expenses he suggested trial sections of 6 or 9 miles, with varying condi- 
tions of alignment, profile, ballast, etc.; the expense of such trials would 
be small in comparison with the end to be attained. 

Elasticity is necessary to make an easy-riding track and prevent any 
additional wear of the rolling-stock. Ties of polygonal or trough sec- 
tion, such as those of the Post and Vautherin types, are said to be 
especially elastic. The track on metal ties on the Central Bail way of 
Switzerland is said to be even more elastic than that on wooden ties. 
It has been stated that a metal track would be too severe on the rolling- 
stock and too rigid for rapid traffic, but experience does not support 
this statement. In England trains run at a speed of nearly 60 niiles 
an hour on metal track 5 on the European continent the speed varies 
from ST to 45 miles per hour. 

Eust is only experienced to a comparatively limited extent with 
wrought-iron ties and hardly at all with mild steel. It is mainly pro- 
duced, as with rails, in damp tunnels or in cinder ballast, owing to the 
sulphuric acid and carbonic acid in the smoke and ashes. Wearing at 
the rail-seats, and longitudinal cracks at the same place, are not expe- 
rienced with mild steel as with iron. The greatest probable trouble is ' 
from the wear of the holes for the fastenings, but this may be reduced 
to a minimum by proper construction. 

Simplicity in design, manufacture, fastenings,^ and the arrangement 
of parts is especially to be aimed at, with due regard to practical re- 
quirements for strength, etc. 5 and the simplest system designed with 
such regard will probably give the best results in economy and effi- 
ciency. In some systems, however, this principle of simplicity has 
been carried too far, allowing no loose parts at all ; the rails are either 
held by tie-bars with hooked ends or are sprung into place between 
fixed lugs or the ties are laid diagonally to let the rail fit onto its seat 
and are then shifted to tljeir proper position, bringing the lugs to over- 
lap the rail fiange. Such methods may do for very light rails, but are 
hardly adapted for heavy traffic. With some forms of track special 
ties are required at curves ; this is a very serious objection, as it not 
only increases the shop-work and expenses, but also makes more work 
and is likely to cause continual trouble in track-laying. All the ties, 
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except those at frogs and switches, should be of precisely the same size 
and form, and adjustment of the gauge should be effected by means of 
the fastenings of the rails. In some European countries this question 
of simplicity appears to be a very secondary consideration, and there is 
a growing tendency towards the greater complication of the track by 
various forms of tie-plates, clamps, etc. The steel cross-ties of the 
Indian State Eailway and the local railways of Belgium, however, make 
a track which is very simple in construction and which has shown its 
eflficicncy in actual service. 

Metal ties will have a much longer life than wooden ties, and the old 
material will have a considerable market value. The actual life of 
metal ties has not been determined, as the older forms were not adapted 
to the conditions of modern traffic and rolling stock, and the newer 
forms have, as a rule, only been in service from five to ten years. Some 
of the older ties have been in service for fifteen to twenty-five years, as 
in Holland and Algeria. In German}^ their life is estimated at between 
thirty and forty years, although on the Elberfeld division of the Prus- 
sian state railways it is not considered that they will last more than 
fifteen years, or the same time as the best oak ties. A life of fifty years 
is sometimes estimated, and it is possible that ties of good design and 
material and under favorable conditions may come up. to this estimate. 
The steel ties now being tried on the New York Central Kail way are 
estimated to have such alife. The life of rails, however, is said to be less 
when laid on metal ties than on wooden ties, owing to more rapid wear. 
Mr. Oouard, of the Paris, Lyons and Mediterranean Railway, France, 
has compiled statistics showing this result, and similar results, but to a 
less extent, have been noted on the iTorthern Railway of Austria. The 
quality and character of the material of the rails, however, is a point 
of very great importance in consideration of this question. 

The question of metal track was among the subjects considered at the 
International Railway Congress, in 1885 and 1887. The conclusions of 
the congress held at Brussels, Belgium, in 1885, were as follows: 

(A) The congress is of opinion that tracks on metal cross-ties, considered from a 
technical point of view, can compare favorably with tracks on wooden ties, both for 
liues with heavy traffic and for lines with light traffic. The congress is also of opin- 
ion that the tracks on metal ties can also compare favorably with those on wooden 
ties from a financial point of view; but it is well in each particular case to make a 
comparison between the two types of tracks, taking into account the cost of mate- 
rials, the cost of labor for maintenance, and the probable durability of the materials ; 
the result of the comparison will show which type of track should be adopted. 

(B) The congress is of opinion: (1) That for main lines with continuous and heavy 
triuggc, and for strategy} lines, it will be well to adopt a stronger tie than that for 
secondary lines, or lines with lighter traffic, at least for such of the latter tracks as 
are not likely to become main lines within a short time. For lines which are only 
secondary provisionally, the resistance of the track may be diminished until the line 
becomes a main line, by increasing to a certain extent the spacing of the ties. (2) 
That for secondary or light lines, it is well to employ ties lighter and less expensive 
than those adopted for main lines, lines with heavy traffic, or strategic lines. 



298 

(C) As to the most favorable form and dimensions to be adopted for a metal cross 
tie, the confi^ress is of opinion that the results of experience, so far, are not suffi- 
ciently conclusive to allow of the recommendation of one type to the exclusion of 
others. 

The opinions of the congress held at Milan, Italy, in 1887, were as 
follows : 

(A) The opinion expressed by the congress of 1885, as to the relative merits of 
metal and wooden ties from a technical point of view, is not weakened by the expe- 
rience of the last two years; and the use of metal ties is increasing. 

(B) As to the relative cost of the two systems, taking into account the net cost 
and the durability, the result is a question of the type of tie, and depends entirely 
upon local circumstances and the state of the metal market. 

(C) As to the maintenance expenses, for lining and surfacing, the question does 
not appear to be sufficiently demonstrated for lines with heavy traffic and fast trains. 
For lines with moderate traffic and slow trains the opinion of the majority is that 
the metal ties present advantages, especially after sufficient time has elapsed for the 
earthwork and road-bed to have settled to a good bearing and for the fastenings to 
have become well consolidated. 

(D) For ties of the Vautherin or inverted trough type, it appears well to state that 
the use of a homogeneous metal is desirable. 

The congress held at Paris, France, in 1889, arrived at the following 
conclusions : 

While metal ties present many favorable and advantageous points, the experience 
with them has not been sufficient to justify any final decision in their favor against 
woodeikties. Recommendations were made that each management should select 
two trial sections, 1,640 to 3,280 feet in length, and lay one with metal ties and the 
other with wooden ties ; both sections to have as nearly as possible the same condi- 
tions of grade, align oient, road-bed, ballast, and traffic. The trials should last long 
enough to enable definite conclusions to be arrived at. The special points to be con- 
sidered and reported upon would be as follows: First cost ; cost of maintenance; 
cost of renewals ; approximate life of ties ; effect on the rails ; best types or forms of 
ties ; general cost, taking renewals into account. 

Mr. Bricka, chief engineer of the French state railways, estimated 
that at the end of 1884 there were 12,400 miles of metal track through- 
out the world, of which 6,200 miles were in Europe. The tables which 
I have compiled for this report show a total of 24,800 miles of metal 
track. 

While the general adoption of any one form of tie can not be pre- 
dicted with any certainty, yet the combination of heavy steel flange 
rails and steel cross-ties may be considered as the standard type of 
track of the future for main lines at least. At a meeting of the Cleve- 
land Institution of Engineers (England), in June, 1889, Mr. Jeremiah 

Note. — In a paper on *'The Improvement of Railway Track," presented at a meet- 
ing of the American Society of Railway Superintendents in April, 1889, 1 called at- 
tention to the importance of the metal track question, and also suggested that the 
committee on roadway should consider, among other matters, the question of the 
advantages of steel ties for main lines with heavy traffic and for prairie lines, with 
the desirability of making any recommendations on this point as also on the question 
of metal tie plates on wooden ties. I have also discussed this question in a paper on 
" The Improvement of Railway and Street Railway Track,'' read at the annual con- 
vention of the American Society of Civil Engineers at Seabright, N. J., in June, 1889. 



il. Inst. C. E., tbe emiuent eugineer, prophesied tbat the stand- 
tic of the future would cousist of 100-pouud rails, laid od steel 
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t from its use for ordioary railway purposes, however, metal 
very extensively used for military railways ; for light railways 
erat purposes, sucli as feeders to main lines, etc. ; for street 
b; for portable railways on plantations, etc.; and for coll- 
ie temporary lines. Metal ties are also used in mines and col- 

M OP Trace. — In considering tbe results obtained by past ex- - 
e with metal track, the varions forms already tried may be 
into three classes, as foltovrs: 
Cross-ties. 

LongitudJDals. 

Bowls or plat«a, artaDged in pairs and connected hj tie-rods transverse to 

the track. 

ross-tka. — This is by far the most extensively used of any of 
pes, and it has been more rapidly and more widely introduced 
ended than either of the others. From this and from there- 
:«udiDg tbe trials under varying cooditious, it may be consid- 
bt this is the most advantageous type, and will be the standard 
metal track. lu saying this, it must be clearly understood tbat 
(i/peonly which is referred to, as there are innumerable forms 
terns of cross-ties, with which various results have been ob- 
M will be seen from this report. Track of this type bas been 
many couutries and has proved satisfactory under conditions 
nost widely varying character, from European railways with 
id-beds and heavy rails, carrying heavy traffic, to prairie and 
itry lines. It is especially significant that it lias given excel- 
ilts and has been widely introduced under conditions of track, 
tc, which are practically similar to the conditions which would 
1 service in this country. This type of track has been so widely 
it the various forms of ties can not well be summarized here, 
e uotes are given further on, and full particulars are given in 
3riptious of tbe experiments made ou different railways, as 
1 Part I. 

ingitudinals. — This type of tract is only used to a limited ex- 
it as shown by special reports anS other information, their use 
icraasiug. The construction of the track is more difiicult and 
more labor than that with cross-ties. Maintenance, renewals, 
airs are less easily managed, and greater care must be paid to 
asting and drainage, Ou the other hand, it has the advantage 
2; the rails a continuous snpport, aud, consequently, with a well- 
x>ad-bed, would make a very smootb-ridiug track, but probably 
her coat than an equally good track of another type. The con- 
1 of the road-bed and arrangement of the ballast involves con- 
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siderable care and cost, as, owing to the difficulty of drainage, special 
means have to be taken, by the use of courses of large rough stone or 
drain-pipes, to carry water away quickly. Longitudinals have been 
Adopted for the city railway of Berlin, Germany, having been proved 
the best for reducing the noise of x>assing trains on this viaduct line 
connecting main lines of railway. It was originally thought that lon^- 
tudinals would make a better and cheaper track, avoid shocks at the 
rail-joints, and, by their long bearing in the ballast, require less work 
of maintenance. Also, that lighter rails could be used with the con- 
tinuous bearing. It is, however, difficult to maintain the ballast so as 
to keep a continuous and even bearing inside the longitudinal. The 
economy in material by the use of longitudinals is reduced or neg- 
atived by the necessity of using transverse connections of ties or tie- 
rods to hold the track together and maintain the gauge. This system 
is awkward on curves, and renewals are difficult. Each piece must be 
bent hot at the works, or have the holes for the rail fastenings made to 
fit a certain radius of curve. In a report on a derailment accident, in 
May, 18S9, on the East Somerset Division of the Great Western Bail- 
way (England), the track of which was laid with bridge rails on longi- 
tudinal timbers connected by transoms. Colonel Eich, the government 
inspector, stated that it is difficult to know if longitudinals are thor- 
oughly packed until the trackmen watch an engine passing over the 
places which have been under repair, as the stiffness of the rail ^nd 
longitudinal keeps the latter level when it may not be properly packed 
with ballast underneath. 

(3) Bowls and plates have been extensively used and have given good 
results, but only under certain conditions. They have been used in 
India, South America, South Africa, and Egypt. The bowls were 
originally designed for sand ballast, which answered very well ; in 
India trouble was experienced from the sand flying up through the tamp- 
ing holes and causing injury to the running gear and journals of the 
rolling stock, but a few inches of broken stone or brick reduced this 
trouble. With broken -stone ballast, however, this track did not answer 
well. In the Argentine Republic, where the surface soil or black loam 
is the only material available for ballast, the bowls have been used 
with great sufcessj but even there steel cross-ties are now being intro- 
duced. The objections to the bowls in India led to the designing of a 
form of plates (Denham-Olpherts system) with which good results have 
been obtained. It is not likely that this type of track will be adopted 
to any extent. The type, however, is said to be the most economical in 
material, giving ample bearing to each rail and eliminating unneces- 
sary metal between the rails. This may be correct under certain con- 
ditions, as with very light traffic, but under even moderately heavy 
traffic such track can not be as firm or stable as track in which both 
rails are securely attached to the same piece of metal. The transverse 
connection is necessarily imperfect, and does not insure the correct re- 
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lation of level of the two lines of rails. The track is relatively cheap, 
easily laid and maintained ; the latter are important features in coan- 
tries where skilled labor is not plentiful. Bowls were first designed by 
Mr. Greaves, and early experience showed that care was necessary to 
have the holes and attachments cast accarately as to size and position, 
and the holes in the tie-bars also accarately placed ; carelessness in this 
respect has cansed serious trouble on some roads in India. 

Matebial.. — The question of the material to be used for metal track 
is one of very great importance. Cross ties were at first made of 
wrought iron, but with the introduction of processes for making mild 
steel at a low cost this material. began to be used, and has now practi- 
cally superseded iron. The engineer of the Great Central Railway of 
Belgium, however, considers iron preferable. The steel used is made 
by the Bessemer, Thomas, or Siemens-Martin processes, and must be of 
a mild grade. This material possesses the qualities of homogeneity, 
malleability, and ductility. (As several translators have erred on this 
important x>oint, I may mention here that '^ flusseisen" is the German 
technical term for " mild steel.^) Mr. Post, of the ^Netherlands state 
railways, considers that the metal should be capable of resisting a ten- 
sile strain of 25.4 to 28.6 tons per square inch, with a minimum contrac- 
tion of 30 to 40 x)er cent. The steel for ties of the Indian State Bail- 
way pattern, for India, for the Mexican Bailway, and for the Santa Fe 
and Cordoba Great Southern Bailway in the Argentine Republic, is 
specified to be equal to a tensional strain of between 26 and 31 tons 
per square inch, with a contraction of 40 per cent, of the tested area at 
the point of fracture. Mr. F. L. Delano, of the bureau of rail tests, 
Chicago, Burlington and Quincy Bailway, states that he considers that 
the kind of metal which it would be safe to use depends considerably 
upon the shape of the tie ; whether from its shape it sustains much 
flexure in use or is pretty stiff and rigid ; for the shapes which appear 
likely to come into general use he thinks that a .25 per cent carbon 
Bessemer steel would answer the purpose well, but that for ties which 
are liable to considerable flexure a milder steel would probably have to 
be used. 

Mr. Bricka, in his report to the minister of public works (France) in 
1885, stated that the tendency to fracture, which was for a long time 
considered as one of the fundamental objections to metal ties, had dis- 
appeared since the employment of mild steel ; the ties do not break 
even in cases of derailment. In some such cases the damaged steel ties 
were straightened out to proper shape and put back in the track where 
they continued to give good service. As showing the malleability and 
ductility <tf the steel, he quotes a clause generally inserted in German 
specifications for mild steel ties, which explains the facility with which 
certain forms of ties requiring bending of the metals are made in Ger- 
miij* Some engineers consider that the operations mentioned do »ot 
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affect the strength of the tie, bat Mr. Bricka thinks it doubtful if the 
metal does not suffer. The clause referred to is as follows : 

A tie is to be flattened out cold under a steel hammer, and then bent double at the 
middle, so that the diameter of the circle at the part bent shall not exceed three 
inches. During the operation the metal must not show any break, crack, or lami- 
nation, but must remain intact. 

In a note appended to his report and dated October, 1886, Mr. Bricka 
gives some interesting particulars of tests made on ties manufactured 
from hard steel, suitable for rails, showing that mild or soft steel is not 
so necessary as is generally believed. The tests were made at the St. 
Is azaire Works, with ties of the latest type for the Northeastern Bail- 
way of Switzerland, but with the top table .4 inch thick throughout. 
The drop tests were made with a tie resting on supports 3.508 feet 
apart, which sustained without breaking or cracking, successive blows 
of a ram of 660 pounds with heights of drop of 10 inches to 6 feet 6J 
inches ; the final bends were only 6.08 inches. The pressure tests were 
as follows : 

(1) Tie resting flat on an iron surface, the load applied through the 
flange of a rail. The tie sustained no sensible permanent deformation 
up to a load of 33,000 pounds; then the deformation began and con- 
tinued steadily up to a load of 63,800 pounds ; when the load reached 
77,000 pounds the tie was flattened, but the metal showed no signs of 
failure. 

(2) The tie rested on supports 19{^ inches apart and was loaded at 
the middle as before, but with the head of the rail ; the load was raised 
to 35,000 pounds without permanent set; then the bending began, and 
with 44,000 pounds was .20 inch; under a load of 45,100 pounds, de- 
formation began and continued until the tie was flat at the middle, the 
arrangement of the apparatus not permitting a bend of more than 6 
inches. The upper table was then put into shape in a press and the 
sides bent till the tie assumed somewhat its original shape ; the metal 
showed no cracks or other signs of injury. These tests show that ties 
of hard steel will support, like those of mild steel, the shocks of engine 
and car wheels in a derailment without breaking and without being 
made unfit to be continued in use, except temporarily. Hard steel 
would have the advantage of increased rigidity and would give, if 
proper care were taken in piercing the holes for the fastenings, almost 
a complete guarantee against distortion of the* holes by wear. 

In regard to the injury to mild steel ties in case of derailment, at least 
one railway in India has put up an hydraulic press for the purpose of 
bending to shape any ties that may be bent or distorted by such acci- 
dents. A thickness of .52 inch for the top table is considered to be 
sufficient to withstand the blows of derailed wheels. A cast-steel tie, 
known as the Sampan tie, has been patented in England. For longi- 
tudinals, wrought-iron is used almost exclusively, though perhaps mild 
steel may be employed to a small extent. Bowls are usually of cast- 
iron, but pressed steel has been used in In4ia, The plates used in India 
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are of cast-iron. Wroagbt-iron plates, bent to form practically bowls, 
have been used in Egypt. Cast-iron is generally considered nnsuitable 
for such work, but it has been very extensively employed for bowls and 
plates in India, South America, and elsewhere, with satisfactory results 
and a low percentage of breakages. 

Form and Dimensions. — DiflPerent methods have been tried for giv- 
ing the inward inclination of 1 in 17 to 1 in 26 of the rails, in accord- 
ance with the very general practice in most countries. Cross-ties were 
at first bent to a curve, but that resulted in a tendency of the track to 
rock if the ballast was packed too hard in the middle or not hard enough 
under the rails ; the tie also tended to straighten, which thus widened 
the gauge. To obviate these objections, the ties were then made with 
the middle part horizontal and then bent up toward the ends, which bend- 
ing could easily be done with steel ties : this was a great improvement, 
but the ties still had a tendency to rock under the trains. The hori- 
zontal tie gives the best results in stability of the track, and to allow it 
to be used, while avoiding the necessity for tie-plates, the Hosch Licht- 
hammer plan was designed in Germany, in which advantage was taken 
of the malleability of mild steel, and the top table of the tie pressed to 
the desired inclination at the rail seat. In the Post tie, eittra metal at 
the rail seat gives the inclination and adds to the strength. In the 
steel ties for the Indian state railways, which are stamped to shape, 
the top table is bent up at the rail seat in the operation of stamping. 
Mr. Bricka suggested, in his report, that it would be simpler to modify 
the shape of the rail-flange to give the rail the desired inclination. This 
idea has been suggested by other engineers at various times. Ties with 
the top table horizontal and with tie-plates to give the rail this inclina- 
tioD are used in Holland, Germany, and Austria, but generally add to 
the complicated character of the track. With longitudinals the incli- 
nation is usually given by tie-plates, or by tilting the longitudinal by 
means of packing pieces or saddles on the cross-tie connections. With 
bowls the rail seat is cast at the required inclination. In this country, 
where the rails are laid without such inward inclination, no bending or 
tie-plates would be required for this purpose. 

The cross-section of nearly all the cross-ties employed to any extent 
is derived from the type invented by the French engineer, Yautherin, 
the first trials of which were made about twenty-five years ago, on the 
Paris, Lyons, and Mediterranean Eailway (France). This type has a 
flat-top table, inclined sides flaring outward from the top and with nar- 
row horizontal flanges on the bottom edges ; it formed with closed ends 
an inverted trough filled with ballast. The flat-top table furnished a 
good seat for a rail flange, tie-plate, or chair, but the lower flanges were 
objectionable, reducing the stability of the track by preventing the 
proper settling of the tie in the ballast and not being wide enough to 
give any bearing in the ballast j this objection was not felt with fine sand 
ballast. To obviate this difficulty some engineers, including those of 
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the Alsace-Lorraine railway and Wartemburg state railways, in Ger- 
many, modified the original plan by substituting for the flange a rib of 
triangular section; this did not diminish the moment of inertia of 
the tie, but it protected the edges from damage by blows when being 
tamped. Another modification, forming what was known as the Berg- 
and-Mark type of tie (Prussian state railways), consisted in abandoning 
the bottom flange or rib, and bending the lower part of each side to a 
vertical x>osition ; this answered very well, the tie bedding itself well 
in the ballast and having less tendency to shift than if the sides were 
inclined for their whole depth. This again was modified by inclining 
the vertical part of the side slightly outward, the change in direction 
being made by curves instead of angles, and adding a rib to the bottom 
edges. In the Haarmann system the top table is comparatively narrow 
and the sides nearly vertical, with wide flanges at the bottom ; the edges 
of these flanges are turned down slightly to retain the ballast. The 
ends are closed by riveted plates. Mr. Bricka, in his report, stated that 
the objections were, the difficulty of ballasting the raised 'part, the 
chance of breakage, and the less height for equal weight than ties with 
inclined sides. The Hilf type has a middle flange or rib along the 
under side of the top table. The Post type has the sides flaring out in 
two planes, the cross-section being a portion of a polygon. The Indian 
type is rounded, having a flat top and curved sides at the rail seat, and 
an arch section at the middle. The ties of these types on diflFereut rail- 
ways vary of course in details of section, thickness, etc. The tie of the 
Standard Metal Tie Company, New York, and one tried on the Eastern 
Bail way of France, are channels laid in the normal position with the 
open side upward ; the bottom is flat and the sides are vertical in each 
case. The Bernard, Severac, Lavalette, and some other cross-ties are 
built up of angles, channels, beams, and plates. 

The system of metal longitudinals includes the Macdonnell, in Eng- 
land; the Hartwich, Haarmann, Hilf, and Bhenish, in Germany; and 
the Hohenegger and Serres-and-Battig in Austria. 

In regard to the thickness of the metal, this has been too often re- 
duced so much, in order to reduce weight and cost, that the tie cracks 
or splits after being in service for a comparatively short time. It has 
been customary to make the metal of uniform thickness throughout the 
length of the tie, but Mr. Post's tie (Holland) has been designed to give 
an economical distribution of metal ; the rail seats are of extra thick- 
ness to insure ample strength, additional metal is added at the holes 
for the fastenings, ancithe middle of the tie is made €nly thick enough 
to give the necessary strength and stiffness ; these variations of thick- 
ness are given during the operation of rolling. 

Mr. J. W. Jones, of the Indian state railways, writes as follows iu 
regard to this point : 

Bail way engineers would do well by refusing to have anything to do with tiea 
which are only three-eighths inch thick ,* one-hftlf mch thick give mnph better re« 
enlts Aod ftr^ cheaper in the end, 
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A thickness of 0.52iDcb is now very generally used in Germany for 
the middle portion of the top table of the cross-ties. Experience on the 
Wurtemburg state railways (Germany) is said to have shown that an 
iron cross-tie witb metal one-half inch thick stood an ordinary derail- 
ment very well without alteration of the gauge or any serious deforma- 
tion, while ties in whicb the thickness of the body had been reduced to 
eleven-thirty-seconds inch, with strengthei^ng rib, were so badly de- 
formed by the same derailment as to require to be renewed. In his re- 
port of 1885, Mr. Bricka (France) stated that the thickness averaged 
about 0.32 or 0.36 inch, but was as low as 0.24 inch in the parts subjected 
to the least strain; at the rail seat it was rarely less than 0.32 inch, and 
was sometimes as much as 0.40 inch. The tendency has been to increase 
these dimensions, as it has been observed that under the passage of 
trains there is less vibration and noise with the heavier than with the 
lighter ties; and this stability, which causes greater economy of main- 
tenance, is attributed largely to the extra thickness of the metal. 
Special advantages in stability and in maintaining a good bed or ballast 
under the rail seats are claimed for the Post and other systems in which 
the tie is made narrow and deep at the middle. 

Weight. — This is too frequently saciificed to mistaken ideas of 
economy, with expensive results. In the first place, the metal must be 
thick enough to stand the shocks and vibration to which the lies are 
subjected in service without cracking. In the second place, the tie muet 
be strong enough as a beam ; otherwise it will give way and become 
distorted under the traf^c. In the third place, the tie must have weight 
enough to bold the track down firmly, making it solid and stable. In 
several designs of ties the metal is very thin, the metal being stiength- 
ened by corrugations. The designers probably lost sight of the third 
requirement above mentioned or did not understand its significance. 
It is probable that the corrugations might in themselves be the cause 
of failure of the tie, cracks starting at the angles of the corrugations, 
as has been found to be the case in South Australia and elsewhere. 
The cause of these attempts to reduce weight is the eagerness of in- 
ventors to produce a cheap tie which will appeal to the financial side 
of railway companies. If the reduction in weight is carried too far, 
and a very little may be too far, the tie will be a dear one, as, even if 
it does not crack or otherwise fail, it will make a loose track, requiring 
continual attention and tamping, instead of effecting a reduction in 
maintenance. This point is briefly discussed in my remarks on Mr. 
Post's paper on "Steel Ties'' (Bulletin No. Ill, page 35). It may be 
noted with advantage that in Germany it has been found generally de- 
sirable to use ties of greater weight than those first adopted, as the 
cost of maintenance was thereby reduced. In England too it has been 
found that a certain weight is necessary in order to give the tie a hold- 
ing or anchorage in the ballast. This is the general experience else- 
where. These results of experience show that the various attempts 
22893— Bull 4 20 
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made by inventors to reduce the material and weight to a minimum, 
without considering some imperative conditions, are not steps in the 
way of improvement, but tend to throw discredit on metal track in 
general and to render inefficient some forms of ties which might other- 
wise be of some merit. A very large number of failures of metal ties 
are due to too light weight. 

The engineers of the Bavarian state railways consider that a weight 
of 139 pounds should be the minimum for ties for lines with ordinary 
traffic. Mr. Heindl, the inventor of the ties used on the Austrian state 
railways, considers 175 pounds the minimum under heavy- traffic on 
main lines. In view of experience elsewhere, however, this seems to 
be too heavy. Both Mr. Post and Mr. Bricka consider that the steel 
ties of the Post type in use on the Belgian State Eailways are too 
heavy, but I am informed that they were adopted on account of the 
great weight of some enormous locomotives which haul over these lines 
the " overland" train between Ostend and Brindisi. In a paper pub- 
lished in the bulletin of the society of civil engineers, France, April, 
1885, Mr. Post stated that some engineers sent to England to examine 
the railways attributed too great an influence to the weight of tbe 
track, and arbitrarily condemned metal ties because they calculated that 
the wooden ties were heavier. But in order to give the correct value 
of this argument, it is necessary to know the actual weights of ties of 
different ages, an^ some lots of oak ties, taken at random from tbe 
tracks of the Belgian state railways and the l^etherlands state railways, 
were therefore weighed. The new ties showed a variation of 42 per cent., 
the heaviest weighing 173.8 pounds and the lightest 99 pounds, or 11 
l)Ounds lighter than the 110-pound steel ties which had been in service 
for some years. Of the old wooden ties at the end of their service 
there was a variation in weight of 32 per cent., the heaviest weighing 
114.4 pounds and the lightest 77 pounds, or 33 pounds less than the steel 
ties. The weight of the wooden ties diminishes materially with age, by 
losing the sap, etc., by which the width of the tie and the bearing of 
the rail are reduced, and the average weight is only 129.8 pounds for 
new and 99 pounds for old ties. These figures show the weakness of 
the argument in favor of wooden ties on account of their weight. 

Mr. Bricka, in his report of 1885, stated that at first cross-ties had a 
weight of only about 77 to 88 pounds, owing to a desire for cheapness, 
but experience showed this to be insufficient. German and Dutch en- 
gineers have estimated that the work of maintenance is less with heavy 
ties than with light ones, and have increased the weight to 99 or 110 
pounds. Ties weighing 129.8 pounds have been used on the Wiirtem- 
berg state railways, 138.6 pounds on the Bavarian state railways, and 
132 to 154 pounds on the Austrian state railways. According to the 
opinion of many engineers, flange rails on 110-pound steel ties make a 
very satisfactory track ; superior to track on wooden ties. The standard 
weight might be between 110 and 132 pounds, and even the latter $g' 
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ure might be exceeded in exceptional cases of heavy and fast traffic. 
He comments upon the heavy Heiudl ties used on the Austrian state 
railways, that the noisy, destructive, and unpleasant vibrations are 
not experienced with ties of sufficient weight. This is an important 
point, as the absence of such vibration tends to lessen the disturbance 
of the track and consequently the work of maintenance. 

According to an article in the Indian Engineer, of Calcutta, August 
1, 1888, ten ties — the usual number for a rail length of 30 feet- — weigh- 
ing 126 pounds each, will cost, at $30 per ton, or $1.68 each, $16.80; 
while by increasing the weight to 168 pounds per tie the ten ties would 
cost, at the same rate per ton, $22.50 ; but if the latter will last thirty 
years under conditions of traffic which will w^ear out the former in 
twenty years, the cost of materia] for the heavier track for sixty years 
will be $45 against $50.40 for the lighter track, or a saving of nearly 
$1,000 per mile, besides the saving in renewals and the advantage of a 
more stable track by the use of the heavy ties. 

Ties open at the top and filled with or buried in the ballast have their 
weight in the track very largely increased. Of this type are the Severac, 
Bernard, and ^^Z'' tiesin Belgium* the channel tie of the Eastern Eail- 
way of France, and the " Standard'^ tie now being tried in this countr3\ 

Manufacture op Chossties.— Cross-ties of trough section are 
either rolled or stamped to shape. The wroaght-iron and many of the 
steel ties are rolled, but large numbers of steel ties are stamped to 
shape in hydraulic presses from flat or bent plates. The steel ties of 
the Indian state railways pattern are made ot plates rolled to the 
rounded channel section, which are cut into lengths; each length is 
then put into one press which shapes the ends, and then into another 
press which stamps the lugs for rail fastenings. The Phillips steel ties 
used in Queensland are stamped to shape from flat plates. Of the steel 
ties now being used in this country the *' Hartford'' and "International" 
ties are rolled, while the "Standard "ties are stamped by hydraulic 
{Hresses. 

There should be as little working of the metal as possible, as all such 
working tends to disturb the molecular construction of the metal and 
to reduce its strength. Annealing has been tried on the Netherlands 
state railways with success from a technical point of view, but the 
operation is generally too expensive. 

In designing a tie its manufacture should be taken into account, as 
all handling and all additional shop-work adds considerably to the cost 
of its manufacture. Ties in which much riveting is required, as in the 
Webb tie in England, the Severac and Bernard ties in Belgium, etc., 
are not likely to come into general use. As has already been stated, 
the ties of the simplest form have the best chance. 

In Germany and Holland, and probably in other countries, the con- 
tracts for metal ties contain a " guarantee" clause similar to the Euro^ 
pem contract system pf guaranteeing rails. This clause requires th@ 
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manafacturer to replace all ties which break or show defects during a 
certain term of years ; generally three or five. This helps to secure 
better material and more careful manufacture, and any hidden defects 
which escape notice during inspection will almost certainly show them- 
selves within the guaranty term. 

Pbesebvative Treatment. — In some cases the ties are used as 
they come from the rolls or press ; in other cases they are dipped in 
or painted with tar, oil, or some composition. The object of this treat- 
ment is to prevent rust or corrosion. In open line and in ordinary bal- 
last there is not much danger of corrosion, but it is liable to occur In 
tunnels or damp places, and in slag or cinder ballast ; this is due largely 
to the sulphuric acid and carbonic acid in the ashes, slag, and smoke. 
In a paper on " Steel Ties,'' by Mr. Munday, A. M. Inst. O. E., read be- 
fore the Civil and Mechanical Engineers' Society (London), in Jan- 
uary, 1888, it was stated that all ties should, if possible, be dipped while 
hot in a preservative solution. But as this can not be done with rolled 
ties without reheating them, the solution should be kept at boiling 
point by a steam coil. Rapid-drying is an advantage obtained by dip- 
ping hot, as wet, dirty freight and the smell of the wet solution are 
objected to on board 6hip (for export), while in some cases the dock 
laborers have refused to handle the slimy metal sent down from the 
works. Pressed ties can be taken hot from the press to the bath, care 
being taken not to set fire to the inflammable mixture. If dipped cold 
it should be done some time before shipping, so that a sufficient quantity 
for a cargo may be stacked and dried. A solution recommended for 
ties and rails is as follows : Two gallons of boiled tar, one-half gallon of 
mineral turps, 1 gallon of vegetable oil. The tar is boiled first, and the 
other ingredients then well mixed in. The turps constitute the drier, 
and the larger the proportion of this the quicker the drying is effected j 
but as it is highly inflammable great care must be taken in dipping 
hot metal. The composition invented by the late Dr. Angus Smith 
(England) and well known by his name, is a solution of coal pitch in coal 
tar naphtha; it may be used as a paint or bath, and the metal should 
be hot. There is also a composition consisting of pitch and tar with a 
little tar oil and dry lime ; rock asphaltum melted up and mixed with 
this gives body and sets hard like enamel. A black varnish solution is 
used for the steel ties of the Indian state railways pattern. The 
^' Hartford " ties, on the New York Central Railway, are treated with 
Dr. Angus Smith's asphalt composition, applied at a temperature of 
300 degrees Fahrenheit. 

FASTENiNas. — In any system of track it is desirable to have as few 
separate parts, and as few different or special kinds of parts, as possi- 
ble. An increase in the number not only increases the labor and cost 
of track-laying and maintenance, but it is the general experience of the 
perverseness of things that the right pieces are not at hand when 
wanted. The forgetting or delaying to send a keg of special bolts, 
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itc., sach as are sometimes reqtiired at carves or in otber places, 
oasly interfere witli tlie work. In this respect tbe steel track 
dian state railways, and of the local railwaja of Belgium, pre- 
.ny advantages ; tlie ties and two steel keys to each tie being 
uateriiil required on any part of the line. Where different 
of adJListiueut of the gauge are effected by different sizes of 
washers, etc., the system is still more troublesome and compli- 
it at the same time it must be remembered that with metal ties 
niugs are supposed to require far less atteutiou than those with 
ties. With a proper fastening there should be no vibration to 
lise, rattling, and wear; and experience has shown that sach 
[8 can be uiade. Where double-headed rails are used, they 
;arried in special chairs, as on the London and Northwestern 
(Kngland), and the Western Kailway (France,) or in ordinary 
ts on tbe Midland Uailway (England), tbe state railways, 
, etc. Little need be said on this point, as tbe double-beaded 
eaded sections of rails are never likely to be introduced into 
try for regular service, and their use in other countries is com- 
y limited. 

Jinary flange rails may be secured direct to the ties by differ- 
I of ^tenings, as follows : 

ilta and claiups? 

)1ts, rivets, and clamps. 

Bys. 

ibs and cotters. 

fsandclamps.—With many syatemsof metal track thefastenings 
 bolted clamps. The iieads of the bolts are usually tee-shaped 
(±), so that they can be inserted from above, through a slot in tbe top 
table of the tie. The bolt passes through a loose clamp which holds 
the flange of the rail, and the nut is screwed down upon the clamp ; a 
washer or nut-lock is usually interposed, but by the use ot a grip thread 
on the bolt the nut-lock may perhaps be dispensed with, except under 
severe conditions of traffic, making four pieces less to each tie. The 
bolts are usually seven-eighths inch or 1 inch in diameter, and the nuts 
should be of ample depth, so as to give a large thread-bearing. Various 
forma of clamps are ased; in some cases the clamp bears on the rail 
and the top of the tie, lekving the bolt to resist the thrust of the rail ; 
in other cases, as in the Ruppel system, widely used in Germany, a tug 
OD the clamp fits into the bolt hole in the tie, and so relieves the bolt. 
In the Rotb-and-Schuler system, used on the Baden state railways and 
with the latest form of tie on the Netherlands state railways, a rectan- 
gnlar washer rests on the tie and transmits tbe thrust of the rail to the 
bolt, and a clamp holds the rail and keeps the washer in position. The 
advantage of a bolt fastening is that it gives a firm hold and can be 
easily slackened or tightened. 
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(2) Bolts, rivets^ and clamps.— In sorae systems of metal track one 
side of the rail is held by a riveted clamp and the other by a bolted 
clamp, the latter being generally on the inner side of the track. This 
plan is in use in Queensland, Australia. 

(3) Keys. — A fastening which has been found very efficient consists 
of a taper steel key driven horizontally between the rail flange and a 
lug on the tie or on a chair carrying the rail. The other side of the 
flange is held by a lug. The end of the key or wedge is split, so that 
it can be opened out or expanded by a chisel after it has been driven 
to a bearing, and so prevented from slacking back. This fastening is 
used with steel ties in Belgium, India, Africa, and Mexico, and has 
given excellent results as to security and noiselessness. A similar 
style of fastening is used with cast-iron bowl ties in South America, an 
iron, wooden, or coiled steel key being driven between the rail and a 
lug cast on the bowl ; as the lug was liable to be broken, a loose lug of 
wrought iron or steel is now used, being inserted in a socket in the 
bowl; a cast-iron key is used and bears against the web and flange of 
the rail. 

(4) Oibs and cotters, — Gibs held up to the rail by a vertical cotter 
driven into a slot in the top of the tie, were among the earliest forms of 
fastenings used in Germany ; they did not then prove satisfactory, as 
the vibration jarred the parts sufficiently to looscfn them, so that there 
was considerable noise and rattling under passing trains, while the jar- 
ring frequently resulted in the cracking of the tie. In India, fastenings 
of this pattern sometimes rusted together, so that they could not be 
moved without breaking them off; a fastening with cast-iron gibs was 
designed there, but never introduced to any extent. In Germany and 
Switzerland, improved fastenings arc now used, with an extra gib to 
give a good bearing for the back of the cotter, and as the metal of the 
tie is thickened at the holes for the fastenings, there is no trouble from 
breakage ; these improved gib and cotter fastenings are reported to 
give satisfaction. With the Denham-Olpherts plate tie, used in India, 
there is a fixed lug or jaw on one side of the rail and on the other side 
is a loose jaw which is held in place by a horizontal cotter which secures 
the tie-bar. 

Rivets. — Riveting the rails direct to the ties is only practicable for 
portable railways, but some systems of metal track have been designed 
in which riveted clips are used, the rails being sprung into position. A 
fastening described in " Les Annales des Travaux Publics," Paris, 
April, 1888, consisted of two rail clamps of eccentric form, riveted to 
the tie in such a way that they could turn on the rivet. The rail being 
put in place the clamps are turned round by a special wrench or bar, 
bringing the projecting part over the rail flange ; when in position, a pro- 
jection on the outer side of the clamp fits into a notch in a horizontal 
spring on the top of the tie. A somewhat similar plan of loose riveted 
clips has been designed by Mr. Moore for use with cast-iron ties in 
India. 
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Tie Eods. — With bowl or plate ties, transverse tie-rods or tie-bars 
are required, to hold the parts together and to maiiitaia the gauge. 
Flat wrought-iron bars are generally used, placed on edge and passing 
into or through the bowl or plate; they are secured by gibs and cotters 
or by cotters only. These are used in India, Africa, and South Amer- 
ica. In the De Bergue system, used in Spain, (and tried in India) the 
tie bar is underneath the bowls, being held by lugs and U-bolts. In 
tlie plate ties used in India, the bars pass through the upper part of 
Hhe plate which forms the rail seat, and are secured by a horizontal flat 
cotter. On the Calcutta Port Railway, India, the tie bars are fastened 
to the rail flange by bolted clamps, being quite independent of the 
bowls. 

With metal longitudinals, the two lines of longitudinals have to be 
tied together, and various forms of cross-tie connections have been 
used in Germany and Austria. In some cases f or angle-irons are 
used, while heavy cross-ties of the same section as the longitudinals 
have been used at the joints of the latter. These heavy connections, 
however, have been found to make the track too rigid, causing a bat- 
tering of the rails at the joints and an increased wear of the rolling- 
stock. Tie rods are also used to maintain the gauge; they are tapped 
into or passed through the webs of the rails and secured by nuts; in 
some cases they are of round iron and in other cases flat with round 
ends. 

Metal Contact. — A common objection is that metal track will be 
noisy and unpleasant to ride over, owing to the metal contact of the 
rails and ties. Various methods have been tried and suggested to ob- 
viate this, but where good fastenings which will keep tight are used, 
there is not found to be any necessity for such precaution. Mr. George 
E. Moore, deputy consulting engineer of railways, India, states that 
wooden packing, asbestos sheets, tarred canvass, etc., have been tried 
and found of no value. 'The Great Indian Peninsula Railway, after 
several years of experiment, has gone back to iron on iron, and finds 
the results quite satisfactory. It is principally a matter of getting the 
fastenings tight and keeping them so. Linoleum has been suggested 
in Belgium. With the steel ties of the London and l^orthwestern Rail- 
way, England, tarred paper, forming a tough leathery material, is used 
between the riveted plates. Some of the bolt-fastenings used are found 
to keep sufficiently tight, and with the key fastenings of the Indian State 
Railway steel ties and the Z-iron ties in Belgium, the fastening is found 
to be very efficient in this respect. On a section of the Northern Rail- 
way, Austria, where one track was laid with wooden ties and the other 
with metal ties, it is reported that the noise of the passing of trains was 
no more disagreeable with one system than with the other ; showing 
that with metal ties and fastenings of good shape and proper weight 
no trouble from noise or vibration need be experienced. In several 
cases it is specifically reported that there is no trouble from noise or 
uneasy riding of the cars. 
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Adjustment op GAuaE. — Where metal ties are to be applied to any- 
great length of track it is necessary to provide some means for widen- 
ing the gauge at curves, etc. With bowls this widening is effected by 
the use of different sizes of cotters in the ends of the tie bars ; this has 
the objection of increasing the number of separate pieces required, but 
to obviate this Mr. Schwarz,of the Burrakur Iron Works, India, proposes 
to use cotters or keys made of different widths in " steps" or " offsets,'' 
so that one set of cotters will give the required variation in gauge. 
With longitudinals the adjustment is effected usually by means of the 
rail fastenings. With cross-ties, where bolts are used, the adjustment is 
effected either by eccentric necks on the bolts, as on the Netherlands 
state railways ; by eccentric washers, as on the Baden state railways 
and Netherlands state railways 5 or, where the clamps have lugs ficting 
into holes in the tie, by means of rail clamps with different sized lugs, 
as on several German railways. With the first plan mentioned two sets 
of bolts are required, one for tangents and on curves, and the other at 
the extremities of curves, etc. The bolts are marked on the ends, so 
that the ordinary and special bolts can be easily distinguished, and in 
such a manner that the inspector walking along the track can see if the 
proper bolts are used and are properly placed. With the clamp fasten- 
ings on some of the German railways six sizes of clamps are used, and 
are distinguished by stamped figures : No. 0, on the outside of the rail, 
has no projection on the lug in the bolt-hole; No. 1, has a projection of 
one-twelfth inch ; No. 2, one sixth inch; No. 3, one-fourth inch ; No. 4, 
five-sixteenths inch ; No. 5, five twelfths inch. This makes a very com- 
plicated arrangement, and can only be successfully carried out where 
the trackmen and section bosses are carefully instructed and trained. 
In this country, with the class of labor frequently employed, it would 
almost certainly be a failure. Even with skilled labor such a system is 
not to be recommended, as under any circumstances the simplest ar- 
rangement possible, with due regard to efl&ciency, is the most desirable. 
With gib and cotter fastenings the adjustment is effected by using 
gibs of different widths. It is usually the outer gib and the small gib 
at the back of the cotter which are made in difBierent sizes. On the 
Elberfeld division of the Prussian state railways the outer gib is 
either ||-, Ij^g, or 1 J inches wide, and the small gib either J, f, or f inch 
wide. The above remarks as to complication apply almost equally to 
this plan.. With key fastenings the adjustment is effected by putting 
one or both of the keys on the outer side of the rail. 

Closed and Open Ends. — In regard to the question of open or 
closed ends for cross-ties, the general and most approved practice is to 
close them. The reasons for this are apparent; a wooden tie when 
buried in the ballast presents an end area of about 5 by 8 inches or 6 
by 10 inches, equal to 40 or 60 square inches, to resist the lateral motion 
induced by the passing of trains, especially on curves. Metal ties with 
closed ends offer a similar resistance, but an open-ended tie presents 






t 






313 

only its thin cross-section, say one-half inch by 14 inches, or 7 square 
inches, to resist this movement. Trough ties with closed ends offer in 
fact a much greater resistance to lateral motion, as not only has the 
outer end to push against the thickness of ballast beyond it, but the 
other end has to pull against the ballast within the tie and drag the en- 
tire core of ballast inside the tie over the ballast below it, which would 
require very considerable force, especially with broken stone. The ends 
of metal ties frequently project below the bottom of the body of the tie. 
Well packed and tamped ties of this kind will keep the track in good 
line. The open-end ties of the London and Northwestern Eailway, Eng- 
*land, are said to give no trouble in this respect; these ties are dipped 
in tar and then in sand, to give them a rough surface to increase the 
friction in the ballast, but it does not seem as though such a method 
would be very effectual. It seems only reasonable, however, that closed 
ends should give the best results. They may make tamping more diffi- 
cult at first, but when once thoroughly tamped the track is very sub- 
stantial. With some of the *^ International " ties used in this country, 
only half the end was closed, in order to facilitate tamping. The " Hart- 
fordj' tie, on the l^ew York Central Eailway, has its ends bent below 
the bottom of the tie. The channel tie used on the Eastern Eailway, 
France, has the bottom bent down, the channel itself being open at the 
ends. The " Standard" tie, on the Chicago and Western Indiana Eail- 
,way, has the bottom cut loose from the sides at the middle and bent up 
inside the tie, which is filled with ballast, so that the resistance to lat- 
eral motion is at the middle instead of at the ends of the tie, a feature 
which is claimed to be advantageous on tracks with narrow width of 
ballast. The ends may be closed by a riveted plate, by stamping to 
shape while hot, or by cutting the top corners and bending the top table 
and 3ides cold. 

Mr. Post, in his paper in the Bulletin of the Society of Civil Engineers, 
France, April, 1885, gives the following account of trials made to deter- 
mine the efficiency of closed ends : A certain number of ties with closed 
ends were divided into three compartments, by riveting two plates on 
the inside of the trough; the two outer compartments were well bal- 
lasted, while the middle one was simply filled. An equal number of 
ties with closed ends were put in service at the same time. It was soon 
ascertained that the intermediate plates were superfluous, the ends 
affording all necessary resistance.  * 

Cost. — As to the cost of ties, while prices are given in several cases 
in this report, yet the prices of foreign ties are not of much practical 
value in considering the use of such ties in this country, as the condi- 
tions of the various foreign metal markets may differ so much from one 
another and from the conditions prevailing in this country. Mr. Post 
stated in 1885 that the cost of a good steel tie should not be more than 
125 or 150 per cent, of that of a wooden tie. According to Mr. Meyer, 
of the Prussian state railways, iron ties weighing 110 pounds and cost- 
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ing $1.73 each, must last twenty-five years, in order not to involve an 
annual charge of more than 9.8 cents,* which is the average annual 
charge for wooden ties on German railways. 

Economy. — The economy effected by the use of metal ties lies in the 
great life of the ties, the reduction in maintenance expenses, and the 
higher value of worn-out metal ties over wooden ties. The economy of 
the metal longitudinals maybe doubted, on account of the extensive 
preparation of the road-bed to secure proper drainage, and of the work 
of maintenance required to maintain free drainage. The Mexican rail- 
way "will feel the good results of its track with steel ties when the com- 
petition with the Interoceanic Railway begins, as the track will be 
kept in first-class condition at comparatively small cost, enabling the 
road to sustain a close competition.'' Mr. Katt6, chief engineer of the 
New York Central Railway, estimates that the use of the steel ties now 
being tried on that line will effect an economy of 8 to 12 per cent, ia 
renewals, repairs, and maintenance. (See also *' Maintenance" and 
''Conclusion." 

Epficienoy. — That metal ties act efficiently in making a good track 
has been conclusively and satisfactorily proved, while by the firm seat 
and secure fastenings the danger of accident from spreading of the 
track or overturning of the rails is very considerably reduced. The 
gauge is also maintained more accurately and the track is kept in bet- 
ter line and surface than track on wooden ties. 

Spacing of Ties. — The question of the spacing of the ties is one 
which should be given careful consideration, and the distance will 
depend to a couvsiderable extent upon the character of the traffic. On a 
busy main line with fast and heavy traffic, the ties should b,e spaced closer 
than on a line with lighter traffic. The average is about 30 to 36 inches. 
To secure the best results and the most easy riding track, the ties should 
be spaced farthest apart at the mid-length of the rail and closest to- 
gether at the rail-joints. Diff'erent arrangements of spacing of steel 
ties are being tested on the New York Central Railway. 

Track-Laying. — This work is generally very simple, except in the 
case of systems with complicated fastenings. The ties are sent out on the 
cars, with the fastenings in kegs, or in some cases where bolts are used, 
the bolts are put into the holes and the nuts screwed on, so that when 
the tie is put in the track the fastenings are all ready to be adjusted to 
the rail. With many forms of track the work can be efficiently done 
by unskilled labor, but it is of course always better to have experienced 
trackmen, or at least an experienced foreman to see that the work is 
done carefully and correctly. Careless or inaccurate work will cause 
subsequent trouble, which will tend to create a prejudice against the 
track. Poor work will reduce the good results which would otherwise 

* This charge is figured even too low. See table for computing annual charges on 
p. 39 of this report. The metal tie, to be within an annual charge of 9.8 cents on 
first cost alone, must not cost more than fl.40.— B. E. F. 
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be obtained. A point to be considered is the grade of track labor avail- 
able. In Europe the grade is, on an average, pretty high. An eugi- 
ueer who has made an inspection of the Panama Railway stated that if 
wooden ties had not been available and metal ties had been used, there 
would have been trouble with the fastenings and attachments, owing 
to the indolent and careless nature of the negro trackmen. 

It is well to issue to the section men printed instructions as to track- 
laying and maintenance, illustrated, ifpnecessary, by diagrams prepared 
with the special aim to make them clear and readily understood. The 
instructions should be clear, concise, and to the point. 

Ballasting. — ^Various materials for ballast are used for metal track 
on difierent roads. In Queensland, the Phillips tie is intended to 
be used without ballast, being packed with the surface soil of the coun- 
try, and in South America the road-bed is carefully built up with the 
surface soil or black loam as ballast. For ordinary circumstances, such 
as would obtain in this country, gravel, slag, or broken stone may be 
used, but care must be taken to consider whether the material, espe- 
cially slag, is likely to cause corrosion. (See page26.) The ballast must 
be clean and free from clay, allowing free drainage. It is essential that 
the ballast should be thoroughly packed into the tie, and a little work 
with the tamping bar in the first place will save a good deal of subse- 
quent work in maintenance. The material should only be packed hard 
at the ends and extending some inches in beyond the rail-seats, leav- 
ing the middle of the tie only loosely filled ; if the middle is packed hard 
and the ends not carefully attended to, the tie will have a tendency to 
bend or *' hog," and cause an unstable track. In some cases the ballast 
is laid in two rows of heaps ; one tie is put across each pair of heaps 
and an engine run over the track forcing them down into the ballast, 
which is then packed and tamped and loose ballast filled in between the 
rails. The ballast should generally be flush with the top of the tie ; in 
some cases it is filled in over the tops of the ties, and this practice is 
carried out with the London and Northwestern steel ties on the Pennsyl- 
vania Eailway, which are covered with fine broken stone. Particular 
svttention should be given to keeping up the road-bed for the first few 
months, until the ballast under the ties becomes well consolidated ; 
this work should be charged to construction rather than maintenance. 
The objection has been made that it is difficult to tamp and pack the 
hollow ties generally used ; experience has shown, however, that while 
it presents some difficulty at first, yet the ballast, being confined within 
the tie, is soon compacted by the passage of tfains, and requires little 
subsequent attentiou. The saving in the quantity of ballast required 
is shown by the official figures given for the Western and Simplon Bail- 
way, Switzerland. 

Renewals. — With cross-ties, bowls, or plates, renewals are as a rule 
easily effected, but with longitudinals the work is more difficult. In 
most cases the fastenings of any one tie can be removed, the ballast 



. 316 

dug away, the tie dropped from the rail and removed, and a new tie 
put in place. Where, however, as on some railways in India, the rails 
have to be tilted to get the flanges under the lugs when being laid, all 
the fastenings and both joints of one rail must be removed and the 
rail tilted and taken out; the free end of the tie can then be raised until 
the opposite end can be slipped off the rail. In some cases the lugs 
can be pried back to free the rail flange, and in other cases both rails 
may be required to be taken out. ^Renewals of mild steel ties are ex- 
pected to be very few; the material does not rust to any extent, does 
not wear under the rail, and is not liable to crack at the holes. Of ties 
laid on the Netherlands State Railways in 1865, the renewals up to 1887 
were only 5 per cent. One of the great advantages of a metal track is 
that it is not disturbed frequently by renewals, and is thus left in good 
condition for running. 

Maintenance. — It is generally found that the work of maintenance 
for metal track, during the first two to four years, is as much as, if not 
more than, that for track in wooden ties; after that period, however, 
the work becomes less and less, as the track gets well settled together, 
the fastenings firm, and the ballast consolidated, while with wooden 
ties the work increases year by year until renewals are necessary. The 
fastenings being secure, do not require constant watching and frequent 
attention as with spikes in wooden ties; and an occasional surfacing of 
the ballast and inspection of the ties and fastenings is all that will be 
required ; nor will, as stated, the frequent disturbance of track for re- 
newals be occasioned, a« is the case with wooden ties. It is estimated 
that on the Algerian lines of the Paris, Lyons, and Mediterranean Rail- 
way, the adoption of metal ties has effected a saving of one-fourth of 
the maintenance work, or $62 per mile per annum. According to Mr. 
Post, the cost per mile allowed on some of the German secondary rail- 
ways in 1885, for the renewal of steel ties, was only about one-sixth of 
the sum for replacing old wooden ties per mile per annum. The 
amounts were deduced from the statistics of the Rhenish Division of 
the Prussian State Railways, which has been using metal ties since 1868. 

One of the division engineers of the Netherlands state railways, in 
his annual report tor 1884, stated that in order to make a test of the 
metal track (Post ties), he left one of the trial sections, having a grade 
of 1 in 83 and a curve of 2,460 feet radius, near Glons, Belgium, for 
twenty-two months (February, 1883, to December, 1884) without lining 
or surfacing, only employing one man for thirty-four days' work to in- 
spect and tighten the nuts ; the traflfic over the line was very heavy, 
but the track was in good condition at the end of the test. On this 
division the cost of maintenance per mile of track on steel ties, after 
three and one-half years' service, was the same as of track on oak ties, 
but at that time the maintenance expenses of the former commenced to 
decrease, the track being by that time firmly settled, while it would 
begin to increase with the oak ties. In Germany the cost of main- 
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tenance has beeu foand to vary from $38 to $360 per mile with lon^- 
tadinals, and from $47 to $107 per mile with cross-ties ; the road-bed, 
ballast, and class of track cause these great differences. On the Bhenish 
division of the Prussian state railways, the work of maintenance per 
100 miles in 1879, was two hundred and seventy-one days' work for track 
on wooden ties, two hundred and nine days' work with metal longitu- 
dinals (23 per cent, less), and 164.5 days' work with metal cross-ties (35 
per cent. less). 

For the calculation of the annual cost for maintenance and renewals, 
the following points must be considered : 

(1) Annual interest on first cost. 

(2) Annual sum laid aside for depreciation. 

(3) Value of old material, lessening the depreciation. 

(4) Cost of labor in renewals. 

(5) Cost of rail fastenings. 

(6) Cost of maintenance of the road-bed. 

(7) Influence of the track upon the life and repairs of rolling stock. 
Pbogs and Switches. — With metal track, wooden ties are very 

generally used at frogs and switches, but metal ties can as well be used 
and will give a safer track. These metal ties will cost rather more than 
the ordinary metal ties, on account of their greater length and weight, 
and the extra number of holes required. The work of track laying will 
also be more expensive than the mere spiking of rails, guard-rails, and 
frogs to wooden ties. But when once well laid and tamped, the track 
put in good line and surface, and the fastenings tightened up a few times 
until they take a good bearing, the maintenance of such parts of the 
track will be light, while the safety will be very considerably in- 
creased. Metal ties are in use at frogs and switches in Germany and 
Switzerland, and their use is to be specially recommended, as at these 
points the track requires to be kept in excellent condition. 

Beoobds. — It is very desirable, wherever metal ties are placed, either 
for a small exi)eriment or with a view to general adoption of the sys- 
tem, that careful records should be kept of the date of laying, construc- 
tion of the track, amount of traffic, amount of work done and money 
spent, notes of inspection, results observed, etc., so that it may be seen 
if the track is satisfactory and economical. In this way an intelligent 
idea may be obtained as to the general results of the experiments, from 
a financial and technical point of view. For convenience in keeping 
notes, some plan of numbering the ties might be adopted, reckoning 
between mile-posts, by which individual ties could be located and iden- 
tified in case of breakage, renewals, tests of different fastenings, etc. 

Ties made from Old Eails. — Several devices have been patented 
for the utilization of old rails for ties, but it does not seem probable 
that they will be used to any extent. In the first place, it is doubtful 
that the supply of old rails would be at all adequate to the demand, as 
rails rejected from main tracks may be safely used for side tracks, and 
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are often so used tintil very badly worn. The uneven wear of the rails 
would be an objection in some of these devices, and in others the amount 
of shop work is quite^ considerable, entailing an expense which is per- 
haps overlooked when economy is claimed. Oross-ties of this class 
have been tried in France and Germany, and longitudinals rolled from 
old rails have been tried on the Northwestern Railway of Austria. Old 
rails are proposed for the manufacture of the Durandtie in this coun- 
try. Where the rails are to be worked and submitted to such treatment 
as rolling into plates and stamping into shape, it may be doubted if 
the metal would stand this working successfully, or make a safe and 
durable tie. It would be especially likely to crack at any corrugations, 
corners, etc., and at any welded parts ; this has been the experience in 
Austria. There might be a limited field for the use of such ties on 
lines with light traffic, but it is not probable that they would prove 
efficient, safe, or economical on main lines and under heavy traffic. 
Any apparent cheapness in first cost would probably be entirely cov- 
ered by additional work upon the track. 

Combinations of Wood and Metal. — A very large number of ties 
have been invented in which blocks of wood are placed under the rail as 
bearing-blocks, and many inventions of this kiud will be found in the list 
of United States patents accompanying this report. The object is, of 
course, to combine the elasticitj'^ of the wood with the strength and dura- 
bility of the metal; but the weight of experience seems to show that the 
combination, or the method of obtaining it, is unnecessary or undesirable. 
Metal ties can be made which will be in themselves sufficiently elastic, 
and fastenings can be made which will hold the metal surfaces of rail and. 
tie rigidly together. The use of wooden bearing- blocks has been found 
unsatisfactory in France, Holland, and India. In regard to the metal 
ties with wooden bearing-blocks tried on the Eastern Railway, France, 
Mr. Bricka stated in his report, in 1885, that results obtained with or- 
dinary fastenings did not justify the interposition of a block of wood be- 
tween the rail and the tie, and that it was probable that there would be 
a play of the pieces after a time. The " standard ^ steel tie, in this coun- 
try, in experimental service on the Chicago and Western Indiana Rail- 
way, is of this class ; but it differs from the ordinary plan in using blocks 
of preserved wood, which are compressed before being used, and are 
placed with the rails resting on the end grain. The claims made are 
that the preservative process will prevent rotting of the wood, while the 
compressing and manner of placing will prevent flange cutting. By 
this compression, the block of wood would be practically as rigid as the 
metal, but it is of course less vibratory. 

Tie Plates. — A method ext/cnsively employed in Europe, and re- 
cently in this country, to increase the durability of wooden ties, is to 
use metal plates between the rail and the tie. This method is exten- 
sively adopted in Germany. 

The use of metal tie-plates with metftl ties adds considerably to the 
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cost, and while they may be of some benefit for tie's of light section, 
yet as a general thing, with ordinarily heavy ties, it is found better to 
place the rail directly upon the tie, as this plan with good fastenings is 
less liable to caase noise and rattling. Tie-plates on metal ties are used 
in Getmany and Austria. 
Glass Ties. — Glass ties were made by Dr. Siemens in Germany some 
f^ years ago, and were reported to have given excellent results as to 

strength. At a meeting of the Cleveland Institution of Engineers, 
England, in June, 1889, during a discussion on rails and railways, the 
president stated that some years previous a number of glass ties had 
been put down, and the inventor had recently informed him that they 
were still in service. The reason w hy they do not generally find favor, 
he stated, is not that they fracture, but because they were very expen- 
sive and there was a difficulty in attaching the rails to the ties. 

RACK RAILWAYS. 

For rack railways which are to carry ordinary traffic, and which form 
part of through lines of railway and are not merely lines for excursion 
travel, steel ties are generally used, as they give a more secure and 
stable track. Mr. Einecker, M. Am. Soc. 0. E., of Germany, who con- 
tracts for the construction of rack railways on the Abt system, stated 
as follows in a letter acknowledging the receipt of Bulletin III, with 
my preliminary report : 

I fully concur with the views expressed by Mr. Tratman. Being engaged in the 
construction of rack railways, I am using only steel ties, on account of their relia- 
bility in keeping gauge and of their better hold in the ballast against sliding down 
grade. Where steel ties fail it is on account of errors in shape or size. 

MILITARY RAILWAYS. 

Light railways for the conveyance of supplies, etc., are much used 
in Europe at arsenals, fortifications, etc. The majority of these lines 
are of the portable type, made in sections, so as to be readily and 
rapidly laid, removed, and relaid. In France very heavy cannon are 
transported over such tracks ; special cars being used to distribute the 
weight over a number of wheels. In Germany tracks of this kind are 
used in field-work and manoeuvring. The English army in the Soudan 
campaign had a light railway at Suakin, and the Italians have also a 
line, but of a. more permanent type, in Africa. In the Turkestan war 
of 1883 the French army had 66 miles of portable railway, 20 inches 
gauge, with steel rails, weighing 14 pounds per yard; the track was of 
the Decauville type. In the Tunis war of 1883 the French army had 
43 miles of similar track, but with 24 inches gauge and with rails 
weighing 19 pounds per yard; this was found to be the more suitable 
^nd efficient track for the purpose. 
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LIGHT AND PORTABLE RAILWAYS. 

A class of railway with metal ties which is much used in Europe and 
in countries where work is carried on by European engineers, is that of 
light and portable railways. They are of various classes, from the per- 
manent line of 42 inches gauge, operated by locomotives and adapted for 
country raiilways, feeders to main lines, etc, down to the really portable 
lines of 12 inches gauge, operated by horse, mule, or bullock power, 
and adapted for plantation and contractors' work, etc. Railways of 
this kind would not only be beneficial by means of the advantages pos- 
sessed, but would also effect an appreciable saving in wooden ties 
of the small and cheap kind. The track is made In sections of conven- 
ient length, built up at the manufactory, which have merely to be car- 
ried by one or two men to the required site, laid end to end, and con- 
nected, to form a track capable of carrying considerable traffic. One 
man can carry a section of the lighter portable class. For the more 
permanent lines some amount of grading and ballasting is desirable. 
Curves, switches, etc., are all made in sections, as well as the straight 
track, and the lines can be laid by unskilled labor. Several firms in 
Europe have extensive works engaged in the manufacture of track, 
appurtenances, and equipment for this class of line. English prices a 
few years ago varied from $1,450 to $1,550 per mile of single track, 
straight line, of 16 and 24 inches gauge, suitable for animal traction ; 
and from $2,500 to $2,700 per mile for lines of 18 and 30 inches gauge, 
suitable for locomotive traction. In the well-known system of the De- 
cauville Works, France, light steel flange rails were riveted to steel ties 
of channel section. (See France.) In England various forms and modi- 
fications of this class of track are manufactured by the following firms: 
Dick, Kerr & Co., Kerr, Stuart & Co., Boiling & Lowe, J. Fowler & Co., 
W. G. Bagnall, J. & T. Howard, the Darlington Steel and Iron Com- 
pany, and others, (See England and France.) A form of the Post 
steel cross-tie is manufactured by the Hoerde Works, Germany, for light 
railways of 24 inches gauge. The ties are of the usual form, excepc that 
the lower part is horizontal and the increased depth at the middle is 
obtained by bending up the top table. They are 33 inches long, 4 inches 
wide, and 1 inch deep at the ends, 2.24 inches wide, and 2.2 inches deep 
at the middle ; the thickness is .16 inch, and .24 inch at the rail seats. 
Some of the ties are of uniform section throughout. The rails are of 
flange section 6.56 feet long ; they are secured to the ties by hook-bolts, 
the nut being inside the tie. Projecting splice plates are riveted to 
one end of each rail. Each section of this track consists of two rails, 
three ties, and four splice-plates ; tlie weight of the section complete is 
88 pounds. For further particulars of these railways, see an article of 
mine on " Light and Portable Railways," ia Engineering News^ New 
York, September 6, 1884, ^ 
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ment was not putting in these ties on its lines in safficient qaantity to 
suit the iron trade people, and not that the use of metal ties was being 
discontinued.* 

The most extensive introduction of metal track has been in Germany, 
India, and South America. In the first two countries steel cross-ties 
are practically the generally adopted type, although different forms of 
this type are in use in Germany. Cast-iron is still extensively used in 
India. In South America the metal ties used are mainly composed of 
a pair of cast-iron bowls connected by a tie-bar, but even there steel 
cross-ties are being introduced. The weight of evidence and the results 
of experience point towards the steel cross-tie, as making the best track 
and giving the best results in other ways, for heavy service at least, 
and therefore are destined to become the staudaid tie for first cla-ss 
track. As to the weight of these ties, it may be considered that for 
lines with heavy traffic it should be between 120 and 150 pounds, ac- 
cording to traffic and other conditions. 

The following brief synopsis will give a general idea of the wide- 
spread use of metal track : 

England. — Steel cross-ties are being tried on a practical scale on the London and 
Northwestern Railway and the Northeastern Railway. Experiments on a small 
scale have been made on other roads. 

France. — Trials with different forms of cross- ties are in progress on the state rail- 
ways. Five of the principal companies have also made experiments, and some of the 
trials are still in progress. 

Holland. — Extensive trials of iron and steel cross-ties have been made on the 
Netherlands State Railway. The use of the Post steel tie is being extended. Other 
roads are also using metal ties. 

Belgium. — The State has directed the carrying out of extensive trials of metal ties, 
and the trials are now in progress. The Northern Railway and Great Central 
Railway are also using metal ties. They are being adopted on some of the local and 
narrow-gauge lines. 

Germany. — On the several state railways extensive trials with metal ties and lon- 
gitudinals have been in progress for several years, and several hundred miles of metal 
track are now in service. The use of longitudinals is being abandoned, but the use 
of cross-ties is rapidly extending, and on some lines they have been entirely adopted. 
On the whole the results have been very satisfactory. 

Austria and Hungary. — Two principal systems of metal track are in service. The 
Heindl system of cross-ties and the Hohenegger system of longitudinals. 

Switzerland. — Metal ties are in service to a considerable.extent. The results have 
been satisfactory and the use of these ties is being extended. 

Spain. — Steel cross-ties are in service on a narrow-guage railway, and cast-iron 
bowls on a broad-gauge railway. 

Portugal. — An experiment on a small scale has been made on the state railways. 

Italy. — No metal ties are in regular service, but a few have been imported for ex- 
periment. 

* Objections to the use of metal ties in Germany come also from the forest adminis- 
tration, for the reason that the market for one of its staple products, beech railroad 
ties (creosoted), which have been grown in excess, has been limited by the substitu- 
tion of metal, and hence an unfavorable showing on the balance sheet of many for- 
est districts. Unlike the conditions in our country, in Germany a proper forest policy 
does not require this substitution — B. E. F. 
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Sweden, — A few steel ties are in service for experimentftl purposes on the state 
railways. 

Norway. — No metal track has been tried. 

Denmark, — Steel ties are iu service on the state railways. The results are fairly 
satisfactory. 

Svesia. — Experiments have been made on a small scale, but have apparently been 
abandoned. 

Turkey. — Several miles of track near Constantinople are laid with metal ties. 

Africa. — In North Africa cross-ties are in nse in Algeria aud Egypt, and bowls in 
Egypt. Bowls aud cross-tics are in use in South Africa. Steel cross-ties are reported 
as to be used on the projected Congo Railway. 

Australia. — Steel ties are being used quite extensively in South Australia and 
Queensland. In the latter colony the track is of a type designed especially for cheap 
construction of railways in even country. 

2ieiv Zealand and Tasmania. — No metal track is used. 

India. — Metal track in in very extensive use and is beiug constantly laid. Cast- 
iron bowls are becoming obsolete, but cast-iron plates (in pairs, connected by tie-bars) 
are largely used and with satisfactory results. A special form of steel cross-tie is in 
extensive service on the state railways and other lines, and seems likely to become 
the standard form of track. It has given very good results. 

China, — A few metal ties are to be tried as an experiment. 

Japan. — Metal ties were used some years ago, but they have all been taken out. 

Sauth America. — In the Argentine Republic cast-iron bowls are very extensively 
used and with satisfactory results. Steel cross-ties are also beginning to be intro- 
duced. Limited trials have been made in Brazil. 

Mexico. —Steel ties similar to those now adopted in India for the state railways are 
iu service on the Mexican Railway. The results have been very satisfactory. 

The principal poiiit of view from which the metal track question is 
considered in this country, and the one which was of course specially 
taken by the Department of Agriculture in calling for the preparation 
of this report, is that which considers it in rehition to forest conserva- 
tion and the reduction of the consumption of timber. But there are 
other points of view, from which the subject will be presented in rather 
difterent relations. Leaving out of consideration the necessity for 
reducing the timber consumption, metal track will still present many 
advantages, which will be especially apparent to railway men. In the 
first place, it has been proved to be more economical in maintenance 
than track on wooden ties, and there can be no doubt as to the superi- 
ority of a well designed system of metal track in regard to efficiency 
and safety. A better track may be made, and with such secure fasten- 
ings as are in general use, there will be a minimum of danger with a 
minimum of track work for the running of trains. The overturning or 
spreading of the rails, which causes so many accidents, can scarcely 
occur with a well designed system of metal track. There need be little 
if any extra noise with the passage of trains, and the riding of trains 
may be as smooth and quiet as on track with wooden ties. In general 
it may be stated, that steel ties should be adopted as the standard for 
first class track on lines with heavy traffic. Steel ties should be intro- 
duced as an advancement in railway engineering, and as a step towards 
practical economy. A good metal track, when oikjc well laid and set- 
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tied, is in itself a measure of safety and a source of economy in main- 
tenance and operation. This is in relation to the main line, but metal 
track presents also special advantages for use at stations and yards. 
A metal track at such places, when once well laid and settled, is 
practically permanent, and there is a great reduction in disturbance 
and expense for repairs and in the chances for derailments, which are 
specially troublesome at terminals, yards, stations, etc. Metal track is 
also adapted for light and portable railways, street railways, etc. 

As regards the relations of first cost and economy, Mr. Walter Katt6, 
chief engineer of the New York Central and Hudson Eiver Bail way, 
has estimated and closely calculated that if the steel ties now bein^ 
tried on his line last for fifty years, which he estimates as their life, 
there will be a relative economy of from 8 to 12 per cent, in favor of 
these ties. The economy is in renewals, repairs, and general mainte- 
nance. I have examined Mr. Katte's figures, and have calculated that 
even if the life be taken as only thirty-three years, there will still be a 
material saving per mile per annum. 

I am particularly pleased to be able to show in this report that this 
subject IS being practically considered and tested in this country, some 
fairly extensive trials being now in progress. From the results of sev- 
eral years^ experience in foreign countricKS, it can not be doubted that it 
is entirely practicable to successfully introduce metal track into the 
United States. American ingenuity and skill will probably produce 
ties of equal or greater efficiency than those in use in other countries. 

This report will show, I think, to railway financiers as well as to 
practical railway men, the advantages attending the use of metal track. 
In regard to the desirability of introducing such track, I quote as fol- 
lows from an interesting letter to me from Mr. O. P. Huntington, of 
the Southern Pacific Eailway Company, in January, 1890 : 

I have for several years advocated the use of metal ties along the timberless regions 
of our lines, and while none of them have as yet been put in use, I think they will 
be given a trial in the near future. You have no doubt experienced that time and 
considerable patience is necessary to direct the minds of men into fields of investiga- 
tion differing from those in which they have been educated, and in the practice of 
which they have spent a large part of their live^. To this fact I attribute much of 
the apathy manifested in giving metallic ties a trial ; but now, as their merits and 
those of the various designs in use are being discussed by American writers and 
engineers, there will be a quickening of opinion about them, which is likely to make 
them in the next few years a factor of some importance in the discussion of railroad 
economies. 

This report certainly shows the practicability of the matter and its 
desirability from several points of view. It may fairly be reasoned that 
what has been successfully accomplished abroad may be accomplished 
with equal success in this country. I have reported with pleasure that 

• 

more and more attention is being paid to this matter, and that since the 
presentation of my preliminary report in February, 1889, really prac- 
tical trials have been instituted. It is my wish that the present report 
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r some service iu keeping alive aud iucreasiiig the present 
le matter, and that it may prove iiistrumental in furtberiug 
work in this important direction. 

Iiile I can not predict any general or extended movement 
ion in the near futnre, I can certainly state that there has 
ed advance within the last year or two, and tbat this ad- 
rs likely to continae. I think it highly probable that the 
:be use of metal ties for railways as a substitate for wooden 
L gradually, steadily, and surely become one of the live 
railway economics. , 



PATENTS RELATING TO METAL RAILWAY TRACK. 

By E. E. Russell Tratman. 

The following list of United States patents relating to metal railway 
track and other substitutes for wooden ties will be found useful by 
persons interested in the subject. It could not practically be made any- 
thing more than a descriptive index, giving sufficient information to 
enable any one who wishes to investigate more fully to form some idea 
o£the different types patented, and to find the specifications. 

No. 1262; date, July 26, 1839; J. Stimpson. — Transverse frames resting on longi- 
tudinal timbers, with inclined braces to hold them in position, and sockets at the top 
to receive the web of a rail with a very narrow flange. 

No. 7799 ; date, November 26, 1850 ; H. H. May. — A cast-iron column under each 
rail ; broad circular base ; top formed to make a chair for a double-headed rail, and 
having a projecting arm forming half of a transverse tie-bar. 

No 16898; date, March 24, 1857 ; H. Carpenter.— A short hollow post under each 
rail, connected by a tie-plate ; T-shaped fastening fitting into hollow of post. (See. 
Nob. 35198, 99531.) 

No. 18494 ; iLate, October 27, 1857 ; S. A. Beers.— Continnous longitudinal structure^ 
with transverse tie-bars. Saddle-rail of _/^ section. 

No. 19704 ; date, March 23, 1858 ; S. H. Long. — Cross-ties of channel | | section 
or T section (the latter made of two angle- irons.) Continuous flat plate under ordi- 
nary rail. 

No. 20620 ; date, June 22, 1858 ; W. Bryent. — Combined longitudinal grooved rail 
and iron pavement. 

No. 29693; date, August 21,1860; Alexander Hay. —A deep support to be driven 
into the earth under each rail ; either flab or twisted into a spiral ; flat head, with 
chair to support rail. 

No. 32794; date, July 9, 1861; B. C. Smith. — Wide longitudinal channel sleeper 
and rail combined, with transverse rods. A raised rib lengthwise of the sleeper forms 
the rail. (See No. 36579.) 

No. 35198 ; date. May 6, 1862 ; H. Carpenter. — A cylindrical casting with a wide 
rectangnlar base is under each rail ; the pairs connected by transverse tie-bars. The 
flange rails are held in chairs, the bottom of which fits into the cylindrical casting or 
embraces it like a cap. (See No. 16898. ) 

No. 35879 ; date, July 15, 1862 ; Herman J. Lombaert. — A continuous metal stringer 
is laid on wooden cross-ties ; the flange rails rest on metal tie-plates with one end 
bent to a hook to hold one side of the flange of the rail. The other side is held by a 
gib and cotter. Object, to separate the wearing and bearing parts of the rail. 

No. 36579 ; date, September 30, 1862 ; B. C. Smith.— Longitudinal cast-iron con- 
tinuous bearing, of channel section, connected by transverse tie-rods. Rail secured 
to chairs. (See No. 32794.) 

No. 38274; date, April 28, 1863; J. Anthony.— Metal chair and tie-plate for flange 
rails on wooden ties. 
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No. 53507 ; date, March 27, 1866 ; Franz Vester. — Flat cross-tie, with two deep cor- 
rugations along its whole length. Ends turned down. 

No. 58563; date, October 2, 1866; Swain Winkley. — A corrugated plate of 
^^\y^\y\/^ shape unde» each rail, connected by a tie-bar. 

No. 59112; date, October 23, 1866; Swain Winkley. — A corrugated or buckled iron 
plate under each rail, connected by a tie-bar; rails held by clamps and keys. 

No. 63161 ; date, March 26, 1867 ; B. B. Hotchkiss. — A combined track and pave* 
ment. Cast-iron frames the width of the track are fitted to receive wooden blocks, 
to which flat rails are spiked. 

No. 66711 ; date, July 16, 1867 ; R. M. Holland.— Cross-tie of A section. Flange 
cut away for rails. Hinged wedge fastening. 

No. 70731 ; date, November 12, 1867 ; Henry McCan. — Broad flat transverse base- 
plates, with longitudinal girders held together by tie-rods. Rails resting on top of 
girders. 

No. 71063 ; date, November 19, 1867 ; Leonard Repsher. — Wronght-iron cross-tie, 
bent up at ends to embrance flange and web of rail, angle-clamp bolted to tie on in- 
side of rail. Bolt through clamp, web of rail, and end of tie. 

No. 79016; date, June 16, 1868; William F. Serjeant. —Deep flat tie-bars connect 
the rails, which rest on, but are not spiked to, wooden ties. At each end of the bars 
are jaws to hold the base of the rail. 

No. 83880; date, November 10, 1868; J. Potter. — Flat transverse bnse-plate, with 
two uprights which support continuous stringers, to which flangeless T-rails are 
bolted. 

No. 84023 ; date, November 10, 1868 ; A. Van Guysling. —A hollow iron column under 
each rail ; the rail is secured to a chair keyed to the top of the column. The columns 
are connected by tie-bars at the top ; or they may be cast in combination with a hol- 
low transverse base, in one piece. 

No. 92874 ; date, July 20, 1869; W. J. CockburuMuir (England).— Hollow inverted 
bowls, connected by transverse tie -bars ; the rails are eecured by lugs and keys. 

No. 94856; date, September 14, 1869; C. G. Wilson. — Two channel irons placed 
back to back form a continuous stringer, and rest on wooden stringers. The web of 
a flangeless T-iTail rests between the channel irons. The iron stringers are connected 
by tie-bars. 

No. 97020; date, November 16, 1869; A. Van Camp and M. M. Hodgman. — For 
street railways. A deep rail with flat head and a web corrugated longitudinally is 
bedded in asphaltic or concrete composition. A groove is made in this composition 
along the side of the rail. 

No. 97224; date, November 23, 1869; John H. Phillips.— Inverted bowls or sau- 
cers, having a chair for the rails and being connected by tie-bars. 

No. 99531; date, February 8, 1870; H. Carpenter.— A hole is bored at each end of 
a wooden tie for the stem of a T-shaped metal support ; the rail rests on a T-shaped 
plate, having lags to hold the flanges of the rail and a stem underneath to fit into 
the hollow stem of the seat. (See No. 16898.) 

No. 101751 ; date, April 12, 1870; Edward G. Markley.— A cast-iron column, in the 
form of a truncated cone, is under each rail. On top is a chair for the rail. Tie- bars 
connect the pairs of columns. 

No. 107643; date, September 20, 1870; C. H. White.— Flat transverse bed-plates 
laid on wooden stringers or cross- ties. The rails are of (\ or bridge section, and rests 
on tie-plates having a rib which fits into the rail. 

No. 109504 ; date, November 22, 1870 ; C. Fisher.— Cross-tie of inverted trough 
section, with closed ends. Two pockets for wooden bearing blocks. Kail fastened 
by flat plates resting on tie and rail flange, screwed to 'the wooden blocks. 

No. 112805; date, March 21, 1871; S. M. Guest. — A railway joint chair, combined 
with an iron cross-tie of T section. 
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No. 118260; date, August 22, 1871; Elijah Myrick. — A ring-shaped tie-plate, with 
three studs or pins to he driven into the wooden tie. 

No. 121956 ; date, Decemher 19, 1871 ; J. Newton. — A rail fastening for iron ties. 
Flat tie with end turned up, wooden wedge hetween rail and end of tie, vertical jib 
and cotter fastening (with sorrnted cotter) on inside of rail. 

No. 123526 ; date, Fehruary 6, 1872 ; L. E. Towne. — Cylindrical cross-tie with a flat 
base-plate at each end, secured by a strap passing round the tie. 

No. 124521 ; date, March 12, 1872 ; R. M. Upjohn. — Longitudinals under each rail, 
of X section, with very high vertical web. The rail is of _r\, section, and rests 
uj)on the flanges of channel irons bolted to the vertical web of the longitudinals. 

No. 1275r>3 ; date, June 4, 1872 ; and No. 130010 ; date July 30, 1872 ; John L. Boone.— 
Ties made of a composition of flher or other material, saturated with asphaltum and 
shaped under pressure. 

No. 128120; date, June 18, 1872; Joseph H. Connelly. — A longitudinal of concrete is 
laid under each rail and covered with a continuous iron plate. The rails rest on 
wooden tie plates and are supported by chairs. 

No. 13 14 IS; date, December 31, 1872; James Calkins. — The continuous longitudinals 
of channel sections have lags to hold the outer flange of rails; transverse plates pro- 
ject over the inner flange and are bolted to the longitudinals. 

No. 135667 ; date, February 11, 1873 ; Alexander D. Rock.— Castings of " frying-pan " 
shape ; the rail is secured to a chair on the bowl, and the '^ handle " forms half of a 
transverse tie-bar; the ties are connected by diagonal rods. 

No. 136037 ; date, February 18, 1873 ; J. W. Kern.— A continuous road-bed of A sec- 
tion, with the rails laid on the horizontal flanges. Transverse base-plates at inter- 
vals. The bed to be of ^-inch boiler iron. 

No. 139031 ; date. May 20, 1873 ; William H. Sterling.— Ties of a compressed asphaltic 
or other composition, with wooden plugs embedded in the material to receive the rail 
spikes. 

No. 139518; date, June 3, 1873; W. Peck and H. C. Richman. — Two chairs con- 
nected by a horizontal flat tie-plate. Wooden bearing- blocks in the chairs. 

No. 140411 ; date, July 1, 1873 ; C. W. Gulick. — ^A flat wrought-iron cross-tie with 
ribs, to form a channel for the flange of the rail. Fastenings of iron ^ inch diameter 
under tie, passing up through holes in the same, with ends bent over rail flange. 
Ties about 5 inches wide and ^ inch thick. 

No. 142668 ; date, September 9, 1873 ; J. R. Beckett. — Street railways. Transverse 
rods forming tie-plates for the rails and braces for the wooden stringers. 

No. 143407 ; date, October 7, 1873; P. S. Devlan. — A cross-tie made of two iron plates 
on edge, fastened together at the middle and widening out to hold a wooden block 
at each end. 

No. 144207; date, November 4, 1873; George Keech. — Longitudinal plates under 
each rail, with lugs to hold outside of rail flange. Transverse tie-plates project over , 
the inner flange and are secured by horizontal bolts passing through lugs on the base 
plate. 

No. 145250; date December 2, 1873; T. R. Timby.— Bowls of different forms cast 
on the ends of a deep flat steel or wrought-iron tie-bar. In the end of the bar are 
holes through which the metal flows and thus secures the casting of the bar. (The 
method is similar in principle to that of the Chappie tie now being tried on the 
Western Railway of Franco.) (See the report.) 

No. 145991 ; date, December 30, 1873 ; II. L. De Zeug. — Wrought-iron cross-tie 

of I I, U U, or other section. A clip stamped out of the metal holds outer flange 

of rail; loose clip, secured by vertical key or cotter holds inner flange. (See Nos. 
155369; 334696; 380623; 400643.) 

No. 146376; date, January 13, 1874; G. H. Blaisdell.— A cast-iron cross-tie of A 
section, with wide flat deep ends, having sockets for wooden blocks. A bolt passes 
through both blocks and the whole length of the tie. 
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No. 147563; date, February 17, 1874; P. Kendrick and J. Stokes. — A cross-tie made 
of two old rails laid parallel, with a wooden block between them at each end, and 
base-plates if desired. 

No. 148242; date, March 3, 1874; George Potts. — Continuous bearing of wood held 
between two continuous iron stringers of X section, the top of the web being bent 
over to hold the rail flange. Bolts pass through the three pieces. 

No. 152469 ; date June 30, 1874 ; Abram Dehuff. — The rails are spiked at the tops of 
short wooden piles or stakes, and are connected by iron tie-bars. 

No. 155369; date, September 29, 1874 ; H. L. De Zeng. — A cross-tie of inverted trough 
Section, with. open ends, but with projecting wings at ends to prevent lateral dis- 
placement. (See No. 145991.) 

No. 158437; date, January 5, 1875; S. L. Porter and Duane Peck. — Kite-shaped 
metal bowls, with the pointed ends between two diagonal tie-bars which form an X. 
The rails are held by lugs, keys and screws. 

No. 161153; date, March 23, 1874; S. L. Porter and Duane Peck.— Modifications of 
the previous patent. No. 158437. 

No. 163187; date, May 11, 1875; S. H. Hamilton. — An iron or steel cross-tie of square 
hollow section throughout or only at ends. Fixed lugs hold the inner flange of rail, 
and bolted plates hold the outer flange. 

No. 163254; date, May, 1875; H. Reese. — A rolled iron cross-tie of T section; lugs 
stanaped out while hot from the rolls. Bent clip and horizontal wedge fastening for 
outer flange of rail. (See Nos. 214192; 215675 ; 272477 ; also July 13, 1880.) 

No.. 164793; date, June 22, 1875; Ramon Bafiolas. — Cross-ties of I section, carrying 
longitudinal stringers of X section, to which flangeless rails of 1 section are bolted. 

No. 166625 ; date, August 10, 1875 ; R. E. Nichols. — A continuous hollow bearing, 
section similar to lower half of letter A ; bottom closed ; top open with horizontal 
flanges to carry the rail flange, cross-ties of | f section. Longitudinals and cross- 
ties filled with broken stone. 

No. 171422 ; date, December 21, 1875 ; John Quigley. — A cast-iron cross- tie with 
chair combined, for street-railway track. 

No. 172041; date, January 11, 1870; E. E. Lewis. — A cross-tie of -(-section, with 
the top vertical flange cut away for the rails, which are secured by wedges. (See Nos. 
183,766; 198,464.) 

No. 176213; date April 18, 1876; George D. Blaisdell. — A cast-iron cross-tie, with 
wide ends and loose bearing-blocks, all held together by a bolt running through the 
whole length of the tie. 

No. 182984 ; date, October 3, 1876 ; Leonora Yates. — Cross- ties of "| f", "v^^ , or 

'\J^ section, the latter being semi-cylindrical, with flanges. The rails are fastened 
by bolted clamps. 

No. ia3766; 183767; 183768; date, October 31, 1876; E. E. Lewis.— A cross-tie of 
+ section; rails of different forms. Also a joint tie of 1 1 section. (See 172041.) 

No. 185808; date, December 26, 1876; D.S. Whittenhall.— A cross-tie of /\/\/\ 
section ; the rails resting in notches in the top ridges. (See No. 227602.) 

No. 186710 ; date, January 30, 1877 ; George W. Chandler. — Clay, stone, or concrete 
ties in two or more pieces ; a flat iron strap is laid in a groove along the top and 
another along the bottom ; these plates are bolted together. The rails are held by 
clamps screwed to the iron plates. 

No. 187652; date, February 20, 1877; Walter MacLellan and John P. Smith (Scot- 
land). — Fluted, corrugated, or embossed rectangular bowls, connected by tie-bars ; 
the rails are held by bolted clamps. (These ties are manufactured in Scotland and 
are in use in India and Australia.) (See the report.) 

No. 188087; date, March 6, 1877; H. S. Wilson. — A cross-tie of I section, with fixed 
and movable rail-clips. 

No. 188710 ; date, March 20, 1877 ; N, S. White. — A continuous bed-plate under each 
rail, with cross-ties. 
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No. 190739; date, May 15, 1877; A. H. Campbell.— A cast-iron cross-tie, with sock- 
ets for wooden bearing-blocks. 

No. 192842; date, July 10, 1877; A. W. Serres. — A continuous bearing of "Y^ sec- 
tion (in two pieces) under each rail with transverse tie-bars. The web of a flangeless 
rail lies between the two vertical webs. (This track has been used in Europe ; see 
Engineering News, New York, January 28, 1887, page 73 ; also Railroad Gazette, New 
York, August 19, 1887. See report ; ** Belgium" and " Austria.") 

No. 197300 ; date, November 20, 1877 ; John Turner. — Street railways. The wooden 
stringers are connected by tie-rods which have flat plates or washers, held tight 
against the stringers and rails by nuts. No wooden cross-ties are used. 

No. 198060; date, December 11, 1877; John B. Ward. — ^A longitudinal pipe (for 
conveying water) under each rail ; the bottom of rail curved to fit pipe. 

No. 198370 ; date, December 18, 1877 ; Josiah Foster. — Hollow box castings, with 
top and bottom flanges, are bolted to stone blocks ; the rails rest on spring platea 
and are held by hook bolts to the top flanges of the castings. 

No. 198464; date, December 25, 1877; E. E. Lewis. — A cross-tie consisting of an 
old rail with two notches cut to the level of the flange to admit the track rails. Two 
rails with wooden bearing-blocks used at joints. (See 172041.) 

No. 198618; date, December 25, 1877; D. Horrie. — A transverse truss of cast or 
wrought iron. Horizontal hook bolt fastenings. 

No. 200737 ; date, February 26, 1878 ; Gustav Lehlbach.— Street railways or ordi- 
nary railways. Deep foundation columns under each rail. 

No. 201667; date, March 26, 1878; H. A, Haarmann. — Continuous bearing for each 
rail, with cross- ties. This track has been extensively used in Europe. (See En- 
gineering News, New York, January 29, page 74.) (See No. 219856.) (See Report, 
** Germany.") 

No. 206647; date, July 30, 1878 ; T. W. Travis.— A hollow cross-tie, with boxes at 
the ends open on top. The rails are held between two C clips ; the groove holds the 
flange rail ; the upper web lies against the rail web, and the lower web is wedged 
into the box. See Nos. 214208 and 224808. (Tried on the Philadelphia and Balti- 
more Central Railway.) (See Report, "United States.") 

No. 207242; date, August 20, 1878^ J. A. Bonnell. — An inverted trough cross-tie 
with closed ends and corrugated top. Bolted clips or angle-bar fastenings for rails. 

No. 207320; dat«, August 20, 1878; J. H. Thompson. — A cross- tie made in two 
pieces, dove-tailed together in the middle. The rails rest on wooden blocks. 

No. 210681; dflfe, December 10, 1878; George F. Folsom. — A contiunons cast-iron 
bearing under each rail, connected by iron ties and having sockets for round wooden 
blocks. 

No. 207719; date, September 3, 1878; W. E. Curtiss. — A wrought-iron cross-tie of 
inverted trough section with flaring sides, having a brace of the same section inside 
under each rail. The ends are open. Rails secured by bolted clips. 

No. 210774; date, December 10,1878; F. B. Freudenberg. — A wrought-iron cross- 
tie of somewhat similar section to the preceding one. Hooked clips are riveted on 
for inside and outside flange on alternate ties, the rails being sprung into place. 
Long ties for double tracks. Patented in Germany, January 18, 1878. 

No. 211697; date, January 28, 1879; Hamilton L. Bucknall (England).— Glass 
bowls, cross-ties, and stringers. 

No. 212127; date, February 11, 1879; James Buckner, jr. — For street railways. 
Metal saddle plates on the stringers, to carry the rails, and metal tie-bars. 

No. 214182; date, April 8, 1879; George P. Osborne. — Safety plates to keep spikes 
from working loose when driven into sound-deadening material, to be used for ele- 
vated railways. 

No. 214192 ; date, April 8, 1879 ; H. Reese.— A cross-tie of T-section, with the ends of 
the horizontal table turned down at an angle. Clip and wedge fastening. (See No. 
(163254.) 
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No. 214208; date, April 8, 1879; T. W. Travis. — A cast-iron box under each rail, 
with broad rectangular base. Tie-bar connections. The rails rest on and are held 
by vertical wedge clamps. (See No. 206647.) 

No. 215675; date, May 20, 1879; H. Reese. —Improvements upon No. 214192. 

No. 216846 ; date, June 24, 1879 ; L. A. Gouch. — A cross-tie of |  section, the 
longitudinal web bein^: the widest and having its edges turned up or down. 

No. 218442 ; date, August 12, 1879 ; John Keller. — The wooden ties are spaced far 
apart, and at intermediate points there are bolted to the rail angle-plates with wide 
flaring flanges which project below and beyond the rail-flange, foiining a sort of bowl. 

No. 218559; date, August 12, 1879; S. Nicholls (of England.) — A continuons broad 
bed-plate under each rail, for street railways. The rail is formed of two channels, 
leaving a space between for the wheel-flange 3 C. 

No. 218603 ; date, August 12, 1879 ; A. P. Whiting.— A cross-tie of w section, the 
top flange cut away for the rails. Bolted clips hold the inuer flanges of rails. 

No. 218648 ; date, August 19, 1879 ; C. F. Wagner (of Austria). — ^A cross-tie com- 
posed of two parallel pieces of T-sectiou, fastened together by cross-strips. Bolted 
clip rail fastenings. 

No. 218878 ; date, August 26, 1879 ; C. Haushaw. — A cross-tie made in two pieces 
lengthwise ; on one piece are clips for the inuer flange of one rail and the outer flange 
of the other, and on the other piece are clips for the outer and inner flanges, respect- 
ively. The two pieces are held together by a flat horizontal key driven between 
otber clips in the middle of the tie. 

No. 219856 ; date, September 23, 1879 ; H. A. Haarmann of Prussia— (See No. 201667).— 
A cross-tie of inverted trough section with flaring sides, and a flat or grooved top 
table. The rail fastenings are C shaped, with a bolt passing under the rail. 

No. 220026; date, September 30, 1879; H. T. Livingston.— A tubular cross-tie of 
oval section with a flat surface under each rail. Rails 'fastened by bolts screwed 
into the tie. Interior of tie packed hard with straw, grass, etc. 

No. 221596 ; date, November 11, 1879 ; O. E. Mullarky.— A cross-tie of channel sec- 
tion I I with wooden bearing-blocks wedged inside under the rails. The rails are 
fastened by bolted clips. 

No. 223187 ;, date, December 30, 1879 ; J. R. Sullivan. — Two separate cast-iron bear- 
ing pieces connected by a tie-bar. Each rail is secured by a cast-iron wedge. 

No. 224808; date, February 24, 1880 ; T. W, Travis.— A bridge support is placed 
between the ties, the top supporting the rail and the ends resting on adjacent ties. 
The object is to enable ties to be spaced farther apart than usual. See No. (214208). 

No. 226308^ date, April 6, 1880; A. Greig (patented in England, March 25, 1879).— 
Flat cross-ties, with one or two grooves along the whole length. A brace or clip is 
riveted to hold the outside of the rail, and the rail is held against it by a hook-bolt, 
the body of which lies in the groove and has a nut at the end of the tie. (This sys- 
tem is much used for portable railways manufactured in England.) 

No. 227602; date. May 11,1880 ; D. S. Whittenhall. —Improvements on No. 185808. 

No. 9292 (re- issue) ; date, July 13, 1880; H. Reese.— (See No. 214192.) 

No. 230816; date, Aag"8t 3, 1880; William Rainbow.— Cast-iron bowls of different 
forms, of approximately conical shape ; they are connected by tie-bars. 

No. 230826; date, August 3, 1880; Lewis Scofield. — A cross-tie of _f\_ section. 
Riveted and bolted clips for rail fastenings. (See Report; *' United States.'^) 

No. 231755; date, August 31, 1880 ; William Brown.— A hollow cross- tie of rectan- 
gular section, with concave bottom and open ends. A rib at the ends keeps the rail 
in position, and is fastened down by hooked bolts with nuts inside the tie. 

No. 233528 ; date, October 19, 1880; W. C. Lutz.— A cross-tie of 1 section, with the 
rails secured by flat hooked clips bolted to the side of the vertical web. (See No. 
241389.) 

No. 235078; date, December 7, 1880 ; G. H. Gilman. — A cast-iron cross-tie of rect- 
angular section, with grooves to reduce the weight. The rails are held by fixed and 
movable lugs. 
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No. 235321 ; date, December 7, 1880 ; F. A. Williams. — The two broad bearing 
plates, on whic b the rails i est, are connected by two transverse tie-plates, placed on 
edge. 

No. 235706; date, December 21, 1880; S. F. Seely. — Metal longitudinals of rectan- 
gular form, with flaring sides and ends. Flangeless T-rails are nsed, with the web 
bolted against the leg of a T-iron on the longitudinal. 

No. 239511 ; March 29, 1881 ; Joseph Kindelan. — Rail brace and tie-bar for curves. 

No. 240511; April 26, 1881; D. R. V. Goetchins.— A flat tie-bar with wide ends is 
bolted on to a wooden tie ; the ends have lugs for the rail flanges. 

No. 240987 ; date. May 3, 1881 ; I. W. Fleck. — A cross-tie made of an ordinary rail, 
head down, with strengthening sections and a broad base-plate bolted to it. It is 
curved into an arched form, high in the middle, with the ends level for the track 
rails. 

No. 241389; date, May 10, 1881 ; W. C. Lutz. — A cross-tie of cylindrical form, with 
flat bearing surfaces for the rails; or with a vertical web on top, with notches for the 
rails. (See No. 233528.) 

No. 241724; date, May 17, 1881; J. C.Rnpp. — The tie consists of a block under 
each rail, with a connecting tie>bar. (See No. 245222.) 

No. 242850 ; date, June 14, 1881 ; H. Thielsen. — Cross-tie of T-section; in two halves, 
one under each rail. Bent clips formed out of the metal of the tie. The two pieces 
keyed together at the middle. (See No. 317244.) 

No. 244003; date, July 5, 1881; George W. Vroman.— Each tie is in two pieces, 
each of which consists of a rectangular plate and half a tie-bar. Lugs are i>laced 
diagonally on the plates. The plates are put under the rails, so that the latter will 
rest between the lugs ; the plates are then swung round, bringing the ends of the rods 
together, and bringing the lugs over the rail flanges. (This is similar to the ties pro- 
posed by Mr. Moore in India. (See Report. ) 

No. 245222; date, August 2, 1881; J. C. Rupp. — The block under each rail is of I- 
section; and each pair is connected by two tie-rods, forming an X. (See No. 241724.) 

No. 245440; date, August 9, 1881; Thomas Breen. — A cast-iron chair or support is 
placed under each rail, and the pairs are connected by tie-bars. The rails are se- 
cured by bolted clamps. (See Nos. 272850 and 294191.) 

No. 246888 ; date, September 13, 1881 ; G. A. Jones. — A cross-tie of X section, with 
the ends formed into a chair. The rail is held in the chair and spiked to a wood 
block. 

No. 247248 ; date, September 20, 1881 ; Levi Haas. — A cross-tie made of an old rail 
with the ends resting on wood blocks ; the track rails are secured to the top of the 
tie. (See 2.53374, 257572, 282309, 315771, 389464, 391704, 406346, 420299.) 

Nos. 249270 and 249271 ; date, November 8, 1881 ; E. H. Tobey.— Cross-ties of L.«J 
or V section ; the rails are held in chairs resting on wooden blocks. 

No. 249503 ; date, November 15, 1881 ; J. Clark. — A cross-tie of semi-circular section 
^ "N . the bottom fastened to a flat bed-plate the whole length of the tie ; the top of 
the arch cut away for the rail. (See 256199, 259095, 270637. 358144, also August 5, 1884. ) 

No. 251251 ; date, December 20, 1881 ; C. F. Kreuz. — A flat cross-tie with thickened 
ends to hold the outer flanges of the rails and a flat cross-tie with another flat piece 
resting on it to hold the inner flanges of the rails. These ties are placed alternately. 
(See No. 263919.) 

No. 251625 ; date, December 27, 1881 ; William Morris (England).— Concrete chairs 
and blocks for railways and street railways. 

No. 253374 ; date, February 7, 1882; Levi Haas. — Iron ties in two pieces, connected 
by a tie-bar. It is designed to be made of old flange rails. (See No. 247248.) 

No. 253381 ; date, February 7, 1882; Charles F. Herbst. — Cast-iron bolts, rectangu- 
lar and pyramidical ; each pair of bowls is connected by a tie-rod, having a nut on 
each side of each bowl. The rails are held by wedged and bolted clamps. 

No. 254802; date March 14, 1882; J. Conley.— A flat cross- tie in two pieces, with 
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of^och tiimed up bo as to be bolted together. Under tlieruils theeidM 
wu. Clips are ataoiped oat of the metal. (See No. 3.^3364.) 

(late, March -28, 1862 ; F. A. Williaius.— A croB»-tie uf shallow Inverted 
1, with broad ends. The riiils are held against tlxed clips by plates the 
or the tie, placed ou edge, uuderneath, with a hooked end to hold the 
rheaeptateaare aecured hy a horiznatal key in the middle of the tie. 

date, April 11, ISfli; J. Clark.— Improve men ts upon No. 349503. 

(late; May 3, 1682; H. Do Zavala, —A erosa-tie of ^.-N^ Beetion, with 
IK under the tail and having nuta screwad down ou the rail flange. 

date, May 9, 1(^62; Levi Haas. —A cross-tie coaaiating of two cast-iron 
ith bearing- blocks to which the raila are bolted. A tie-bar connects the 
* See Nos. 247248, 282309, 315771, ;!89464, 406346, and 430299. 

date, June 6, 1683; J. Clark.— Further improvements on No, 249503. 

date, June 30, 1883; Daniel Smith, — A transverse tie-har with wide 
lug tugs to hold the rail flange ; but the rails have to be slipped into 
[here being no loose or adjustable parts, il^ach end rests on a wooden 
e oak, 8 inches square and 2 inches thick, which rests ou a atone block. 

date, June 20, 1883; A. L, Cnbbei'leiy.-A flat cast-iron cross-tie, with 
im, and dovetail grooves ou top, fur sliding rail fastenings into place. 

date, June 20, 13^3 ; J. H. Moacham. — A cross-tie of X section, with 

wood blocks, to which the rails are secured hy hook-bolta. 

date, June 27, 1883; J. Parr. — Acast-irou cross-tie with fixed andmov- 
;he flanges of the rails. (See No. 377333.) 

date, July 4, 1882; A. L. Withers, jr. — Each rail rests in a groove on 

; the blocks have dovetailed recesses for rail-clamps and tie-bare.  

date, August 33, 1883; Francis Tunica.— The rails rest in T shaped 
d to circular blocks of metal resting on a concrete base. Each block 
ida, which run not to the opposite block, but to the blocks to Che right 
le opposite block ; so that the rods form horisontal triangular bracing 

date, September 5, 1862 ; C. F. Kreuz. — A cross-tie of m section, the 
in the web and secured by wedges. An improvement on No. 351351. 

date, October 3, 1862 ; E. D. Samain.— A flat tie-bar with lugs on the 
Dlted plate with lugs to hold the inner side of the rail flange. 

date, October 10, 1883 ; M. I. Cortright.— A cross-tie with two grooves 
IS in its length, and with notchetj to receive the flaof;e of the rails. 

date, November 31, 1882; G. L. Putnam.— A cross-tie of square-section, 
:d, with hooked spikes put in place from the bottom and tapering up- 
No, 285843.) 

date, December 19, 1862 ; R. B, Meeker.— Cross-tiea of T section, with 

Flat horizontal bars with turned up ends, used alternately with the 
1 to be of extra height, bolted to chairs. 

date, January 16, 1883; J, Clark.— A Bat cross-tie with arched bearing- 
Urs. (See No. 249503.) 

date, February 20, 1863 ; Henry Reese.- A cross-tie of inverted trough 
ng flaring sides and a middle interior rib ; carries longitudinal plates of 
n to which the rails are secured by gibs. The gibs are held in place 
tal screw and nut placed between the gib and counter-gib. (See No, 

dat«, February 37, 1883; T. Breen.— A flat cross- tie, twisted spirally in 
id having the ends turned up. (See No. 245440.) 

date, March 20, 1883 ; W. H. Gihhs and George Snook.— A cross-tie of 
bh supports for a rail-chair of inverted trough sections, witha wooden 
;h the rail is secured by hooked clamps. 

date, April 24, 1883 ; E. B. Hnngerford.— A cross-tie of nhallow chan- 
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nel secMon l l . The flanges are cut away and notched to hold the rail-flange, and 
the rail rests on a loose bed-plate with a clip to hold the other flange; the plate being 
held in place by a horizontal key driven through holes in the tie-flanges. 

No. 277000; date, May 8, 1883; T. J. Bronson and A. Armstrong. — The rails rest in 
grooves on separate blocks, and are held together and in place by tie-bars and bolted 
clamps. (See No. 289806.) 

No. 277333 ; date, May 8, 1883 ; J, Parr. — A hollow cast-iron cross-tie. The rails 
are secured to loose chairs having long projections which run nearly through the tie 
and are secured by a vertical bolt at the middle of the tie. (See No. 260231.) 

No. 279J80; date, June 12, 1883; Fridolf Schaumanu (England).— Concrete blocks 
with prepared cork tie-plates. Chairs are secured by bolts; or flange rails resting 
direct on the cork plates are secured by clamps held by bolts passing through the 
concrete block. 

No. 280110 ; date, June 26, 1883 ; S. B. Wright. — A cross-tie of inverted trough sec- 
tion, with the inside of the top arched. (See No. 298539.) 

No. 280200; date, June 26, 1883 ; J. Mahouey and D. W. Shockley.— A cross-tie of 

I I section, with wooden bearing blocks. (See No. 370634.) 

No. 281806; date, July 24, 1883; A. R. Spaulding. — A cross-tie of channel section 
I |, to which the rail is fastened by a series of flat horizontal keys or wedges in 
dove-tailed grooves. 

No. 282309; date, July 31, 1883; Levi Haas. — Heavy cast-iron chairs, connected 
by tie-bars. (Se«3 No. 247248.) 

No. 283076; date, August 14, 1883; J. L. Chapman. — Cross-ties of shallow chan- 
nel I |. or of two flat plates, one above the other, separated by distance-blocks. 

Each rail is secured by bolted clips to a bed- pi ate. 

No. 283230; date, August 14, 1883; H. F. Flickinger. — A cross-tie of Z section, to 
which the rails are secured by bolts, with the nuts on the under side of the top 
flange of the tie. 

No. 284157 ; date, August 28, 1883 ; J. W. Young. — A hollow open-sided, elastic 
cross-tie of 3 section ; to be filled with ballast or earth on surface lines. Two 

or more of these plates to be placed inside one another, with one side open, or to 
form a closed tie. It is claimed to be adapted to elevated roads. 

No. 285833; date, October 2, 1883; John Newton.— Channel-iron stringers | | 
with flat cross-ties fastened to the top. 

No. 285842 ; date, October 2, 1883 ; George L. Putnam. — A cross- tie of T section, 
depressed in the middle to hold a water trough for supplying locomotives. The rails 
are secured by bolted clips. (See No. 267930.) 

No. 285986; date, October 2, 1883; Clark Fisher.— A bent plate cross-tie of U sec- 
tion in the middle with flat ends. A U bolt passes under the rail, and washers are 
screwed down on the rail-flange by the nuts. 

No. 286651 ; date, October 16, 1883; E.L.Taylor.— Separate rail bearers or bowls 
connected by tie-bars. Lugs or clamps on the bowl hold the inner flange of the rail, 
and a lug on the end of the tie-bar holds the outer flange. (See report '' United 
States.") Wooden or stone blocks may be used. (See No. 371993 and No. 382470.) 

No. 287418 ; date, October 30, 1883 ; J. J. Clarke (of Peru).— A flat plate tie for port- 
able railway track, with special joint fastenings. (Assigned to A. W. Col well, New 
York.) 

No. 289806; date, December 11, 1883; T. J. Bronson and A. Armstrong. — An iron 
or steel cross-tie of approximately semi-cylindrical section 0, with lugs struck up by- 
means of dies. (See No. 277000.) 

No. 290793; date, December 25, 1883; L. O. Orton. — A flat inverted trough cross- 
tie, with wedge-shaped boxes projecting above and below to hold the bearing blocks 
and fastenings. 

No. 291514; date, January 8, 1884; H. R. Holbrook. — A hollow cross-tie of oval 
section with thickened portions under the rails ; rails secured by bolted clips. 
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flate, January 8, lb84 ; John G. Kriuhbaum. — Large, deep castings con- 
lara; rails held by bolted clamps. 

date, Jaonarjr 22, 186i ; J, J. Du Boia. — A cross-tie wilb dove-tailed 
and a wedge faateiiitig. 

date, February 5, 1884 ; J. lieveD.— A Sat tie-liar to keep rails from 
3 end beut up to bold rail, the otbet eml having thread and nut witU 

date, February 12, 1^84 ; George W. Bloodgood. — Bolted clips for fast- 

,ies of inserted -trough sectiou. 

date, February 26, 1S84 ; T. Breeu. — A. cross-tie made in two piecen, 

lacedsideby side, holding the rail chairs and fastenings between them. 

'■> 

ilale, April 15, 18B4 ; W. T. Carter.— A hollow cross-tie, with flat tup 

date, May 13, 1384 ; S. B. Wright. — Fastening rails to inverted cross- 
id T-beaded bolts. (See No. 2ci0H0.) 

date, May 27, 1834 ; Joseph Chater (India).— Cast-iron plates Trith 
rail chair; the plates are connected by lie bars. The general design 
Uof iheDenhamaDdOlpherts lies, used iu India. (Patented in India, 
J83 ; England, January H, 16S4 ; France, February 1, 1884 ; Germany, 

a.) 

date June 3, 18B4 ; J. Lockhart. — A clamp or tie-rod, to be nsed in 
connection with woodeu ties. A tie rod, running across the track, has clamps to hold 
the rail flanges, the inner clampa being held by set-screws. It is claimed that soft 
wood ties can be used, as there will be no tendency for the rails tu spread. (See No. 
32728."..) 

No. 3026tM ; date, July 29, 1334 ; Joseph Monier (Frauce).— A metal skeleton or 
framework covered with concrete, 'artificial stone, etc. 

No. 303965 and No. 30-J966; date, August 5, 18»4 ; C. 8. Weatbrook.- A cross-tie 
of ( " " t section, with parts of the horizontal table cut away. The rails are held by 
riveted and keyed angle-plates. 

Noe. 10504 and 1050& (re-issues) ; date, August 5, m84 ; J. Clark.— Improvements 
in No. 249503. 

NO.3033T3; date, August 13, 1834; E. G. Holtham(of England).— Patented in Eng- 
land December 2i, 1983. — Broad longitndlnals under each rail, with transverse tie- 
rods, and with additional side plates to increase the bearing on the bullast. 

No. 303540; date, August 12, 1884 ; W. G. OlpJierts (lodia).— The tie consists of 
oast-irou plates oouuectod by a tie-bar. The rails are held by jaws secured by cot- 
ters driven through the plate, tie-bar, and jaw. Patented iu India, July 34, 1877} 
England, February 17, 1879. (See report " India.") 

No. 304622; date, September 22, 1884; Charles H. Deoban) (India).- Sonjewbat 
similar to No. 303540, bat having the rail or chair bolted to a woodeu block. Pat- 
ented in India, November 6, 1876; England, June S8, 1877. (See report "India.") 

No, 304746; date, Septembers, 1884 : G.W.B.Neal.— Across-tiemadeof triangnlar 
section, with llie rails carried in and bolted to ohairs fastened to the apex of the tie. 

No. 305156; date, September 16, 1884 ; A. N. U. Delffs.— A concrete tie, with 
wooden blocks to which the rails are spiked. 

No. 306090; date, October 7, 1884; Robert Moffly.— A cross-tie niaile of three pieces 
the full length of the tie, bolted together so as tu form a J.-slot along it, in which 
the raii fastenings slide. 

No. 306139; date, October 7, 1884; B. W. De Courcy.— A cross-tieof __r"\__/-^_ 
section, with the rails resting on the top, and secured by hooked clamps bolted to- 
gether below the rail. 

No. 309428; date, December 16, 1881; J. H, Williams.— A cross-tie of U-8?cUon, 
with wooden blocks tu which the rails are spiked. 
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No. 310269 ; date, January 6, 1885 ; Abraham Gottlieb.— A cross-tie of inverted 
trough section, with a groove along its top table. The rail is fastened by bolted 
clips or a special form of locking plate or chair. 

No. 310794; date, Jauuary 13, 1885; John K. Clark.— Each tie consists of two 1 
(tee) shaped supports, with triangular wings ; the supports are connected by a tie- 
rod. (See Nos. 323275, 350478, and 362608.) 

. No. 310878 ; date, January 20, J885 ; John T. Campbell.— Metal longitudinals, with 
ribs on top forming a channel for the web of a flangeless T-rail. Transverse tie- bars. 

No. 312566; date, February 17, 1885; W. H. Kuowlton.— Cross-ties of diflferent sec- 
tions. 

No. 312717; date, February 27, 1885 ; E. N. Higley.— A flat cross-tie, with sides and 
ends turned down and with a vertical rib along the middle. This rib cut away for 
the rails, which are fastened by bol red clips. General section thus f — '^~^. (See 
Nos. 334228 and 353028.) Manufactured by the International Railway Tie Com- 
pany, of New York. (See report, ** United States.") 

No. 312881 ; date, February 24, 1885 ; W. McVey.— A metal cross-tie in two pieces, 
mortised together at the middle and secured by a bolt. 

No. 313072 ; date, March 3, 1885 ; A. A. Harrison. — A combined flat longitudinal and 
cross-tie ; the cross-tie having plate at right angles, and being laid so that these plates 
of adjacent ties meet. 

No. 313260; date, March 3,1885; L. O.Vanderbilt and M. E. Company.— Each tie 
consists of a pair of hollow inverted bowls, connected by a tie-bar. The rails are held 
by bolted clamps. 

No. 313512; date, March 10, 1885; A.J. Moxham. — Cross-ties of inverted trough 
section, with riveted angle-irons on top, to which rail (principally girder street rails) 
are bolted or riveted. (See Nos. 319010 and 355778.) 

No. 313778; date, March 10, 1885; C. M. Seltzer and O. T. Moock.— For street rail- 
ways. Improvements in rail fastenings and stringers. 

No. 314158 ; date, March 17, 1885 ; C. M. Van Orman. — A cross-tie of semi-circular 
section /^^""""^ with a cast-iron saddle at each end ; the saddle has a lug fitting into 
a hole in the tie and two diagonal holes for rail spikes. 

No. 314757; date, March 31, 1885; C. H. Van Orden.— A cross -tie of T section, with 
a rail chair at each end, the rails being secured by bolts which have hooked ends 
passing through the top of the tie. 

No. 315047; date, April 7, 1885 ; M. A. Martindale.-Longitudinals of inverted trough 
section, with rail» forming a part of or bolted to the top table. Connected by trans- 
verse tie-plates. Claimed to be adapted for laying along highways. 

No. 315771: date, April 14, 1885; L. Haas.— A cross-tie made of two pieces the full 
length of the tie, with the section of figure 1, having wooden bearing blocks, to which 
the rails are spiked. tSee No. 247248.) 

No. 317244 ; date May 5, 1885 ; H. Thielsen. — A cross- tie of T section, the sides of 
the top table being turned down. (See No. 242850.) 

No. 317763; date. May 12, 1885; M. A. Glynn (of Cuba).— Cross-ties of S\. or T 
section ; also longitudinals of inverted trough section. 

No. 317988; date. May 19, 1885; T. H. Gibbon.— Longitudinals with short spaces 
between them and connected by transverse tie-bars. The rails are held by clamps 
and lugs. (See Nos. 320869 and 347236.) 

No. 319010; date, June 2, 1885; A. J. Moxham.— A cross-tie made of two angle- 
irons, with distance plates at the ends and middle |^ "^ ; the rails are bolted to 
high chairs. The tie is intended for street railways, and is shown with a center- 
bearing girder-rail. (See No. 313512.) 

No. 319813 ; date, June 9, 1885 ; G. C. H. Hasskarl — A hollow box cross-tie, with a 
V-shaped web inside; the small middle space receiving the T-heads of the track-bolts. 
It is also to be used as a longitudinal sleeper for street railways, the two large side 
spaces being used as conduits for telegraph wires, etc. 
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No. 32Q231 ; date, Jane 16, 1885 ; E. D. Dougherty aud George B. Bryant. — A cross- 
tie of rectangular section, with an opening in the top table to receive a smaller cross- 
tie to which the rails are fastened, aud which rests on springs placed in the larger 
box. 

No. 320869 ; date, Jane 23, 1885 ; Thomas H. Gibbon. — A modification of firmer 
patent ; adapted for street railways. (See Nos. 317988, 347236, 363513, 403465.) 

No. 322621; date, July 14, 1885; Petherick Davey. — A tie composed of two plates 
and chairs connected by a tie-bar. The rails are held by keyed clamps. 

No. 32:^75; date, Jaly 28, 1885; John K. Clark. — Separate rail sapports of T form, 
connected by a broad flat tie-bar, having the ends tamed up and bolted to the rail 
support. (See No. 310794.) 

No. 323356; date, July 28, 1885; G. Murray. — A flat cross-tie thickened under the 
rail, and having a rib at the bottom under each rail and in the middle ; the rails se- 
cured by bolted plates. 

No. 323430; date, August 4, 1885; J. K. Lake. — A combined metal stringer and 
chair for street railways. 

No. 323809; date, August 4, 1885; William B. Henning. — A longitudinal plate lies 
under each rail ; with cross-ties having deep ends, with T slots to receive the web and 
flange of the rails. (See No. 376S84.) 

No. 325020; date, August 25, 1885; R. R. Shepard. — A cross-tie of channel section 

\ 1 with one outer and one inner lug for each rail, and two | slots for clips of 

I shape with eccentric heads. 

No. 326874; date, September 22, 1885 ; P. Kirk (of England).— A cross-tie with in- 
creased thickness at the rail seats, and with two lugs or clips punched up to hold the 
flange of each rail ; the rail being secured by a wedge driven between the flange 
and one of the lugs (patented in England, France, Belgium, and Spain in 1885). 

No. 327285 ; date, September 29, 1885 ; J. Lockhart. — An improvement upon No. 
2d9557. 

No. 327667; date, October 6, 1885; P. H. Dudley. — Separate rail supports connected 
by tie-bars. Each support consists of a hollow rectangular box, open on top, set on 
a wide rectangular base or bowl. The box has a partial filling of sand, upon which 
rests a block of compressed wood or wood-pulp ; the rail rests on this block and is 
secured by bolted clamps. The heads of the bolts are inside the bowl. One object 
is to enable the rails to be raised or ''shimmed'' without disturbing the ballast. 
At the joints the bowl is long enough to carry two or three ''boxes," according to 
whether the rail-joint is suspended or supported. 

Nos. 327745 and 327843; date, October 6, 1885; L. E. Whipple.— A cross-tie of X 
section, made of two curved plates placed back to back and having flat plate across 
top and bottom. 

No. 328632 ; date, October 20, 1885 ; J. S. Ammon. — A cross-tie of A section with rail 
chairs secured to the top ridge. 

No. 329429; date, November 3, 1885 ; G. E. Baldwin.— A pair of rail chairs of S\^ 
shape, resting on wooden blocks and tied together by a rod. The top table ha« a 
groove to receive the web of a rail of T section, having no bottom flange. Intended 
especially for city railways. 

No. 329821 ; date, November 3, 1885 ; P. Davey. — A cross-tie of channel section, lo 
which the rails are secured by keys and Z -shaped clamps, the lower part of the latter 
lying inside the tie. 

No. 332384; date, December 15, 1885 ; J. Conley. — A fastening for attaching rails to 
metal ties, which have lugs to hold the outer flange of rail. The fastening is a bar 
inside the tie, with a hook at one end projecting through a hole and holding the rail 
flange, while the other end is bent up against the end of the tie. (See No. 254802.) 

No. 332707; date, December 22, 1885; Jacob Frysinger. — Wooden stringers are con- 
pwsted by metal crooe-ties of Z seotfpn^ b^yipg tb« ^9^ cnt f^W^y frt th© ^Tld^ tQ l^flwl^ 
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the stringers. The rails are secured by bolts passing through the stringers and the 
flanges of the ties. (See No. 400558.) 

No. 333015 ; date, December 22, 1885 ; J. Howard and E. T. Bousfield (of England). — 
A cross-tie of / — >v section, with a U-shaped depression for each rail, the rail being 
secured with a wooden wedge. See report, ** England." (These ties have been used 
with the English double-headed rail ; patented in England.) (See No. 335523.) 

No. 333480 ; date, December 29, 1885 ; L. B. Prindle. — A steel cross-tie three-eighths 
to 1 inch thick ; channel section | H j at each end is a slot to receive a tenon at 
the bottom of a rail chair. 
No. 334228 ; date, January 12, 1886 ; E. N. Higley.— An improvement on No. 312717. 
No. 334696; date, January 19, 1886; H. L. De Zeng. — ^An improvement in fasten- 
ings. (See No. 145991.) 

No. 335523; date, February 2, 1886 ; J. Howard and E. T. Bousfield (of England). — 
A cross-tie made of a metal sheet or plate, with one or more corrugations lengthwise, 
the rails being held in chairs made by cutting away the corrugations. (See No. 
333015.) 

Nos. 335804 and 335805 ; date, February 9, 1886 ; E. P. J. Freeman.— A ci-oss-tie 
made of a sheet of metal bent to form a rectangular box. A wooden block is placed 
inside under each rail, and a spike is driven into the wood through a hole in the 
metal. The spike may be split so as to flare like A when driven in combination, a 
guard-rail of a plate bent to Z shape, the rail lying on the bottom flange and all fast- 
ened to the tie. 

No. 338057 ; date, March 16, 1886; J. Gearou. — ^A continuous road-bed made of chan- 
nel cross- ties placed alternately | 1 and L_J , with the vertical flanges overlap- 
ping one another. 

No. 339275 ; date, April 6, 1886 ; J. De Mott. — A cross- tie with a rail-chair at each 
end. The end of the tie is rounded on plan, and is embraced by a t clamp with, 

the ends turned up to hold the rail flange. 

No. 339938 ; date, April 13, 1886 ; F. F. Scott.— A cross-tie with a chair for each rail; 
one-half of chair fixed, the other fastened by bolts. Pins driven through the web of 
the rail prevent vertical movement. 

No. 340118; date, April 20, 1886; H. Howard.— A deep channel | | cross-tie for 

street railways. The rails are keyed to chairs resting on the top of the flanges. 

No. 341286; date, May 4,> 1886; James Smith. — Bowls of V section, connected by 
tie-bars. The rails lie inside the bowls. 

No. 341416 ; date. May 4, 1886 ; F. Y. Greene. — For street railways. A continuous 
cast-iron hollow bearing (preferably 10 feet long and weighing 140 pounds per yard) 
under each rail. The rails are grooved, and are screwed to the top of the longitu- 
dinal. 

No. 342987 ; date, June 1, 1886 ; A. N. Warner and T. J. Deakin. — A cross-tie of 
channel section l I with T-shaped rail chairs fitting into it. The rail secured to 
chairs by bolts with hooked ends, the nuts being under the flange of the chair. 

No. 344011; date, June 22, 1886; C. H. Sayre.— Flat or arched /""^ cross-ties witU 
pieces punched out of the top and bent to embrace the flange and web of the rail. 

No. 344185; date, June 22, 1886; W. Kilpatrick.— A cross-tie of ^ y section with, 
a slot along the flat top to receive the bottom of the rail chairs. 

No. 344826; date, July 6, 1886; I. F. Good. — A flat cross-tie thickened and widened 
at the ends to form rail chairs, and having flanges projecting down under the chairs. 
The rails secured by keys. 

No. 345054 ; date, July 6, 1886 ; Samuel Hyman. — Hollow columns, with caps form- 
ing rail-seats. For street railways. 

No. 345733; date, July 20,1886; C. Sailliez. — ^A cross- tie of channel section | 1, 

with lugs to hold the rail flanges. The flanges are cut away at the ends to allow of 
wooden stringers being used under the rails. 
No. 346998; date, August 10, 1886; D. Kaufman,— Flat cross-ties with chairs at the 
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eDds, and loDgitodinal continuoDs flat plates beyond the chairs. The space between 
the rails is covered by a coutinnoos arched plate. 

No. 347236; date, Aagnst 10, 1886; Thomas Gibbon.— Hollow inverted trough 
stringers. For street railways. (See No. 317S88.) 

No. 348877 ; date, September 7, 1886 ; Ueury P. Adams.— Each tie consists of two 
rectangalar plates, connected by a tie-bar. Alternate ties have Ingson the outer and 
inner sides of the rails. (See No. 361199.) 

No. 349524 ; date, September 21, 1886; £. Schmidt (of Prussia).— A cross-tie made 
of two old flange rails laid flat, head to head, forming a tie of H H section. The rails 
rest on the web and are fastened by bolted clips. (Patented in Germany.) 

No. 349846 ; date, September 28, 1886 ; Edward Jones.— Hollow iron boxes, with 
high raised seats for the rails, and connected by deep plates set on edge. 

No. 350478 ; date, October 12, 1886 ; John K. Clark. — Separate rail-supports, con- 
nected by flat tie-bars. (See No. 310794. ) 

No. 350692; date, October 12, 1886; T. L. Mumford and H. Moore.— A cross-tie of 
inverted trough section, wider at the ends, with fixed lugs and movable clamps for 
fastening the rails. 

No. 351002 ; date, October 19, 1886 ; A. T. Stevens.— A hollow rectangular box tie, 
with bottom flanges at the ends, and the top flanges along the sides ; the rail clamps 
are bent to take hold of these flanges. 

Nos. 351498 and 351499 ; date, October 26, 1886 ; E. C. Davis.— A cross-tie made of 
two old rails placed side by side. Each track rail rests on a bearing-block in two 
pieces, with a lip at the end to engage the rail flange. The blocks are slid into place 
between the tie rails and bolted through the tie. 

No. 351996; date November 2, 1886; Charles Netter.— Cross-ties of LJ section, 
with hook bolt fastenings ; the hook of the bolt fits into a hole in the side of the tie, 
and the nut is screwed down on a rail clamp. (See No. 372864.) 

No. 352002 ; date, November 2, 1886 ; E. F. Reynolds.— A cross-tie of lAA/Sl sec- 
tion. The raUs rest in notches cut in the top, and are held by hinged clips and lock- 
log clips. 

No. 353028; date, November 23, 1886; £. N. Higley.— Improvements upon Nos. 

334228 and 312717. 

No. 353691 ; date, December 7, 1886 ; S. D. Locke.— A channel cross-tie | |, with 
inclined ends and a transverse rib in the middle. The rails are fastened by bolted 
clips. (See No. 356002.) 

No. 354147; date, December 14, 1886; F. G. Johnson.— Cross-ties of | | section, 
with the bottom edges turned in to retain a concrete filling or a filling made of loose 
stone with melted iron poured over it, the casting being done inside the tie. The 
rails are held by bolted clamps; the clamp having lugs which fit into the holes in 
the ties, and these lugs as well as the bolts are long enough to enable the rail to be 
shimmed up when necessary. The shims extendin/r under the rails and clamps. 

No. 3545550; date, December 14, 1886; R. S. Sea.— A cross-tie of T section with en- 
larged ends forming rail chairs. (See No. 375005.) 

No. 354433; date, December 14, 1886; R. Morrell. — A cross-tie made of a plate bent 

to form a hollow rectangular box, with the top and bottom cut away at the middle. 

The rails are fastened to wooden bearing-blocks placed inside the tie. (See No. 3659:^. ) 

No. 355778; date, January 11, 1887; A. J. Moxham.— For street railways. A steel 

plate, 24 inches long 6 inches wide and one-fourth inch thick, is twisted spira.lly, and 

is embedded in concrete. Angle-irons are riveted to the top to form a rail-seat, and 

the two columns are connected by a tie-bar. (See No. 313512.) 

No. 356002; date, January 11, 1887; S. D. Locke.— An improvement on JjTo. 353691. 

No. 357301; date, February 8, 1887; J. J. Anderson.— Metal chairs with one fixed 

jaw, and one loose jaw for supporting the rails. Adapted for street railways. 

No. 358144; date, February 22, 1887; J. Clark.— A cr089-tie of channel section, with 
obairs for the rails. (See No. 249503.) 



340 

No. 358981 ; date, March 8^ 1887 ; J. C. Lane. — An iron bridle-rod, made in two 
pieces, bolted together at the middle, to prevent rails from spreading at the curves. 

No. 359115 and No. 359117; date March 8, 1887; W. Wharton, jr.— A cross-tie of 
X or L section, with the bottom flange bent up to make a chair for the rails. To be 
used on street railways with girder rails. 

No. 359440; date, March 15, 1887; T. Gleason.— A cross-tie of trough section < '^ 
with interior cross-pieces or webs to which the rail clamps are fastened. 

No.. 359854; date, March 22, 1887; Henry C. Draper.— A compound tie, consisting 
of two channel irons placed back to back with a wooden tie between them. The 
three pieces are bolted together, and one end of the bolt is bent up and over so as to 
hold the rail flange. 

No. 360397; date March 29, 1887; M.Y. Thompson.— A flat cross-tie, with a U- 
shaped depression at each end to receive a wooden bearing-block. The rails are 
fastened by keys. 

No. 361199; date, April 12, 1887; H. P. Adams.— A cross-tie of T section, with 
chairs keyed to it. (See No. 348877.) 

No. 361:330 ; date, April 19, 1887 ; P. J. Severac (of Paris). — A cross-tie of I section, 
with the horizontal flanges bent at the ends. In some cases a broad plate is riveted 
to the bottom flange. The rails are fastened by clips or keyed to chairs. (This sys- 
tem is in use in Europe.) Patented in France, Belgium, England, Italy, and Spain, 
in 1884-^85. (See Report: " Belgium. '^ 

No. 382608; date, May 10, 1887 ; John K. Clark. — ^A cross-tie consisting of two rail 
bearers or bowls, connected by a tie-bar. The rails are held by bolted clamps. (See 
No. 310794.) 

Nos. 362786 and 362787; date, May 10, 1887; J. Riley (of Scotland).— A cross-tie of 
inverted trough section, with the rail chairs stamped or pressed by dies, the raiUs 
being secured by wedges. (Patented in England and Belgium ; 1885-'86.) 

No. 363020 ; date. May 17, 1887 ; L. Taylor. — A hollow box cross-tie, with outward- 
flaring sides and concave bottom. The rails are fastened by hook bolts with the nuts 
inside the tie. 

No. 363513; date. May 24, 1887; Edgar S. Fassett. — Hollow inverted trough string- 
ers, connected by tie- bars which maintain the gauge. For street railways. Improve- 
ments on the Gibson patents. (See Nos. 317988, 320869, and 347236.) 

No. 365169 ; date, June 21, 1887 ; George de Beaulieu. — Two rail-bearers connected 
by a tie-rod. Each rail-bearer has one fixed jaw and one bolted jaw to support the 
rail. 

No. 365350; date, June 21, 1887; A. Roelofs. — A cross-tie of channel J | or in- 
verted trough section. The rails are fastened by fixed lugs on the outside, and a tie- 
bar which is sprung into place on the inside. Also a flat tie with a rib under eacli 
ail and a slot along the middle for the bent tie-bar. 

No. 365511; date, June 28, 1887; F. X. (Jeorget.— A cross-tie or longitudinal, of 
channel section I I . built up of a base plate and two concave side plates with the 
tops flanged outward horizontally. The ties or longitudinals are connected by tie 
rods. (See No. 381125.) 

Nos. 363932 and 365933; date, July 5, 1887 ; R. Morrell.— A hollow cross-tie, made 
of a plate bent to an oblong section, with straps around it at the rail fastenings. The 
metal is cut away to let the rails rest on a wood block inside the tie; the metal strapa 
keep the spikes from working loose and allowing the raQs to spread. Also a tie for 
elevated roads, made of two plates on edge, fastened together at the middle, and 
flaring apart to admit wooden hearing-blocks between them. (See No. 354433.) 

No. 366546; date, July 12, 1887; N. S. White.— A cross-tie of channel | | or in- 
verted trough section, with a base plate at each end, with a bearing-block of wood or 
other material inside under each rail. The rails are fastened by locking clamps. 

No. 367325; date, July 26, 1887 ; John Splane.— A cross-tie of f"^ channel section, 
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the top and rest on the hooked ends of two tie-bolts, the inner ends of which are 
connected by a tombuckle which is tightened by a wrench, there being a hole in the 
middle of the top table of the J^ies. 

No. 367383; date, Augnst 2, 1887 ; J. Fitzgerald. — ^The rails are fastened to a cast- 
iron cross-tie by hook-headed spikes, which are secured by horizont-al keys fitting 
into corresponding notches in the tie and spike. 

No. 369591; date, September 6, 1887: J. H. Coffman. — ^A solid tie with a groove 
along the top and Ings for the inner flanges of the rail ; hooked rods hold the outer 
flange, and the inner ends of the rods are attached to a spring at the middle of the 
tie. 

Nos. 369755 and 369756 ; date, September 13, 1887 ; William L. Van Harliogen, sr.— 
A box cross-tie made of an inverted trough fastened to a base -plate ; inclined and 
closed ends. It incloses a wooden tie or wooden bearing-blocks. The rail is fastened 
by wood screws with wide heads. Also a metal tie with end boxes to contain springs 
on which the rails rest. 

No. 370072 ; date, September 20, 1887 ; R. C. Lnkens. — A cross-tie of T section, 
with slots in the web for attaching weights or anchors to keep the track in position. 
The rails are fastened by lugs and bolts. 

No. 3701&I; date, September 20, 1887; H. L. Stillman.— A street-railway track, 
\nth wooden stringers connected by metal tie-bars of I section, secured by keys. 

No. 370192 ; date, September 20, 1887 ; D. C. Heller.— A hollow box- tie of rectan- 
gular section, with the top cut away under the rails. The tie is filled with concrete 
and has two wooden blocks to which the rails are spiked. 

No. 370226; date, September 20, 1887 ; C. W. Yost.— A flat tie with lugs, and a sep- 
arate bed-plate, with lugs, for each rail. 

No. 370,634 ; date. Sept-ember 27, 1887 ; J. Mahoney and D. W. Shockley.— A cross- 
tie of i I section, with a saddle plate for each rail seat. The plate has a lug 
for one flange and a clip is bolted on the other. (See No. 280200.) 

N\>. 370837; date, October 4, 1887; John B. Williams.— The tie consists of two 
rectangular iron frames or boxes connected by a tie-bar ; lugs or two of the sides 
form a seat for the rail. A block of wood or other material is fitted into the frame 
and has to this the rail is spiked. 

No. 371110 ; date, October 4, 1887 ; W. H. Troxell. — A cross-tie with raised rail seat 
and outer lugs. Hooked bolts, with nuts on the outer side of the chair, hold the 
inner flange of the rail. 

No. 371780; October 18,1887; J. Moser and E.Moeckel. — A cross-tie of T section, 
with a chair at each end; each chair has an inclined rail-brace and two hook«bolts. 

No. 371993 ; date, October25, 1887 ; Enoch L. Taylor.— Two rail-bearers of inverted 
trough section, connected by a flat tie-bar, placed on edge, which passes through a 
slot in each rail-bearer or bowl. Lugs on the bearers hold the inner side of the rail 
flange, and lugs on the ends of the tie-bars hold the outer side. (See No. 286651 ; 
see Re^kort; ''United States.") 

No. 372,230; date, October 25,1887; A. McKenney.— Cross-ties of channel | 1 

section, with one end cut off at an angle to allow of a diagonal tie to the next trans- 
verse tie, each set of three ties making a letter N on plan. Arranged continuously. 

No. 372525; date, November 1,1887; J. A. Dunning. — A hollow rectangular cross- 
tie, with open inclined ends ; bottom and sides have corrugations, transversely and 
vertically. Bolted clip fastenings. 

No. 372703 ; date, Novembers, 1887 ; I. A. Perry.— A cross-tie made of two old rails, 
with saddle chairs fitting over the heads of these rails. Track rails fastened by chair 
and sliding wedge, being held by flange and web. 

No, 372864 ; date, November 8, 1887 ; C. Netter. — A cross-tie of T section, with the 
ends beyond the rails bent down vertically and then horizontally. Rails fastened 
by bolts having hooks, which take hold of the bottom of the web of the tie. (See 
No. 351996.) 
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No. 372379 ; date, November 8, 1887 ; S. H. Stall. — A cross-tie made of a plate bent 
to a semi-circular form \,^f and semi-cylindrical at the ends O. Rails fastened 
by clamps. Open ends. 

No. 373656; date, November 22, 18S7; W. P. Hall and C. C. Barnett.— A cross-tie 
of semi-circalar section /^"^^^ with open ends. Shoulders pressed out to prevent 
spreadings. Rails fastened to saddles or straps. (See No. 375996.) * 

No. 375005; date, December 20, 1887; R. Sea. — A cross- tie of channel section, with 
closed ends. A strengthening plate is bolted to the under side of the top table, and 
the side flanges are deeply notched to give elasticity. A metal block is bolted under 
each rail, and the rails are secured by bolted plates. (See No. 354250.) 

No. 375763 ; date, January 3, 1888 ; T. B. Moore. — ^A cross-tie of inverted channel 
section f §. The rails are held by clamps and hook-bolts ; the hook end is inside 
the tie, and the nut is screwed down on the clamp, which has a lug fitting into the 
bolt hole. 

No. 375856 ; date, January 3, 1888 ; R. T. White.~A cross-tie of ± section, with 
high chair at each end to receive the web of a girder rail. Intended for street rail- 
ways. (See Nos. 385395 and 386420.) 

No. 375996 ; date, January 3, 1888 ; W. P. Hall. — A hollow cross- tie, made of a plate 
bent almost cylindrical, but with the bottom open and flat on top. The rails are 
fastened to saddle straps. (See No. 373^56.) 

No. 376214; date, January 10, 1888; J. W. Smith. — A hollow rectangular cross-tie, 
with holes in the top to admit the rail chairs, which rest on coiled springs inside the 
tie. 

No. 376250 ; date, January 10, 1888 ; N. M. Marks.— The two rail-bearers are of 

I I section, with ratchet teeth on the outer faces ; over the upright leg fits a sad- 
dle n, also with ratchet teeth, so that the height of the rail can be adjusted. The 
rails are secured to the saddles, which are connected by flat tie-bars. 

No. 376884; date, January 24, 1888; William B. Henning.— A flat bar, bent up at 
the ends to embrace the flange and web of rail. Loose angle clamps on inside of rail. 
(See No. 323809.) 

No. 377162 ; date, January 31, 1888 ; G. Kelton. — A cross-tie of channel section 
I I, with a separate bottom, having projections on its inner side to give a hold to 
the pulp with which the tie is to be filled. The rails are fastened by hooked bolts, 
with nuts inside the tie, cavities being left in the pulp filling. 

No. 378133; date, February 21,1888; James M. Gibberson. — Stone or other blocks 
with flat tie-bars, having lugs which can be bent over the flanges of the rails. 

No. 378280 ; date, February 21, 1888 ; F. L. Barrows.— A cross-tie of inverted trough 
section, with clips struck up on the outside of the rail to hold its flange, and clips 
lengthwise on the inside of the rail to hold a rail fastening. 

No. 378930 ; date, March 6, 1888 ; J. Hill. — ^A flat cross-tie, corrugated lengthwise 
top and bottom. The rail is keyed to a chair. The inventor proposes to use a double- 
headed rail. "^ 

No. 379312 ; date, March 13, 1888 ; S. B. Jerome. — A hollow rectangular cross-tie, 
made of a bent plate. It is to be filled with straw, sawdust, etc., and has a narrow- 
bearing-block along the underside of the top, to which the rails are spiked. The ends 
are closed by wood or cement blocks. 

No. 379399; date, March 13,1888; J. Jacobs.— A cross-tie of channel section I I 

with closed ends ; a top plate is bolted on by side clamps to form a rail seat. The tie 
is to be filled with concrete, etc. 

No. 879574; date, March 20, 1888 ; C. P. Hawley.— A cross-tie of 1 section, with the 
top flange bent to make a rail brace. A longitudinal bridge is used under the rail at 
joints. 

No. 379575 ; date, March 20, 1888 ; C. P. Hawley. — A combined metal and wooden 
tie, consisting of a metal beam of X section, resting on a wooden tie or plank. 

No. 379576 ; date, March 20, 1888.— A cross-tie of 1 section, with slots for the web 
of a T girder, forming a rail seat, or which can be made a longitudinal bearing. 
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No. 379612 ; date, Marob ^, 1888 ; C. G. Singer.— A cross-tie of -|- craciform section, 
with the top flange cut away at the rail seats. The rails are held by horizontal U 
clamps, the end being in a hole in the top flange of the tie, with the two legs resting 
on the rail flange. A Jsey or ping, driven horizontally through the tie, holds the 
clamp down on the rail. 

No. 380274 ; date, March 27, 1888 ; George E. Blaine and Edward Hill.— Anchor- 
blocks or bowls of terra cotta or earthenware, of fmsto-conoidal or frnsto-pyramidal 
form, connected by metal tie-bars. The rails rest on wooden plates. 

No. 380623; date, April 3, 1888; H. L. De Zeng.— Improrements upon No. 145991, 
etc. 

No. 381059 ; date, April 10, 1888 ; W. H. Donaldson.— A cross-tie of m section. The 
rails are held by gibs with long ends within the tie, which are to be secured by a 
cotter driven throngh the tie parallel with the rail. 

No. 381125; date, April 17, 1888 ; F. X. Georget.— Improvements upon No. 365511, 

No. 381860 ; date, April 24, 1888 ; E. R. Stiles.— A cross- tie of channel sectionl |, 

with a wooden block under each rail. 

No. 382134; date. May 8, 1888; W. H. Britton.—A cross-tie of T section, with the 
vertical web corrugated vertically. The rails are secured by lugs and clamps. 

No. 382394; date, May 1, 1888^ J. B. Sutherland.— A cross-tie of approximately Y 
section ; curved like the section of a yacht, and with the top edges bent in to form 
horizontal flanges for the rail-chairs. 

No. 382470; date. May 8, 1888 ; R. M. Hunter.— A modification of the Taylor pat- 
ents. (See Nos. 286651 and 371993.) 

No. 382855 ; date. May 15, 1888 ; F. Barhydt.— A hollow box cross-tie, with closed 
ends. There is a wooden block the full size of the face of the tie at the top, and 
another at the bottom ; both inside. Coil springs are interposed between the top and 
bottom sections, 

No^ 383118 ; date, May 22, 1888 ; M. Fitzgerald. — ^A cross-tie of channel section 
I f , with solid ends. Fixed lugs and hooked spikes are the rail fastenings. 

No. 384785; date, June 19, 1888; Jacob Reese. — ^A cross-tie of section, with a 
groove along its top table ; rail seat bolted on top. The rail is secured by a bolt 
passing nnder it and through the chair, having T washers to hold the rail flange. It 
is to be rolled from a plate of No. 7 steel 24 inches wide ; bedded in ballast. 

No. 385395; date, July 3, 1888; R. T. White.— A channel cross-tie of U section, 
with rails sectlred to saddles by bolts and clips. (See No. 375856.) 

No. 385492; date, July 3, 1888; D. Y. Wilson.- A cross-tie made of two angles 
I I J with a base plate and channel plate for rail seat at each end. Rails bolted 
through top and bottom plates. 

No. 386064; date, July 10, 1888; H. T. Ferris.— Rails, ties, etc., of a composition of 
500 parts of paper pulp, 25 parts of silicate soda, and 10 parts of barytes. 

No. 386119; date, July 17, 1888; R. W. Flower, jr., and S. L. Wiegand.— A hollow 
cross-tie -of rectangular section, with part of the bottom cut away and turned down 
. to prevent lateral movement. The rails are spiked to wood blocks inside the tie. 
(See No. 420485. See Report ; <^ United States.'') 

No. 386156; date, July 17, 1883; J. A. Ogden.— A cross-tie of channel section | |, 

wide at the bottom, with bearing blocks and hook-fastenings for the rails. 

Nos. 386356 and 386357 ; date, July 17, 1888; H. Shultzen.— A channel tie { |, 

with the middle part of the bottom cut away and turned up to prevent lateral move- 
ment. The rail is fastened to a wooden block by Z-clips and a longitudinal bolt 
under the rail, or by diagonal bolts. (Now being manufactured by the Standard 
Steel Tie Company, of New York.) (See Report ; " United States.") 

No. 386389; date, July 17, 1888; A.Durand.— A cross- tie of inverted trough section, 
with clips and channels stamped in it. (See Report ; ** United States.") 

No. 386420; date, July 17, 1888; R. T. White.— Hollow box cross-ties of different 
sections, made of bent plates. Cross-section intended to give elasticity. (See 
385395.) 
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No. 387602; date, August 7, 1888; Peter Semonin.— Cross- ties of inverted trough 
section. The rails are held by a fixed lag on the outer side and a gib and cotter with 
serrated faces on the inner side. (See No. 421769.) 

No. 388266; date, August 7,1888; George Co wdery and E.R Thomas, (Australia).— 
A cross-tie of inverted cross-section, with closed ends, and with lugs stamped up at 
each rail seat. Each rail rests on a bed-plate placed between the lugs, and is secured 
by a split key. (Patented in England, June 30, 1886.) (See Report ; ''Australia.") 

No. 388277 ; date, August 21, 1888 ; A. J. Hartford.— A flat cross-tie, with end 
tamed up, and a bent plate tie bridge, arched in the middle, bent to form a shoulder 
for inner flange of rail; the rail rests on this plate and the end is turned over the 
outer flange and secured by a bolt through both plates. (See No. 401949.) 

No. 388296 ; date, August 21, 1888; James R. Millhonse. — A cross-tie made of a sheet 
of metal, forming a deep tie-bar on edge, and bent to form a box or frame under each 
rail. 

No. 389464; date, September 11, 1888; L. Haas. — A cross-tie of rectangalar section ; 
top cut away at ends and middle. Wooden block under each rail. (See No. 247248. ) 

No. 390014; date, September 25, 1888; R. P. Faddis.— Wooden stringers, with flat 
iron tie plates across top and under rail, with U bolts embracing the stringers. For 
street and steam railways. (See No. 391131 and No. 398037.) 

No. 390370 ; date, October 2, 1888 ; I. G. Howell. — A cross-tie of chaonel section | |, 
with blocks under the rails. The top is cut away for the trail, and the rail clamps are 
fastened by hooks. 

No. 391131 ; date, October 16, 1888 ; R. P. Faddis. — Four or more short pieces of 
ties in a frame with distance pieces and bolts. These sections are held together by 
tie-bars. ( See No. 3900 14. ) 

No. 391492; date, October 23,1888; W. J. Stifler.— A flat cross-tie with diagonal 
grooves on the under side near the ends to receive the heads of the bolts of the two 
plates, each with a lug, which form one rail seat. 

No. 391704; date, October 23, 1888 ; L. Haas.— A cross-tie of channel section » ij 
higher at the rail seats, with notched flanges for the rails. (See No. 247248. ) 

No. 391999; date, October 30, 1888 ; A. H.Ames.— A flat cross- tie, with flaring ends 
of channel section | 1, having riveted and bolted clips for rail fastenings. 

No. 392849 ; November 13, 1888; J. Cabry and W. H. Kinch, (of England).— A rolled 
steel cross-tie of inverted trough section, with lugs stamped out. Rails secured 
by keys driven between flange and lug. (In use on the Northeastern Railway, in 
England.) (See report, ** England.") 

No. 393515 ; date, November 27, 1888 ; D. M. McRae. — ^A wooden or iron tie, with 
metal sockets at ends forming rail seats. 

No. 394426 ; date, December 11, 1888 ; David Wilson, (England).— A tubular tie of 
concrete or other composition cast round a core of wire netting. Blocks of wood are 
placed inside. Patented in England, May 15, 1885, and February 17, 1886; France, 
March 16, 1886; Belgium, March 17,1886; Spain, July 20,1886. 

No. 394738; date, December 18,1888; G.W.Thompson. — A hollow cross-tie of rec- 
tangular sectiou, with a metal bearing-block inside under each rail. Bolted clip rail 
fastenings. 

No. 395134 ; date, December 25, 1888 ; M. Hagarty. — A cross-tie made of two chan- 
nels placed back to back 3 C, inner lag on one, outer lug on the other. The bolt holes 
in vertical web are elongated to allow the channels to be shifted to let rail in. 

No. 395304; date, December 25,1888; C. F. Yarbrough.— Hollow cross-ties of rect- 
angular sectiou, with open ends and openings at sides. Wood blocks may be used, 
or the ties may be filled with ballast. 

No. 395447; date, January 1,1889; Michael Maloney. — A cross-tie of cruciform sec- 
tion, -f . Upper web cut away at rail seats to let rails rest on horizoncal web. Rail 
clamps bolted to upper web. 

No. 396160; date, January 15, 1889; H. Hipkins, (of England).— A stamped metal 
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cross- tie of ^— *^^ \ section, with lugs and rib stamped out of top table. (Patented 
in England, 1888.) ' 

No. 1596473 ; date, January 22, 1889 ; C. P. Espinasse, (of France).— A cross-tie of ± 
section, with vertical web cut away for rail chair to which rail is secured by wooden 
wedge. 

No. 398004; date, February 19,1889; S. U. Smith. — A cross- tie of channel section 

I 1, with closed ends. The rails rest on the ends of a separate cross-plate, with 

fixed lugs inside, and bolted plates outside. 

No. 398037 ; date, February 19, 1889 ; R. P. Faddis.— Short pieces of ties connected 
and braced together to form a sort of crib. (See Nos. 390014 and 391131.) 

No. 400558 ; date, April 2, 1889 ; Jacob Frysinger. — A cross-tie of I section in three 
pieces. The web is short and the flanges embrace a wooden stringer at each end, and 
are secured by bolts. (See No. 332707.) 

No. 400643; date, April 2, 1889; 11. L. De Zeng.— Cross-ties of channel section | 1 ; 

with T a-iron bolted inside under each rail, forming an anchor plate. The rails are 
secured by bolted clamps. (See No. 145991.) 

No. 401949 ; date, April 23, 1889 ; Arthur J. Hartford. — A rolled cross-tie of inverted 
trough section, with a longitudinal channel on the top table. Rails secured by bolts 
and clamps. (See Report ; *' United States "; see No. 388277.) 

No. 402818; date, May 7, 18d9; Karl L. Gocht (Germany). — ^A cross- tie of inverted 
trough section, with bottom horizontal flanges. A rail chair is secured to lugs on the 
tie. 

No. 403464 ; date. May 14, 1889; E. J. Devens. — A cross-tie of channel section | ). 
The rails are held by bent clamps, which hold the flange of the rail and the sides of 
the tie. 

No. 403465 ; date. May 14, 1889 ;, Thomas H. Gibbon.— For street railways. Stringers 
having one side higher than the other tj to fit the shape of a special side-bearing 
rail ; the rail has a vertical web on its under side, to fit into the stringer, where it is 
held by the tie-bars. (See No. 317988.) 

No. 403741 ; date. May 21, 1889; Robert Dansinger.— For street railways. Sepa- 
rate blocks connected by tie-bars. The rails are secured by cotters and keys. 

No. 404043; date. May 28, 1889; Pierre Kolgraf (Belgium).— Cross-ties, formed of 
two bars of Z section, with a rail chair riveted between them at each end. The rails 
are held by keys driven between the rails and the lugs on the chairs. (See Report, 
" Belgium.") (Patented in Belgium December, 1885 ; France, January 5, 1886 ; Eng- 
land, March 16, 1886; Italy, July 12, 1886.) 

No. 404401; date, June 4, 1889; Jacob Haish.— Cross- ties made of old rails laid 
head down. The track rails are to be of bridge section and secured by lugs. 

No. 406129 ; date July 2, 1889 ; T. R. Dunning. — A hollow box cross- tie of rectangu- 
lar section, with the top projecting beyond the sides forming flanges to which the 
rails are fastened. An iron block is placed inside under each rail. 

No. 406346; date, July 2, 1889; Levi Haas. — A cross-tie of channel section i | 
The rails rest in notches cut in the sides, and are secured by springs and clamps. 
(See No. 247248.) 

No. 408255; date, August 6, 1889; C. B. Palmer. — A cross- tie of ±, section. The 
rails are held by ~*i clamps, the lower part of which straddles the web of the tie, 
and is secured by a pin and split key. 

No. 409860; date, August 27, 1889 ; A. C. Nickloy, — A cross-tie of rectangular box 
section, made by coiling a steel plate spirally. 

No. 410176; date, September 3, 1869; John R. McCartney. — A broad shallow cross- 
tie of \^ ^^ section, with horizontal flanges. The rails are secured by clips made 
by turning up a strip of the flange of the tie, or by bolted clamps. 

No. 4102.36; date, September 3, 1889; A. B. Fitch. — ^A cross-tie of inverted trough 
section, similar to the Haarmann type (Germany), having a naiTow upper part and 
wider lower part. The upper part is cut away at each rail seat to let the rail rest 
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on the lower part. The rails are secured by dove-tailed keys or wedges driven hori- 
zontally, one side being in a. notch in the tie, and the other side bearing on the rail 

flange. 

No. 410684; date, September 10, 1889; B. W. Ellicott.— A cross-tie of channel 

action, I I, with rail chairs of C shape; the rail is bolted to the npper leg, which 

is prolonged so that the legs of the two chairs meet and are secured by bolts. The 
chairs are bolted to the tie. 

No. 410933 ; date, September 10, 1889 : Edward Samuel.— A cross-tie of Z section, 
with the top flanges cut and bent to form lugs between whicli the rail flange is held 
and secured by keys. A flat bar or plate, as deep as the web of the ties, is laid be- 
tween the the ties at the middle, parallel with the rails. 

No. 411959 ; date, October 1, 1889 ; Robert Forsyth. — A cross-tie of rectangular box 
section, with a rib or flange under the lower side ; it is made by bending a plate to 
the required form and riveting together, the ends turned down to form the longi- 
tudinal rib. 

No. 412000 ; date, October 1, 1889 ; John M. Robbins.— Longitudinals of 1 t 
section, with a continuous stringer of wood placed inside. 

No. 412260 ; date, October 8, 1889 : E. A. Jenks. — A flat tie-bar, with the ends bent 
up to hold the outer flange of the rails ; used with a metal plate under each rail, hav- 
ing lugs to hold the inner side of the rail. The object is to maintain the gauge of 
track and prevent spreading of rails. 

No. 416050 ; date, November 26, 1889 ; C. P. Z. Caracristi.— A cross-tie of I section, 
fitting into a chair of box shape, with concave sides at each end. 

No. 416081 ; T. F. Thomas. — A cross- tie in two pieces, spliced at the middle by plates 
and bolts. The inner end of one piece has a semi-circular groove, which receives a 
semi-cylindrical rib on the end of the other piece ; forming a horizontal hinge joint. 

No. 417426 ; date, December 17, 1889 ; Richard Jones.— A cross-tie having a deep 
recess at each end to receive the rail up to its head ; the rails are held by jaws secured 
by keys driven horizontally through the tie. 

No. 418052 ; date, December 24, 1889 ; William Partridge and James McCutcheon, 
jr. — A hollow cross-tie of triangular section, laid with the apex downward. A braco 
of similar form is placed inside the tie under each rail. The ends are closed by 
blocks of preserved wood. The rails are secured by bolted clamps. 

No. 418158 ; date, December 31, 1889 ; B. Boyer. — A cross-tie of cruciform section 
-f , with the top web cut away at each rail-seat, and sloping away from the rail-seat 
to the middle and ends of the tie. The rails are held by angle-bar clamps and keys. 

No. 419101 ; date, January 7, 1890 ; William H. Bagby. — A cross-tie of shallow 
channel section L_J» with lugs on the sides to hold the inner flanges of the rails. 
A loose block or seat, secured by bolts, is under the rail, and has lugs for the flanges. 

No. 420299; date, January 28, 1890; Levi Haas. — ^A cross-tie of inverted trough 
section. The rails are fastened by bent clamps, with the ends secured inside the tie. 
(See No. 247248.) 

No. 420352 ; date, January 28, 1890 ; William MacManes and George E. Lum. — ^A 
cross-tie made of two plates of ^ section (thus ^^), with a wooden block of 
hexagonal section at each end. Bolts pass through the plates and blocks. Between 
the two blocks the plates have longitudinal flanges, to form a closed bottom. 

No. 420485; date, February 4, 1890; S. L. Wiegand. — A cross-tie of inverted 
trough or channel section, with roughened top and corrugated sides. The rails are 
held by hook-bolts ; the hook end holds one flange, and at the other end is a nut and 
clamp for the other flange of the rail. (See No. 386119.) 

No. 420674; date, February 4, 1890; Isaac Brown. — A cross- tie of 1 I section, 

either in one piece or in two pieces bolted together at mid-length. The rails are 
held in chairs. 

No. 420895 ; date, February 4, 1890 ; J. B. Wilson. — A cross-tie of X section, witli 
a chair and lug for each rail. A loose clamp is put on the inner side of each rail and 
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secured by the head of a long spike-shaped rod driven through the tie into the 
gronud. 

No. 421769 ; date, February 18, 1890 ; Peter Semomin. — Cross- ties of inverted trough 
or channel section, with a depression in the top at each end to form a rail seat. The 
rails are secured by bolted clamps. (See No. 387602.) 

No. 422830 ; date, March 4, 1890 ; M. H. Pierce. — A cross-tie of X section, with a 
saddle-chair under each rail. 

No. 423447 ; date, March 18, 1890 ; Percy W. Ross. — A cross- tie of channel section 
' >, with corrugated bottom. At both ends an angle-iron is secured on the outer 
side of each side. Each rail rests on a block of wood. 

No. 423586; date, March 18, 1890; John M. Bailey. — A cross-tie made of a plate, 
bent to approximately a double tubular section 00, of different forms. The rails are 
secured by bolted clamps. 

No. 423852 ; date, March 18, 1890 ; Lewis Barnes. — A cross-tie of flat channel or 
carved section, with the ends bent to form a brace for a wooden stringer. An angle- 
iron is riveted to the tie at the inner side of each stringer. 

Total number of patents from July, 1839, to March, 1890 : 491. 
Patents for cross-ties or track of concrete, clay, compositions, etc.: Nos. 127553, 
130010, 186710, 251625, 279280, 302664, .305156, 380274. 386064, 394426. 
Patent for glass ties : No. 211697. 






) 



TIMBERS USED FOR TIES IN SOME FOREIGN COUNTRIES. 



The following notes are extracted from the correspondence of Mr. 
Tratman on the species of wood used in some foreign countries. Some 
further particulars will also be found in the special returns of the vari- 
ous railways in the foregoing report : 

Turkey, — Smyrna and Cassaba Railway. Oak and Pine. 

Egypt, — Early in 1889 the Government was negotiating for 500,000 ties from 
Australia; probably of jarrah wood. 

India. — ^The principal woods used are the native sal and deodar and imported creosoted 
piue. It is stated that there is always a market for good wooden ties, the cost of which 
is not much affected by the extensive introduction of metal. They appear to be used 
at frogs, switches, sharp carves, bridges, etc., and one writer estimates that 6 per 
cent, of the mileage would still be laid with wooden ties, even if all the railways 
should introduce metal ties as rapidly as possible and discard wooden ties except 
where their use is '' imperative '' (t). Deodar is a soft wood, with which accurate 
gauge can not well be maintained, and with which the risk from fire in dry seasons 
is 50 per cent, more than with sal ties. Curves of 1,000 to 1,500 feet radius, laid with 
-deodar ties, require to be respiked about every three months, and under very heavy- 
traffic the gauge has been one-half inch wide in three months with new ties. Under 
similar traffic the gauge is only one-eighth to one-fourth inch wide in two years 
where sal is used, and remains correct under ordinary traffic. Sal wood weighs 
about 53 to 70 pounds per cubic foot. The best ties are of good sound Nepal sal 
well matured, and not cut out of small trees with a great proportion of sap-wood. The 
writer mentioned above states that he has tried deodar, teak, asna, iron-wood, jarrap, 
and red gum from Australia, English oak, creosoted fir, yellow pine, etc., and has not 
found any, except the oak, to approach the durability of sal, the life of which is esti- 
mated at eighteen years. The creosoted fir ties are liable to dry*rot: The Kohilkund 
and Kumaon Railway has tried jungle- wood, but with very unsatisfactory results. The 
wood answers well for buildings, but rapidly rots in the track. At the beginning of 
1887 there were 70,000 in use, and in eighteen months 38,000 had been replaced with 
siil, while the rest were being gradually replaced. The jungle-wood was to be had 
for the cutting when the road was built, but though cheap it was not economical. 

Ceylon. — Owing to the weight of the native woods and the difficulty of hauling to 
the railway, etc., it Has been found to be cheaper to import ties from Europe. There 
seems to be a movement now, however, in favor of utilizing the native supplies or 
for the forest department to turn its attention to the propagation of suitable trees. 
At the beginning of 1889 there were 182^ miles of railway, 5 feet 6 inches gauge, 
laid with 72-pound fiange rails. The ties are of creosoted Norway pine, buried in the 
ballast, to protect them from the direct heat of the sun. They are 9 feet 9 inches 
long, 10 inches by 5 inches section, spaced about 3 feet apart. 

New Zealand, — According to the official report of Mr. J. P. Maxwell, M. Inst. C. E., 
general manager of the government railways, there were 1,758 miles of railway, 13 
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feet 6 inches gauge, ia operation in March, 1888. The rails are of iroo, 40 and 52 
pounds per yard, and steel, weighing 52 and 53 pounds per yard. Several native tim- 
bers are used. The contract prices for wooden ties are 72 cents, or by other contracts 
56 to 60 cents, hewn or sawn, for birch and black pine ; 36 to 46 cents for Kamai, 46 
to 52 cents for totara, 59 cents for silver pine. There are about 2,100 ties per mile 
or 3,518,238 in all. The renewals during the year ending March 31, 1888, were 122,027 
ties. 

Tasmania, — The track consists of 43-pouud steel flange rails on ties of stringy bark, 
iron bark, blue gum, or peppermint. The ties are 6 feet 6 inches long, 9 inches wide, 
^ inches thick ; laid 2,450 to the mile, 24 inches apart at joints. They are in 6 feet 
of bottom ballast, with 4^ inches of boxing and top ballast. 

Argentine Bepublio, — East Argentine Railway, handerbay ; Western of Buenos Ayres 
Railway, qnehacho and nmnday. 

Uruguay. — Uruguay Northwestern Railway, creosoted pine. 

Brazil. — Herobo and native hard woods. 

Chili, — Antofagasta Railway, Chili oak; Copiapo Railway, Chili oak; Coquimbo 
Railway, cypress ; Taltal Railway, white oak. 

Peru. — Pisco and Yea Railway, California redwood. 

Venezuela. — ^La Guaira and Caracas Railway, lignum-vitss 

United States of Colombia. —Lignum- vita). 

Mexico. — Merida and Progreso Railway, iron- wood. 

Cuba. — Jequi and native hard wood. 

Hawaii. — Califomia redwood. 



\ 



NORTHEASTERN RY. 

- ENGLAND. - 



PLATE. N? I. 




I 



UJ 



O 

Z 
o 

h 
o 

■uJ 

(/) 
O 

c 

o 



5 

00 




T 



<vJ 



I 



I 




Z 
< 

J 
A. 




K. C. Rt»SM.LL. TmATMAN 




z 
o 

U 

uJ 



< 

z 

o 

h 

z 

o 



< 

a. 



c=st 



BANKART Tit. 




g ^-^ -  , .-^..- , ^ 



STATE RAILWAYS. 

FRANCE.. 



PLATE. N*5. 



t 



A 



ELLVATION 



iOO O O: 



j;^ t-:;'®^'-jr_ ^ 




CROSS StCTION 





or Tit (ab). 



I 

00 

I 



PLA N 
DOU BLE. 



PAULET- LAVALEITTE TIE 



IF 



JT^ 



VAUTHERIN TIE! 

(UN I FORM SE.CT ION .) 



OF 
TIC. 




mnmjMMJWiiJ^jfiiirfrrmrrt. 




4' 8'A* (tou^e 



ELLVATION. 

^iitiiimummtiifmitiiifBiazBZi 



8-1' 

K d-r*' M 



r 



Uw^ 




•3£- Hiick 



u 4. 3^ — — 

CnOSS SECTION OF T 





C C. PlwMKkU THATMAH- 




^i. 



PLAN 





STATE RAILWAYS 

FRANCE. . 



Hi 



PLATE Ni6. 



_4' «5i' 

Thickness A to B, 

•40 U -4^ tn«k. 

Thicknett b«M*nal C and 0. 
•28 ^o -32 inch. 




k 



__?.M-_*.--rt--* 



8-53 !•.«, 



/ 




.^ 




PLAN 


% 


— 


 f- 




r 





• 

1 




1 

1 



















VAUTHERIN TIE. (varying section.) 






LONQITUOIN AL SECTION 



BBBBBBEBDB 





iWU»miimmiiniinwMimn 



1^ — —«-______ — — — _^ — _ — »•£/♦. I««^ 

PLAN. . 



T rr 

; O:: 

I •' 

J u. 



I 



/.^ h- 



00 



•I 
1 1 






© 



^ 



.©1 



T 
I 

I 

I 




1^ _?.-iu. ._ ^ 

CROSS B SELCTION 

IO-2'' - 



r-ii 



••"•SI 
 




:\ 



© 



^ 




C. C. KuMtki. Tkatman. 






OF TIE 



- 3"^ -*-69ll 




BOYLNVAL- 
PONSARD Tit 



* 



HOLLAND. plate: N4-8. 

NETHEIRLANDS STATE RAILWAYS. 







E 



d 





Vlll. 




IX 




DtVtLOPMtNT OF ME.TAL T1E.S 



Q 



Q 




5VSTI.M 




rn 



o 



-27 



FASTE.NINGS 



W 




u 






BELNDING TESTS 



V-^ 



Q 





,'-.-. 



< I 



\ 



a 







/ 



LATEST TYPE. OF " PO ST" T I E. 




<d u' o' 



-13^ 






.S-36I-*. f«»'«>9ft. 




-^ 7T T- r 

_J« i i? .-r- 



li: 



*- - -V 



•t;^' -- ' '•ir-^iy.^- 



s'.io^ 







/ rT/»'>v;i;);v/'"/'''"'V; 



C. ^. Hmw-m. TwCTWAW 



i. 




"(".■^ 


W 0-S4 1 










GAUGE. 


V4ASHE.I\ 



4 




p^ 














o 


3 □ 


—3 o"' 


1 


 lo' ^ 


; " ""1 


:i@wJ — ^ 


• ^^-^ PLAN. 


CROSS SECTION 


^L 




5------ 


.- r _ ?.^1 


- '- _ ::?■ T'6/t' J>.<« 

ART ELEVATION ; 




J 


5e:v£:ra( 


, TIL 


[Tl? 






HALF CI.E.V*! 




,I-B.a«. 




f 










:  SS 


lsl:i 




Bttt.m PloU. 






r 




0-»li-.ll.iU.' 




-...r PLAN, Ul 









COBLYN tie: 



'vY V f- '' - - -■ H 







AUSTRIA AMoBE-LGIUM. 
SERRES ANO BATT to SYSTEM. 




4 
1 



GERMANY. 



»^at*-* 



PLATE N?12. 



LONGITUDINALS. 




00 




K-- - 8' 



- -^ 



P 





'/^////WZ/ggggaWMMMWIW 



Sl^ 



HAI\TVVICM. HAAnMANN. 

MILT. MAAnMANN. 



Or-THL-KHINE. Kf. 





<. «-25 f+. U^ 



I 




T 5" ft Un^ j 



BAVARIAN STATt ^YS. 



JOINT ANO TRANSVtRSEl "Vl t.— HA A R MAN and RHLNISH TYPE.S 

CROSS TILS . 



— S'2. ft. Unq 




VAUTHtPMN (OMGrlNAL SECTION ). -^ MAIN - NtCKAR B.Y 



I t 20 



*- - ^gT ft ic^sj 



\ 








VAUTHtRIN (wOOiritD SCCTION). — A LS ACt- LOR RAlIHE I^YS 

tJItMM3ffffflf»l*»3 MIJMMII r J *^ 

— t-8T ftU.»fl. ^ . "^ " 

HAARMANN. — RIGHT BANK OF THE. RHINE. RY 




^ 



a-^ ft. I.I 




f- ^'^ -*t 




1^ — ^. 3ft - 



tz 



BCR6 AND MARCHE. (ORIGINAL AbM> MODIFltD SCOT! ONSy— ELBEKFE.L0R1 
C, C. Rw»»KLt. Tmatmah. 




. J...t 




• i 



AUSTRIA. 

N0RTHWE.5TEBN RY 



PLATE N?I4-. 



MOHE.NE.GQtR 5YSTE.M 



ci±ni 



1 





N' 5 



m 



^- H 



9-!fT' '-«. - S-^T ' 



PLrkN or TR^CK . 



« 



p 








JksB 



I 



STATE. RY. 



MEINDL SYSTE.M . 



f 



_ Tit T 'iT it I 



0<\i^. 



LONGITUDINAL SECTION 



C.NO 
VltW 








C C RUMCLI. TllATMAN. 




i 



SWITZ ERLAND. 



PLATE N?I5. 




AFRICA. plate: N?ir. 

DELAGOA BAY & EAST AFRICAN RY. 



SE.CTION AT 





S/a" 




H K BV-^ --> 



p. L.8c M. RY. CO.{rRANct).- ALGERIAN RAILWAYS. 



K » 




LONGITUDINAL SE.CTION. J "^ 



^ 5*6 _-^|.V-^ 




EGYPTIAN 
AGRICULTURAL RAILWAYS 



plaIki of track . 






SI 




u> 




jC 




SC 




* __ 




SJ 




• 




9 




M 




« 


^ 


>^ 



4 



^ 



AUSTF^AUIA. plate: IM»I9. 

QUEENSLAND GOVT. RAILWAYS 

« NORN/lAfslTO N LINE.. 

_ 




r 



_ 6' _ _ 
lO' 



Width of ptoie bcfot-e kend incj , Iq" 
CROSS SE.CTION or TIE. 



Sicel Rail 




I, 2'/. 



S«u««>« 
^ hut. 



K-Xi-^ 




SECTION AT FASTENINGS, 
I J 




PL.AN. 




4i^ 


- 




<- 


_ — 


_ 


6' O* (ort^ 


> 
1 


' 


" ~ 




o 


1 1 




- ->k 




H- 















FASSIfERN LINt 



A>' 



,^-„ S'ft" 







../>••" 



/B* pl-t«(,V,.) . H "^^^JiJL«^2^'^ *iccT « O N , 



5- 6" 



le - 'i ---^ 



6 



rf 




PUAN . 



3)4 

I 



@ 




cnos» aecTioN 



t.t. flwMKLU TRATMAJ*. 



INDIA. 

STATE RAILWAYS. 

5'. 4't6**»« 



PLATE. N%ZQ. 




GRtAVES* TIL. 

. _ I M«4r« 





mmi^szzz 



\ 



VAUTHCRIN'S Tit. 



I lN<t>« 



tZ3Z 




BOWL TIC. 



^ 




m 





3-&- 





^ . I -Vftftf !-« 



h 

CORRUGATED IPLATt 

SAOOLL Til. 



UVCSEY'S Tits. 




^- C.. KtiMaM. Tkatman. 



CAST-IROM BOWL.. 



I 



\ 





loncituoinAl section. 



- ■♦Si ^ 



SECTION or PLATE.. 



INDIA. 

INDIAN MIDLAND RY. 



PLATE N?2S. 






INDIA PLATE. NS2-+. ' 


1 1 


NORTHWLSTtRN RY . ^-^ 


1. 


'0 "o '» e^'A . 


/fr^ ^ 


ig ' 






— \f(r^ y'~\ 




5 ■= ■■» "■■" 

ill! 


i° 


z 




J] 




oil 

5 , ' 


^V:;-; . 


r 


L 


JJ-l 


If ' '\ 




i 1 ' 




c 


L " 




' 1 




o 


tz 










X 








S < 




ij 












iC 








1 ' 1 -1 M:t:.^ 


z 


■\ 






* 1 ' ' i 


' 5^ V- i- 


u 


p 


















- 1 1 O il 


 ?"<■--■-■ 


. 


' 


a 








o 








^ ' 1 si 


! ^ ■■'"';■' ■;- 


i 


i 






S ' 1 i 


 r ;-■"-■-" - 


X 


In 






DC 1 Ob 

^ ' ' i 


' ;,'■,;■';< 


f 


A 


i-«:-_i| 










J 


'" 1i 
















< ' 1 ffS 


mfc ■'■'■-■'' 


1 


z 












o 








p-i^-'^ 


1 


- 






•" ' , & 


I''/"'' *■ ".■■, 


n 


z 


jc 


,i. 


Pi ?S 


^■;l^fT^/-H 




-J 






■^^;}^ 


.h 
U 


:< 






1 




r-' 


jj 




,- «-.] 






w 






"Tl 



2\ 






1 



^ 



^ wniii i gEl^'iiSi'^^^^it .^3 



BE.NGAL-NAGPUR RY . 

STEELTIE FOR DOUBLE «AUaE 



^ 



r t r > 



PLATE N^25. 



^ sUS'.. 



n 



s 



ARGENTINE REPUBLIC. PLATE Isl 

BUENOS AYRtS GRE.AT SOUTHERN RY. 




PLAN 




K-.'-'-mAU 




.• — " 



. 5 . • &«u<)C 




tNO tLtVATlON. 



CROSS SE.CTJON 




CROS- StCT\ON OF T^^CK 



CENTRAL ARGENTINE RY 




f*l-AN 



— _ _ _S:fe Qau^A- 




tND E^LEIV AT»Ois» 



C^OSS StCTION. 




2^ 




OUTSIDE ELEVATION. 4N5IDE. ELEVATIOM 

C L. Ku»sc.Li. Tratman. 



SECTION. 



I  



^ 




mm. 



^ 



UNITED STATES. PLATEl N! 28. 

"STANDARD" TIE.. 




>^' •? 



' LONCITUDIMAI. SECTION. 



DETAILS. OF 
FASTENINGS. 



PLAN OF RAILCLAM 



UNITED STATES. PLATE N? ^9. 

PELNNSYLVANIA RAILWAY. 



Q/tUG€ i-rr.9tft9. 




7iN.C, 8rT.6iN.L0N«. l3>4lb«.PER FT. 



3x3 L, 5 LONG 
6lbs.f>«r ft. 



PL/iN. 




ttNGTH..»rT.6iH»:- 



lOltoperft 




«> 



I 







cnoss 

SECTION ^ 



NEW YORK -CENTRAL & HUDSON! RIVER RAILWAY. 

(toucly's til.) 




4 






k- - iS" - •- - 18* -  - m* - ->j 



^ 



END VILW. 

C. E. RUWKLL THATMAN. 




■4 



UNITED STATES. PLATt N? 50. 

■INTLRNATIONAL'TIL. 



CI~1 



;:3 



COOK AND H ICKS TIE.. 




' I % 




v^ 



9 



INDEX. 



(All references in regard to Metal- Track and Wooden Ties are found ander these two captions. For 

references to Countries see Bailways, under Metal Track.] 

The letter (d) denotes that deBcription is found on the page whioh it follows. 



Abt system of rack railways, 149, 175 (d.), 269, 149, 319. 

Annual charges, how computed, 37 ; table of, 40. 

Ballast influencing durability of ties, 23, 24. 

Cars made of metal, 15. 

Circular of inquiry regarding metal track, 57. 

Color indicatinc: durability of woods, 17. 

Consumption of timber for railroads, 7,13,16; Summary, 43; tables, 43 Jfl; for re- 
newal, 41, 42 ; kinds and amounts for ties, 14. 

Cost of various tie systems, how to calculate, 10, 35, 37. 

Calling, effects on forest growth, 7. 

Durability of timber, color a criterion, 17 ; how influenced, 23; time of felling influ- 
encing, 19 ; list of durable timbers, 19 ; table of duration of tie tim- 
bers, 25. 

Economies in use of wood suggested, 17. 

Financial calculations, 10, 35, 37. 

Forest administration needed, 14, 15. 

Fuel, use of wood not objectionable, 16. 

Glass ties, 319. 

International Railway Congress opinions on metal track, 67, 101, 297. 

Life of timber. (/See Durability.) 

Light and portable railways. (jS66 Tramways, under Metal Track.) 

Metal V8. wood. {See under Metal Track.) 

TRACK. (293, General Review), (322, brief synopsis). 
Advantages, (see also Objections, and Comparison with wooden ties), 131, 134, 164, 

(207 for prairie country), 213, 215, 274, 275, 278, 293. 
Ballast, 24 (66, effect on ties), 70, 80, 85, 113, 116, (126, influencing cost), 127,130, 
136, 141, 145, 159, 166, (174, better class needed), (179, volume needed), 
(185, effects on maintenance), 195, (204, none), (212, for bowls), (214, 
behavior), 227, (240, 258, grass cover), (245, 247, influence of), (248, 
cinders advantageous), (257, 260, surface soil), (263, saving), 274, (65, 
68, 159, 184, 280, 285, effects of frost on). 
Ballasting, 64, 82, 83, 85, (88, expensive), 99, 104, 142, 150, (159, longitudinals), 164. 
(170, instructions for), (196, bowls). 200, (212, difficult with bowls), 
(213, saving labor), 221,233,234,236,238,247,260,(261, surface soil), 
282, 283, (315, summary). 
Bowls. {See Types of ties.) 

Breakages, (see aUo Wear and Rust), 61, 66. 69, 71, 74, 83, 84, 88, 98, 100, 110, 113, 115, 
127, 139, 146, 148. 178, 184,190,104,202,203,213,219,228,237.239,242, 

245, 248, 251, 260, (272 1), 274, 278, 282, 283, 296. 

351 
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MBTAJm track— Continaed. 

Chairs, (see also Tie-Plates), 59. 60, 64, 66, 70, 72, 74, 75. 76, 79, (80, not needed), a3, 

84, 89, 117, 250, 263, (295, unnecessary). 
Coatings, (66, tar and oil), 84, (105, tar), 201,(204, tar), 206, (225, varnish), 232, 
(236, Smith's), 247,263,264,273, (284, Smith's), (232, oil and tar), 256, 
(308, summary). 
Comparison of wood and metal ties. (See Metal Vg Wood.) 
Composite ties, (wood and metal). (See Wooden Blocks.) 

Contact, metal avoided. (See also Wooden Blocks), (64, paper or tarred canvas), 
(66, felt), (87, 107, not objectionable), (124, gravel), (234, creosoted 
felt). 
Cost of ties and track, (See also Maintenance), 72, 73, 80, 81, 83, 84, 89,(95, price 
and section), 96, 100. Ill, 112, 115,118,119,126,130,137,142,147,159, 
162, 204, 205, (207, specified), 213, 238, 256, 258, 268, 273, 275, 295, 298, 
(313, summary). 
—Compared with wooden ties. 62 (63, tabular), 67,79, 106, 114, 122, 156, 171, 185, 
(216, specified), (218, bowls vs, wood), 238, 324. 
Countries using metal track. (See Railways.) 
Cross-ties. (See Types.) 
Creeping, 242. 
Curves, Methods on, (Seealso Gauge), 80, 98, 146, 147, 150, 195, 239, 248, (269, wooden 

ties preferred). 
Drainage, 124; 142, 144, 240, 259. 
Durability. (See Life, Wear, Rust. ) 
Economy, 121, 217, 268, 278, 294, 314, 324. 

Fastenings, (61, 88, 191, wear), (95, with Post-ties d), (98, comparative tests;, (159, 
with longitudinals), (164, importance of), (259, with bowls d), (295, 
best), (308, 309, 310, summary). 
Bolts and clamps, 82 (d), 84, 95, 111, 123, 140, 279, 283, 284, (285, advantages 
of). 
Heindl system, 99, 295. 

Roth & Schnler (Baden) system, 95 (d), 99, 101, 133, 138, 142, 168, 173. 
Ruppel system, 99, 106, 110, 111, 123, 128, 129, 131, 136, 146 (d), 155, 167, 
172, 177, 182. 183, 192, 295. 
Bolts and nuts, 68, 84, (101, with gauge washers), (95, 201,259, Ibbotson's bolt), 

(97,98,99, nut-locks), 133, 140, (111,241, hook-headed bolt). 
Clips, 235, (243, of different metal). 
Gib and Cotter, 72, 82, (84, superior to clamps), 104, 125, 162, 190, 191, 250, (310, 

summary). 
Keys, wooden, 61, 64, 72, 73, 88, 118; with clips, 62, 71, 72, 236, 243; with 
lugs, 76, 87, 115, 117, 119, 225, 253 ; (74, with half-hoop), (75, Bankart), 
(92, with clamps), (118, Coblyn with cap), (242, particulars in plac- 
ing), (310, summary). 
Rivets, 92, 118, 310. 
Screws, 92. 
Plates, 88, 117. 
Form and dimensions, 164, 298, (303, general discussion). 
Frogs and switches, 153, 167, 168. 174, 202, 297, 317. 
Frost, effects of, 65, 68, 159, 184, 280, 285. 

Gauge, adjustment, 72, 76, 112, 125, 130, 131, 133, 140, 141, 147, 169, 170, 173, 192, 
197,213, (228, maintenance, comparative tests), 232, 234, 251, 252, 253, 
255, 258, (272, importance). 278, 285, 297, (312, summary.) 
Guarantee by manufacturers. 107, 126, 307. 

Joints, 59, 60, (75, special ties), 84, 87, 100, 104, 106, 123, 128, 129, (248, speoial 
ties), (249, Desbruslais support), (256, Fisher fastening, d), 278, 279, 
280, 285, 296. 
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METAL TRACK— CoDtinaed. 

Lateral luotioD, {see also Open Ends), 65, 104, 117, 267. 

Life, (see also Wear and Rust), 68, 86, 102, 120, 127, 131, 145, 159, 178, 190, 217, 226, 

268, 282, 296, 297. 
Light railways. (See Tramways, etc.) 
Longitudinals, (see Types), (148, compared with cross-ties). 
Maintenance, (83, precautions in), (85, extra labor), (97, labor involyed), (103, re- 
duced need), (141, by contract), (166, 185, 191, 227, 240, effects of ballast 
on), (213, reduced labor), (269, expensive), (270, troublesome), (278, 
no trouble). 
—Cost of, 62, 81, 82, (96, 97, tables), (103, 104, comparative labor days), 114,116, 
119, 126, (130, days of labor), 141, (147, specified), 167, 182, 185, 204, 
(229, specified), (236, labor needed)^ (247, labor), (252, specified), 269, 
270, (273, reduced), 274, 282, 296, (316, summary). 
Manufacture, (See also under Types), (61, in England), (62, stamping ties), (66, 
73, 74, 89, 113, 205, 225, method of ), (218, in India), 231, 295, (307, 
summary). 
Manufacturers : 
Australia. Springall & Frost, 204— Toowoomba Foundry Co., 203, 204, 205. 
Austria, Teplitz Boiling Mill and Bessemer Works, 158. 
Belgium. Angleur Steel Works, 100, 112, 114, 115— CockeriU Works, 111— Cou- 

illet Works, 111 — Louvi^re, 111 — Caramiu & Co., 113. 
England. Bagnall, 75— Bolckow & Vaughan, 62, 232, 256— Chair and Sleeper 
Co., 71, 76— Cockerill Works, 66, 112— Darlington Steel and Iron Co., 
70, 266 -Ebbw Vale Iron and Steel Co., 263— Fowler & Co., 189— 
Hea, Wrightson & Co., 267— Howard & Co., 73, 268— Ibbotson Bros. 
74, 201— Kerr & Stuart, 72, 270-MacLellan (Clutha) Iron Works, 76— 
& Co., Moss Bay Hematite Co., 194— Patent Nut and Bolt Co., 76 — 
Railway Sleeper and Tie Co., 75— Schultz, Tozer & Co., 263 — Trede- 
gar Iron and Coal Co., 70, 75. 
France. Chappee, 89— Fraisant Works, 86, 190, 196— LeGrange Works; 263— 
Soci6t6 anomyme des Hants Foumeanx, 80 — Socidt6 de Denain et 
d'Anzin, 81, 82, 191. 
Germany. Aachen Mills, 130 — ^Bochum Works, 178 — Burbach Forge Co. , 147 — 
DeWendel Works, 145— Gutehoffnung (Good Hope) Works, 128, 130^ 
173— Hoerde Steel Works, 100, 134, 145, 173— Hoesch Iron and Steel 
Works, 134, 145 — Koenigiu Marie Works, 134 — Kraemer Bros. Works, 
139 — Laurahutte Works, 137 — Luxemburg Metal Works, 147 — Max- 
imilian Works, 139 — Phoenix Company of Laar, 130 — ^Rhenish Steel 
Works of Ruhrort, 130 — Saarbruck Iron Works, 147 — Union Iron and 
Steel Co. of Dortmund, 130, 182. 
India, Burrakur Iron Works, 230— Jamalpur Works, 212, 230. 
Italy. Tardy & Benech, 192. 
Scotland. Anderson Foundry Co., 258, 264— MacLellan, P. & W. (Clutha Iron 

Works), 239. 
United States. Cambria Iron Co., 287 — Homestead Steel Works, 285 — Interna- 
tional Railway Tie Co., 287 — Pennsylvania Steel Co., 285 — Schofield 
Metal Cross-tie Co., 289 — Standard Metal Tie and Construction Co. 
(New York), 279, 280, 285. 
Material, 66, 104, 113, 117, (219, 239, 296, iron tJ». steel), 284, 295, 300. 
Metal vs. wood, 122, 123, 127, 130, 133, 134, 141, 214, 242, 260, 269, 277, 297, 298, :M8. 
Mileage, 9, 56, (120, in Germany), (121, Prussian State R. R., tables, 298), (290, 

summary). 
Noise, 107, 114, 116, 118, 124, 158, 172, 177, 273, 279, 311, 
Objects of metal tie defined, 117, 156, 295. 

22893— Bull 4 23 
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METAL TRACK— Continued. 

Objections to, 271, (60, in England), 266, 271. 
Old rails, 79, 110, 153, 160, 284, 317. 

Open ends, 62 (65, objections), 74, 106, 132, 190, 203, 287, 295, (312, summary). 
Patents, list of, in United States, 326. {See also List of Pat-entees on page 361.) 
Plate ties. {See Types.) 
Preservative treatment. {See Coatings.) 

Prices. (/See Cost of Ties.) ^. 

Back railways. 149, 151, 174, 175, 269, 319, 320, 321. 

Rails, (258, 297, wear), (259, sufficient section), (274. various weights), (60, 264, 
Barlow bridge rail), (60, 66, Brunei), (60, 81, 85, double-headed, adap- 
tation), (60, 61, 72, 85, 91, 100, flange), (123, Haarman compound), (72, 
81, girder), old, for ties (79, 110, 153, 160, 317).. 
Railways and countries mentioned : 

AFRICA, 187. Summary of metal track, 198. 
Abyssiniay Massana and Sahati Railway, 192. 
Algeria, 190. 
Algerian Railways (Paris, Lyons and Mediterranean Railway), 190— 
B6ue and Gnelma Railway, 192. 
Cape Colony f Cape Government Railways, 194. 
Congo Free Statey Congo Railway, 196, 
Egypt y 187 ; 348, timbers used. 

Egyptian Agricultural Railways, 189. 
Egyptian Railways, 187. 
Suakiu Railway, 189. 
Island of Beunion^ 197. 
Natal, Natal Government Railways, 196. 
Senegal, 197. 

South Africa (Portuguese territory), Delagoa Bay and East African Rail- 
way, 193. 
South African Kepublio (Transvaal), 196. 
ASIA, 210. Summary of metal track, 256. 
Ceylon, 255, 348. 
China, 255. 
Farther India, 254. 

India, Railway mileage, 210 — General Remarks, 212, (221, contracts for 
metal ties), metal ties, number and kinds laid, 227, summary of metal 
track, 254. 
Railways: Amraoti, 247 — Bengal-Nagpur, 231 — ^Bhavnagar, Gondal 
Junagarh and Porbandar, 247 — Bhopal-Itarsi, 235 — Bombay, Baroda 
and Central India, 244— Burmah, 241— Calcutta Port, 248-Cherra- 
Companyganj, 241 — Delhi, Umballa and Ealka, 24&— Dhond-Manmad, 
235 — Eastern Bengal, 240 — East Indian, 227 — ^Great Indian Peninsula, 
243— H. H. the Gaekwar's, 247— H. H. the Nizam's, 24ft— Indian Mid- 
land, 221, 233— Indian State, 221— Jammu and Kashmir. 240— Jodh- 
pore, 247 — Jorhat. 241 — Khamgaon, 247— Madras, 241 — Morvi, 247— 
Miscellaneous Lines, 249 — Northwestern, 235 — Oudh and Rohilkund, 
239— Patna-Gya, 231— Rajputana-Malwa, 231— Sind-Pishira, 238— 
Sind, Punjab and Delhi, 238— Southern Mahratta, 233— South Indian, 
245^— Tarakeswar, 245— Thaton Duyinzaik, 246— Tirhoot, 241— Vill- 
upuram-Dharmavaram, 234. 
AUSTRALASIA (Australia), 199— Summary of metal track, 209. 
New South Wales, 208. 
JVetr Zealand, 208, 348. 

Queensland, 203 : Railways : Fassifem, 205 — CrOydon and Normanton, 206 — 
Queensland Government, 203. 
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METAL trace:— Continned. 

Railways and oountries mentioned — Continned. 
AUSTRALASIA (Anatralia)— Continued. 

. South Juatraliaf 199. 
' Tasmania, 2i09j Z49. 

Victoria, 208: Victoria Government Railway, 208. 
EUROPE, 59: Summai;y of metal track, 186. 
Austria and Hungary, 154 : Summary of metal track, 164 
Railways : Aassit; and Teplitz, 158 — Austrian State, 155 — Galician (Carl 
Lonis), 158 — Heitzing and Pertchtoldsdorf Steam Tram-way, 162 — 
Hungarian State, 162— Northern State, 157 — Northwestern, 158. 
Belgium, 109 : Summary of metal track, 119. 
Railways: Belgian State, 110 — Great Central, 113— Li^ge and Luxem- 
bourg, 115— Li^ge and Seraing, 115— Local, 115 — Northern, 114. 
Denmark, 182 : Danish State Railways, 182. 

England, Scotland, and Ireland: England, 59 — England, Summary of metal 
track 77 — Scotland and Ireland, 77. 
Railways: Bristol and Exeter, 60, 68 — Fumess, 70 — Great Eastern, 70 — 
Great North of Scotland, 77 — Great Northern, 67— Great Western, 68— 
Highland, 77 (Scotland)— London, Chatham and Dover, 69 — London 
and Northwestern, 64 — London and Southwestern, 69 — Mersey, 70— 
Metropolitan District, 70 — Metropolitan, 70 — Midland Great Western, 
77 — Midland, 66 — Northeastern, 61, 74— Northstaffordshire,71 — South- 
eastern, 59. 
France, 78 : Siiinmary of metal track, 93. 
Railways: Eastern, 87 — Northern, 91 — Paris and Orleans, 91 — Paris, Lyons 
Jt and Medit«rranean,78,86,190— Southern, 91— State, 79— Western, 89. 

Germany, 119: Summary of metal track, 154 — First trials in Germany, 124 — 
Mileage of railways on various kinds of ties, 120 — Ties, of wood and 
iron in Germany, number, 122. 
Railways : Alsace-Lorraine State, 143 — Baden State, 140— Bavarian State, 
137 — Berlin City, 123 — Halberstadt and Blankenberg, 149 — Hesse- 
Louis 146 — Hollenthal,151— Lower Palatine (Pfalz), 148— Lubeck and 
Buchen, 149, — Main-Neckar, 145 — ^Mulhausen, Ensisheim and Wit- 
tenheim, 150 — Prussian State, 121 : [Altona Division, 135 — Berlin 
Division, 123 — Bromberg Division, 137 — Cologne Division, right bank 
Rhine, 128— Cologne Division, left bank Rhine, 129— El berfeldt Di- 
vision, 124— Erfurt Division, 133 — Frankfort-on-Main Division, 131 — 
Hanover Division, 136 — Magdeburg Division, 136] — Wurtemburg 
State, 142. 
Holland, 93 : Summary of metal track, 108 — Mileage of railway track, 93. 
Railways: Dutch Central, 106— Dutch-Rhenish, 106— Holland, 104— 
Netherlands State, 93. 
Italy, 180. 

Portugal, 179 : Royal Railways, 179. 
Ruseia, 184 : Moscow-Kursk Railway, 184. 

Spain, 176 : Summary of metal track, 179— Almansa, Valencia and Tarra- 
gona Railway, 178— Bilbao and Las Arenas Railway, 177. 
Sweden and Norway, 181 : Swedish State Railways, 181. 
Switzerland, 165: Summary of metal track, 176. 
Railways : Burgenstock, 175 — Gotthard, 165 — ^Jura, Berne and Luzerne, 
172— Mt. Pilatns, 174— Northeastern, 167— Swiss Central, 174— 
United Swiss, 173-^We8tem and Simplon, 168. 
Turkey, 184: (348, timbers used). 
Eastern Railway, 184. 
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METAL TRACK— Continned. 

Railways and conntries mentioned — Continned. 
NORTH AMERICA, 276: 
Canadaj 289. 
United States, 276. 

Railways: Chicago, Santa Feand California, 281 — Chicago and Western 
Indiana, 279 — Delaware and Hadson, 280 — Delaware, Lackawanna 
and Western, 284 — Denver and Rio Grande, 283 — Long Island, 282— 
Maine Central, 283 — Pennsylvania, 280 — Philadelphia and Baltimore 
Central, 283 — New York Central and Hadson River, 277. 
-SOUTH AMERICA, CENTRAL AMERICA, AND MEXICO, 257 : Summary of 
metal track, 275. 
Argentine Bepuhlic, 257; summary, 265; timbers used, 349. 

Railways: Andine, 264 — Buenos Ayres Great Southern, 257 — Buenos 
Ayres and Enseda Port, 263 — Buenos Ayres and Pacific, 262— Buenos 
Ayres and Rosario, 264 — Buenos Ayres Northern, 264 — Central Argen- 
tine, 260— East Argentine, 262— Northern Central, 265— Santa P6 and 
Cordova Great Southern, 263— Santa F6 and Northern Colonies, 265— 
Western of Buenos Ayres, 264. 
Brazil f 266, 349: Summary of metal track, 269. 

Railways: Conde d'Eu, 267 — Dom Pedro Segundo (now known as Cen- 
tral Railway of Brazil), 268— Donna Theresa Christina, 74,267— Great 
Western of Brazil, 266— Minas and Rio, 268— Recife and Sao Fran- 
cisco Pernambuco, 268 — San Paulo, 268— Southern Brazilian Rio 
Grande Do Sul, 266. 
Chili, 265, 349 : Coquimbo Railway, 265. 
Costa BicUf 272. 
Cuba, 349. 

Guatemala^ 271 : Guatemala Central Railway, 271. 
Hawaii^ 349. 

Mexico, 272, 349— Mexican Railway, 272— Mexican Central, Railway, 275. 
Peru, 349. 
San Salvador, 272. 
Sumatra, 255. 

United States of Colombia, 270, 349 : Panama Railroad, 270. 
Uruguay, 349. 
Venezuela, 269; (349, timbers used.) 

Railways: Puerto Cabello and Valencia, 269 — Bolivar, 269 — La Guayra 
and Caracas, 270. 
Reports favorable, 61, 79, 83, 84, 85, 86,91, 100, 106, 107, 112, 113, 114, 115, 120, 121, 
131, 134, 146, 148, 156, 160, 171, 178, 190, 191, 193, 194, 202, 205, 227, 232, 
245, 248, 259, 260, 263, 267, 268, 270, 272, 273, 274, 275, 280. 
Reports unfavorable, 86, 87, 109, 110, 135. 183, 245, 280, 281, 282, 284. 
Renewals, (83, 194, 315, method), (214, 220, 244, difficulties), (229, table), (251, 

comparative cost). 
Requirements, (see Objects), 295 (summarized). 
Review of metal track question, 293. 
Rolling stock, effects on, 67, 83, 84, 85, 88, 106, 116, (127, unfavorable), 158, 172, 182, 

185, 191, 198, 214, 234, 251, 273, 296, 311. 
Rust, 66, 70, 80, 83, ( 100, amount), 101, 112, 116, 127, 190, 203, 213, 220, 232, 237, 240, 

247, 260, 279, 296. 
Safety, 164, 215. 219, (274, in floods), 280, 296, 314, 323. 
Side tracks. ( See Tramways , ) 
Spacing, 278, 314. 

Stone substructure, 144, 163, 175, 241. 
Street Railways. (See Tramways.) 
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BCBTAL TRACK— Continned. 

Superiority, 9. 

Switches and Frogs. (See Frogs and Switches.) 

Tests, 9^ 104, 152, 225, 302. 

Tie-rods, (217, needs of), 249, 25.3, 311. 

Ties, number per mile, 274. 

Tie-plates, (see also Chairs), 60, 87, 92, 101, 106, 111, 113, 118, 129. (140 advantages), 

172, 190, 318. 
Track-laying, 62, 64, 67, 119, (170, instruction for), (207, cost and method), 232, 238, 

(2.39, method), (262, more rapid than with wood), (314, summary). 
Travel, ease of. (See HoUing Stock.) 
Tramways, light railways, street railways, side tracks, 68, (74, ties for), 75, 76, 92, 

150, 162, 189, 200, 241, 319, 320, .321. 
Types of ties. (78, 296, simplicity desirable) ; (298, the most desirable not 

determined) ; (303, 304, form aod dimensions discussed.) 

a. Bowls: 60, (77, boxes), 187, 196, (212, obsolete), (214, 227. 2:J5, objections), (217, 

objections and advantages), (222, favored), 234, 237, (238, favorable), 
(240, weight), 242, 243, 244, (245, breaks), 240, 247, 257, 258, 260,263, 
264, (267, cross-ties compared), 208, 279, 282,286,288, (300, summary). 

De Borgue, [plates 17 and 20]; 178, 223 (d), 227, 240 Greaves, [plate 

20]; 59,222 (d); 227,240,241,242,268 Howard, 74 (d) Indian 

State RailwayJ, [plates 23, 24] ; 217, 234, 237,242 (d), 246 Livesey 

[plates 20, 26], 71 (d), 194, 197 (d), 223 (d), 258, 260 (d), 262, 264, 270 

MacLellan & Smith, [plate 25], 76, 239 (d), 248 Molesworth, 2^4 

(d)y 231 Price, (boxes with sawdust asphalt), 77 (d) Taylor, 

[plate 30], 281 (d), 287 ^Toucey [plate 29], 279, 286 (d.) 

b. Plates : 187 (preferred to bowls and wood), 212, 214, 230, 237, 238, (252, develop- 

ment). 

Bell, 253 Denham (212, faults), 254 (d) Denham-Olpherts [plates 21, 

2?], (213. advantages), 219, 222, (224, Molesworth and Schwartz mod- 
ification), 227, 228 (230, detailed report), 231, 232, 233, 234. 235, 237 (d), 

238,240,241,245,246, 250, (d), (252, detailed report), 254 Denham- 

Olpherts-Molesworth, [plate 21], 224 (d\ 251 Egyptian Railway 

[plate 17], 189 (d) Greaves & Barlow, 110 Leslie, 230 (d) 

Marchal, 110 Moore, 252 (d) Poncelet, 110. 

0. Cross- ties: (299, standard type.). 

Atzinger, 155 Bagnall [plate 4], 75 (d) Bankart [plate 4], 75 (d) 

Barlow, 59 Belgian, 68 Bernard (double) [plate 10], 111 (d), 

116, 117 (d) Berg-and-Mark [plate 12], 79, 125 (d), 129, 130, 131 

(d), 132, 135 (d;, 136, 137, 141 (d), 143 (d), 147. 149, 161 (d), 162, 167^ 

168, 169, 174, 181 (d), 185, 256, 295 Bieri, 172 Boyenval and Pon- 

sard [plate 6], 84 (d), 192 Braet, 111 (d) Brunon; 92 (d) Ca- 

bry and Kinch [plate 1], 61 (d) Caramin & Co's., [plate 11] 113 

(d) Chair and Sleeper Co's., 76 (d) Chappee [plate 7] 69 (d), 

90 Coblyn [plate 10], 115, 116, 118 Cockerill [plate 3], 66 (d), 

112 (d) Cosijns [plate 8], 94 (d), 100, 101 Cowdery, 208 Dan- 
ish State Railway, 183 Darlington, 70 ^De Bergue, 178 (d), 

240 Decauville, 92 (d) Desoignies, 110 Durand, 287 (d) 

Flower-Heller, 288 (d) Fowler, 189, 241 Gobert, 110— Gotthard 

Railway [plate 5],165, 167 (d), 172, 173 Goupillon, 92 (d) Guil. 

laume [plate 7 J, 87 Gute Hoffnung (good hope) Works, 153 (d) 

Haarmann [plate 12], 106, 128, 130, 131 (d), 132, 134, 135 (d), 136,137, 

143 <d) Hartford [plate 27], 277 (d), 284 (d) Helson, 110 

Heindl [plate 14], 137, 138 (d), 139 (d), 154, 157, 163 (d) Hicks 

[plate 30], 284, 287 Hilf [plate 17], 134 (d) Hoerde, 131, 136, 
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MBTAL TRACK— ContiDued. 
Types of ties — Coutinaea. 
c, Crbss-tios — Continued. 

149 (d), 151 (<?), 152 Hoesch-Lichtbammer, 95 (d), 134, 137, 145, 

192 Hoffmeier, 28S Holland, 288 Howard [plate 4], 67,68, 

71, 73 Cd), 268 (d) Indian State Railway [plates 17,22,23,24,25], 

193, 212, 220 (d), 225 (d), 226, 227, 231 (d), 233 (objections), 234, 235, 
(d), 243, 246 (superiority), 247, 255, 263, 266, 268, 272, Interna- 
tional [plate 30], 282, 283, 286(d) Kerr and Stuart [plate 4], 72 

(d), 247, 270 LaGressiere, 92 (d) Langley, 67 Lazar, 132, 

166 (d)- LeGrange, 263Live8ey, 71 (d), 203 Lubeck and Bncben 

Railway, 149 (d) MacLellan and Smith [plate 18], 76, 179, 201, 222, 

223 (d) Maloney, 288 (d) Midland Railway Tie, 66 Moore's 

Cross-tie, 253 (d) Moss-Bay Co's., 67, 194 (d), 317 Neafie,284 



i 



Nuts and BoltCo's., 76 Old rail, 79, 110, 153, 284 Ozanne, 79 

Paulet and Lavalette [plate 5], 80 (d), 91 (d) ^Pennsylvania 

Railway [plate 29], 281, 286 (d) Phillips [plate 19], 203, 205 (d), 

206 (d) Phoenix Iron Works, 288 (d) Post [plates 8 and 9]t 79, 

88, 93, /., (98, standard), (101, latest form, d), (102, comparative 
experiments), 107 (d), (108, number in use), 115, 131, 136, 196, 255, 257, 

295, 296 Price, 288 (d) Quetch, 76 (d) Rendel (see Indian 

State Railways) Renson, 94 — ^-Rhenish, 130, 136, Sampan 

[plate 4], 75, 302, Schofield [plate 30], 289 (d) Schulke (old 

rails), 153 Severac [plate 10], 91, 114, 115 (d), 117 (d), 192, 197 

Standard [plate 28], 117, 279, 280, 285 (d) Stephenson, 60 Tozer 

[plate 4], 67, 69 (70 unsuitable), 72 (d), 213, 256, 257 Travia, 283 

(d) Tredegar, 70, 75 (d) Vautherin [plates 5, 6, 12, 16, 20], 62, ^, 

64, 67, 74, 78, 79. 81 (d), 82, 83, 85, 86, 88, 104, 105, 106, 109, 110, 111, 
124, 128, 130, 131, 132, 136, 137, 142 (d), 145, 166, 167, 177 (d), 184, 
188, 190 (d), 191, 192 (d), 222, 223 (d), 240, 268, 295, 296 — ^Webb 

[plate 2], 00, 61, 64 (d), 67 Western and Simplon Railway [plate 

15], 169 (d) White, 74 (d) Wood [plate 4], 61, 74 (d). Z->ron 

[plate 10], 109, 113, 116, 118 (d). 
d. Longitudinals (68, life of)» (120, disadvantage), (137, long and cross ties com- ^ 
pared), 144 (146, cost of maintenance too high), 147, (148, long and N 

cross ties compared), (154, 155, mileage), (156, objects), (160, advant- 
ages of), (212, breakages), 222, (299, 300, advantages and objections 
summarized.) 

Barlow, 59,212 Berg-and-Mark, 161, 191 Brunton,59 Burkhardt, 

153 {dy — Demerbe, 150 Haarmann [see plate 12] 120, 123 (d, (124, 

128, 130, 132, 136, 137 Hartwich combined rail and longitudinal 

[plate 12], 129, 137, 138 (d), 144 (d), 162 (d) Hilf [plate 12], 110, 

120, 123, 130, 131, 132, 133 (d), 134 (d), 136, 137, 144 (d), 146, 147, 166 (d) 
191 Hohenegger [see plate 14], 154, 158 (d), 166 Legrand (Sal- 
kin), 110 MacDonnell, 60, 68 (d) Price, 288 (d) Rhenish 

[plate] 12 110, i:W, 136, 137, 144 (d), 161 (d) Serres & Battig [plate • 

11], 110, 113, 115, 155 (d) Vautherin [plate 12], 124, 128. 

Wear, {see aho Breakages, Life, Rust), (107, 126, 307, guarantied), 127, 145. 

Weight of ties and track, (65, Webb), (66, Cockerill), (67, ordinary track), (72, 
Tozer), (73, Kerr and Stuart), (76, Queteh per mile), (90, Chappee, 
metal and wood compared), (99, Post per yard specified), (112, 113, suf- 
ficient), (114, Caramin), (118, Bernard), ( 123, Haarmann longitudi- 
nal), (139, minimum), (140, Heindl per rail), (142, 149, Berg-and- 
Mark), (145, insnflacient), (164, Importance), (189, plate-ties), (222, 
245, bowls per mile), (238, various ties), (250, 251, Denham-Olpherts), 
(261, Livesey bowl), (295, limits), (305, 306, 307, summary). 
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BflETAL TRACK— Continaed. • 

Wooden beariDg blocks (composite ties), (6S, Macdoanell system), (87, Gaillaume, 
elm V8, oak, advantages), (88, undesirable), (94, Cosijns, objections), 
(98, tests), (114, Caranim, discarded), (124, 212, objectionable), (242, 
with bowls), (254,Denham), (280, 285, Standard), (283, Travis), (286, 
Toncey), (287, Hicks), (288, Flower-Heller), (318, summary). 
Price, (see aUo Cost, under Metal Track), relation to wood supplies, 8. 
Preserving processes. (See under Wooden Ties.) 

Rack railways mentioned, 149 (151, Marsh), 174, 175, 269, 319, 320, 321. 
Supplies influencing price, 8; of tie timber abundant, 9. 
Tie-plates. (See under Metal Track and Wooden Ties.) 
"WOODEN TIES (348 kinds used in foreign countries): 

Compared with metal, 61, 122, 123, 127, 130, 134, 141, 216, 242, 260, 277, 348. 

J)urability, 23, 24, (25, table), (42, recording), (60, under tie-plates), (61, under 
chairs), (69, same as rails), (78, 87, creosoted), (115, in Belgium), (127, 
reduced by respiking), (146, in Germany), (148, impregnated in Ger- 
many), (174, in Switzerland), (176, in Spain), (184, in Sweden and 
Russia), (200, 203, 209, in Australia), (215, 217, 237, in India), (271, 
United States of Colombia, lignum-vitse and redwood), 278. 

Fastenings, improved, 25, 26, 30, 118. 

Hewn V8, sawed, 21. 

Life of ties. (^Sce Durability.) 

Number and kinds used in United States, 13, 14. 

Old and young timber compared, 18, 22. 

Piling method and value of, 20,21. 

Preserving processes (30, 31, 32, 34, 69, 71, 77, 80, (90, in France), 115, 134, 146, 148, 
161, cost), (71, 78, 87, 115, 134, 146, 148, 196, durability of impregnated 
ties), (217, creosoted pine not durable in India), (246, preserved un- 
desirable), (91, Bethell process), (70, Brystic), (33, 80, 82, Burnettiz- 
ii3g)i (83) superiority), (33, kyanizing), (31, vulcanizing), (34, specified 
cost, Wellhouse), (31,32, preserving works). 

Price of wooden ties depressed by use of metal ties (78, in France), 169, (217, in- 
creased in India). 

Sawed vs. Hewn, 21. 

Seasoning, ralue of, 20. 

Size, 42. 

Spikes, effects on ties, 25, 26, (Davies* locking spike, 26), (adhesion, 257). 

Tie-plates (25, 27, Post on, requirements, experience in Germany), (28, 30, various 
patterns), (60, chairs), 87, 121, 154, 161. 

Young and old timber compared, 18, 22. 
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LIST OP PATENTEES OF METAL T&ACK IN THE UNITED STATES. 



[Figures refer to the number of the patent as issaed.] 



A. 

Adam8,H.P 348877,361199 

Ames, A.H 391990 

.Ammon,J.S 328632 

Anderson, J. J 357301 

Anthony, J 38274 

Armstrong, A 277000,289806 

B. 

Baldwin, G.E 329429 

Bagby, WiUiam H 419101 

Bailey, John M 423588 

BaGolas, Ramon 164793 

Barhydt,F 382855 

Barnes, Lewis 423852 

Bamett,C.C 873656 

Barrows,F.L 378280 

Becket,J.R 142668 

Beers, S. A 18494 

Blaine, George E 380274 

Blaisdell, George D 146376, 176213 

Bloodgood, George W 293302 

Bonnell,J.A 207242 

Boone, John L 127553,130010 

Bon8field,E.T 333015,335523 

Boyer.B 418158 

Breen, Thomas 246440, 272850, 294191 

Britton,W.H 382134 

Bronson.T.J .-. 377000,280806 

Brown, Isaac 420674 

Brown, William 231755 

Bryant, George B 320231 

Brvent,W 20620 

Bncknall, Hamilton L 211697 

Bnokner, James, jr 212127 

C. 

Cabry, J 392849 

Calkins, James 134418 

Campany,M.E 313260 

Campbell, A. H 190739 

Campbell, John T 310878 

Caracristi, C. F. Z 416050 

Carpenter, H 16893,35198,99531 

Carter. W.T 296725 

Chandler, George W 186710 

Chapman. J.L 283076 

Chater. Joseph 299345 

Clark, J 10504*, 10505*, 249503, 256199, 259095, 

270637, 358144 

Clark. John K 310794, 323275, 350478. 362608 

Clarke, J.J 287418 

Coffman, J.H 369591 

*Re 



Conley.J 254802,332884 

Connelly, Joseph H 128120 

Cortright,M.I 265760 

Cowdery, George 388266 

Cnbberlery, A. L 259823 

Cnrti88,W.E 207719 

]»• 

Dansinger, Robert 403741 

Davey, Petherick 322621, 329821 

Davis, E.C 351498,351499 

Deakin,T.J 342987 

De Beanlien, George 865169 

De Courcy,B.W 306139 

Dehnff, Abram 162469 

Delffe,A.N.D 305166 

DeMott,J 389276 

Denham, Charles H 304622 

Devens,E.J 403464 

Devlan.P.S ..• 1^407 

De Zavala, H 257437 

De Zeng, H. L. .145991, 155369, 334696, 380623, 400643 

Donaldson, W. H 381059 

Dougherty, E. D 320231 

Draper, Henry C 359854 

DuBois,J.J 292421 

Dudley,P. H 327667 

Dunning, T.R 406129 

Dunning,J.A 372526 

Durand,A 386389 

E. 

Ellicott,B.W 410684 

Bspinasse,C.P 396473 

 F. 

Faddis,R.P 390014,391131,398037 

Fassett. Edgar S 363513 

Ferris, H.T...: 386064 

Fisher, Clark 109504.285986 

Fitch, A.B 410236 

Fitageiald, J 367383 

Fitzgerald,M 383118 

Fleck, I. W 240987 

Flickinger,H.F 283230 

Flower, R.W.,jr 386119 

Folsom, G«orge F 210681 

Forsyth, Robert 411959 

Foster, Josiah 198370 

Freeman. E. P. J 335804, 335805 

Freudenberg, F. B 210774 

Frysinger, Jacob 332707,400558 

issues. 
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Gearon, J 338057 

Georget, F. X 366611,381125 

Gibberson, James M 378133 

Gibbon, Thomas H. . . .317988, 320869, 347236, 403465 

Gibbs, W.H 274309 

Gilman.G.H 235078 

Gleason, T 359440 

Glynn, M. A 317763 

Good, I. F 344826 

Gooht, KarlL 402818 

Goefcchins, D. R. V 240511 

Gottlieb. Abraham 310269 

Gonch, L. A 216846 

Gnest, 8. M 112805 

Gnlick, C. W 140411 

Greene, F. V 341416 

Greig, A 226308 



Haarmann,H.A 201667,219856 

Haas, Levi. . . .247248, 253374, 257572, 282309, 315771, 

389464, 391704, 406346, 420299 

Hagarty, M 395134 

Haish, Jacob 404401 

Hall, W. P 373656,375996 

QamUton, S. H j 163187 

Hanshaw.C 218878 

Harrison, A. A 313072 

Hartford, Arthur J 388277,401949 

Hasskarl, G. C. H 319813 

Hawley, C. P 379674, 379575, 379576 

Hay, Alexander 29693 

Heller, D.C 370192 

Henning, William B 323809, 376884 

Herbst, Charles F 253381 

Higley,E. N 312717,334228,353028 

Hill. J 378930 

Hill, Edward 380274 

Hipkins, H 396160 

Hodgman, M. M 97020 

Holbrook, H. R 291514 

Holland, R.M 66711 

Holtham, E. G 303373 

Hotchkiss, B. B 63161 

Horrie. D 198618 

Howard, H 340118 

Howard, J 333016,335623 

Howell, I. G 390370 

Hnngerford, E. B 276414 

Hanter, R. M 382470 

Hyman, Samuel 345064 

Jacobs, J 379399 

Jenks, E. A 412260 

Jerome, S. B 379312 

Johnson, F.G 364147 

Jones, Edward 349846 

Jones, G. A 246888 

Jones, Richard 417426 

K 

Kaufman, D 346998 

Keech, George 144207 

Keller, John 218442 

Kelton, G 377162 

Kendrick;P 147563 

Kern, J. W 136067 



Kilpatrick, W 344185 

Kinch, W. H 392849 

Kindelan, Joseph 239511 

Kirk,P 326874 

Knowlton, "W.H 312566 

Kolgraf, Pierre 404043 

Kreuz, C.F 251251,263919 

Krichbaam, John G 291523 

I*. 

Lake, J. K 323430 

Lane, J. C 358981 

Lehlbach, Gnstav 200737 

Lewis, E.E. . . .172041, 183766, 183767, 183768, 198464 

Livingston, H.T 220026 

Locke, S. D 353691,356002 

Lockhart, J 299557,327285 

Lombaert, Herman J. 35879 

Long, S. H 19704 

Lnkens, R.0 370072 

Lnm, GeorgeE 420352 

Lntz, W.C 233528,241389 

191. 
MacLellan, Walter 187652 

MaoManes, William 420352 

Mahoney, J 280200,370634 

Maloney, Michael 395447 

Markley, Edward G '. 101751 

Marks, N. M 376250 

Martindale, M. A 316047 

May, H. H 7799 

McCan, Henry 70731 

McCartney, John R 410176 

McCutcheon, James 418052 

McKenney, A 372230 

McRae, D.M 393515 

McVey, W 312881 

Meacham, J.H 269891 

Meeker, R.B 269442 

Millhonse, James R 388296 

Moeckel, E., and Moser, J ,. 371780 

Moffly, Robert 306090 

Monier, Joseph 302664 

Moock, O. T 313778 

Moore, H 350692 

Moore, T.B * 375763 

Morrell, R 354433,365932,365933 

Morris, William 251625 

Moxham, A. J 313512,319010,355778 

MuUarky, O.E 221596 

Muir, W. J. Cockbum 92874 

Mnmford, T.L 350692 

Murray, G 323356 

Myrick, Elijah 118260 

Neal, G. W. B 304746 

Netter, Charles 351996,372864 

Newton, John 121956,285833 

Kichols,R. E 166625 

Nioholl8,S 218559 

Nickloy, A. C 409860 

O. 

Ogden, J. A 386156 

Olpherts. W. G 303540 

Orton, L. O 290793 

Osborne, GeorgeP 214182 
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p. 

Palmer, C.B 408255 

Parr, J 260231,277333 

Partridge, William 418062 

Peck,Duane , 158437,161153 

Peck, W 130518 

Perry, I. A 372703 

Phillips, John H 97224 

Pierce,M.H..^ 422830 

Porter, S.L 158437,161153 

Potter, J 83880 

Potts, George 148242 

Priiidle,L.B 333480 

Putnam, George L 267930,285842 

QQigley,John 171422 

R. 

Rainbow, William 230816 

Beese, Henry . . . .9292, 163254, 214192, 215675, 272477 

Reese, Jacob 384785 

Repsher, Leonard 71063 

Reven,J 293194 

Reynolds, E.F ^52002 

Richman,H.C 139518 

Riley, J 362786,862787 

Bobbins, John M 412000 

Rock, Alexander D 135667 

Roelofs, A 365350 

Ross, Percy W 423447 

Bapp,J.C ....^ 241724y 245222 

S. 

Sailliez, C 346733 

Samain, £. D 266543 

Samuel. Edward 410933 

Sayre, C.H 344011 

Schaumann, Fridolf 279280 

Schmidt, E 349524 

Scofibld, Lewis 230826 

Scott, P. F 339938 

Sea, R. S 364250,375005 

Seely. S. F 235706 

Seltzer, CM 313778 

Semonin, Peter 387602,421769 

Seijeant, William F 79016 

Serres, A. W 192842 

Severac, P.J 361330 

Shepard, R. R 325020 

Shockley, D. W ...280200,370634 

Shultzen, H 386366,386357 

Singer, C. G 379612 

Smith, B.C 32794,36579 

Smith, Daniel 259726 

Smith, James 341286 

Smith, JohnP 187652 

Smith, J.* W 376214 

Smith, S. U 398004 

Snook, George 274309 

Spaulding, A. B 281806 

Splane, John 367326 

Sterling, William H 139031 

Stevens, A. T 361002 

Stifler.W. J 391492 



Stiles, E. R 381860 

StiUman, H. L 870164 

Stimpson, J^. 1262 

Stokes, J 147563 

StuU, S.H 372879 

Sullivan, J. E 223187 

Sutherland, J. B 382394 

T. 

Taylor, Enoch L. . . .- 286661, 363020, 371993 

Thielsen, H 242850,317244 

Thomas, T. F 416081 

Thompson, G. W 394738 

Thompson, J. H 207320 

Thompson, M.Y 360397 

Timby, T.E 145250 

Tobey, E. H 249270,249271 

Towne, L. E 123526 

Travis, T.W 206647,214208,224808 

Troxell, W. H 371110 

Tunica, Francis 263078 

Turner, John 197300 

IT. 
Upjohn, B. M 124621 

V. 

Van Camp, A 97020 

Vanderbilt, L. 313260 

Van Gnysling, A 84023 

Van Harlingen, Wipuu L 369765, 369756 

VanOrden,C.H 314757 

YanOrman,C.M 314158 

Tester, Franz 63607 

Yroman, George W 244003 

Wagner, C.F 218648 

Ward, John B 198060 

We8tbrook,G.S 302966,302966 

Wharton, W.,jr 359115,359117 

Whipple, L.E 327745,327843 

White, C.H 107643 

White, N. 8 188710,366546 

White, B.T 375856,385395,386420 

Whiting, A.P 218603 

Whittenhall, D. S ..185808,227602 

Wiegand,S.L 386119,420485 

WUliams, F.A 235321,255564 

Williams, J.H 309428 

WiUiams,JohnB 370837 

WilsoD,C.G 94856 

Wilson, David 394426 

Wilson, D.T 385492 

WU8on,H.S 188087 

Wilson, J. B.... 420895 

Winkley, Swain 58663.59112 

Withers, A. L.,jr 260724 

Wright, &B 280110,298539 

Y. 

Tarbrough, C. F 395304 

Tates. Leonora 182984 

Tost,C.W 370226 

Young, J. W 284167 
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